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COMPETITION WITH RAILROADS 

Though the address of Herbert Hoover, Secretary of 
Commerce, printed elsewhere, on the need of inland water- 
ways for agriculture and industry is the speech of an 
enthusiast on that subject, it, nevertheless, makes the point 
that we have always insisted on—namely, that, no matter 
what we do about waterways or other agencies of trans- 
portation supplemental to our railroads, we must maintain 
a constructive policy toward the latter, since they are and 
must always be our main dependence for the largest part 
of our transportation service. Says Mr. Hoover: 


Nor is this in anywise. a statement that our railways must 
not be under constant development, for they obviously reach 
scores of millions of people that are untouched by the waterways 
and perform many services that our waterways cannot undertake. 
And their improvement can only be accomplished by safeguarding 
to them such earnings as will enable them to provide increasing 
facilities and increasing efficiency. 


During these many years passed, there has been an unceasing 
battle between the proponents of rail and waterborne traffic. No 
one can read the debates over the last half century without feel- 
ing that the dominant argument for improvement ‘of our water- 
ways has been to club the railways in the matter of rates. On 
the other side, no one can study the competitive tactics of the 
railways against the waterways without conviction that at times 
they throttled water transportation by reducing railway rates 
below what they themselves could in honesty maintain. Regard- 
less of the merits or demerits of the contentions, there is today 
no excuse for continuing this battle between tthe railways and 
the waterways, for we are faced with a period when both are 
“sega We have had great battles over joint rates, but if we 
have a real system of internal waterways, this problem will settle 
itself, for the day will come when the railways themselves will be 
seeking them. 

.. Nor do we need overstate the importance of waterborne fa- 
cilities in relation to our other transportation systems—our rail- 
binds and highways. Let us get into the proper setting. Taking 
“we country as a whole, the railways and highways must ever 
ear the major burden of our internal traffic. And there are 
Hay Classes of goods which will always go by rail parallel with 
ne But equally wrong are those who do not accord 
fi nal waterways a great and increasing future in transporta- 


10n, 

Though this is a fair statement, as far as it goes, and 
= have no fault to find with it nor with Mr. Hoover’s ideas 
or sensible development of our waterways, we desire to 


point out that Mr. Hoover still does not advocate or suggest 
any means of equalizing conditions under which the rail- 
roads and the operators of service on inland waterways 
must do business. In other words, without some plan of 
compelling the boats and barges in the business of common 
carriage of freight and passengers to pay for their use of 
the waterways, the railroads must be subjected to unfair 
competition—the competition of boats that are relieved of 
the overhead expense that railroads must pay for construc- 
tion and maintenance of roadway, because that expense is 
paid in taxes by the public, of which the railroads them- 
selves are a part. We point out that sound policy requires 
not.only a realization that the railroads are important and 
necessary, but that they must have only fair competition. 

We have gone into this matter many times and at 
length. It is not necessary to do so again at this time. We 
are not in the least opposed to the development of water- 
ways that, after proper investigation, offer reasonable 
prospect of being of service in transportation. We agree 
with Mr. Hoover, however, that enthusiasm for this form 
of transportation as a necessary or desirable adjunct to our 
present system should not blind us to the necessity for a 
constructive attitude toward the railroads. But we carry 
this theory to its logical conclusion—which Mr. Hoover 
does not—and contend that it is not constructive or even 
fair treatment of the railroads for the government to spend 
our money and the money of the railroads in improving 
waterways for the use of boats to compete with the rail- 
roads at low rates made possible by the fact that the boat 
operators have their roadway construction and maintenance 
cost paid by the public. To permit or compel the boats on 
inland waterways to charge rates on a level with those 
charged by the railroads would, of course, not solve this 
problem, since, under any such system, the boat owners 
would become inordinately rich. The only solution is to 
compel them to pay a proper sum for their use of the water- 
ways. If there is anyone to whom this does not appeal as 
fair and business-like we should like to hear his argument. 
We have never heard it disputed ; men like Mr. Hoover and 
others who discuss the subject simply ignore it and the 
ordinary citizen does not think about it. 


The policy we have suggested is coming to be recog- 
nized in the case of motor common carriers, as the public 
prints and news reports in this magazine have been indicat- 
ing very strongly lately. Those who are thinking about and 
adopting resolutions on this subject have not yet come to 
the point, perhaps, where they are suggesting that motor 
vehicle common carriers should pay, as such, for their use 
of the highways, but they are suggesting that they should 
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Modern Type 1,000 H. P. Articulated Electric Locomotive used on Lines of Illinois Traction System 


lilinois Traction System Is Represented 
In Your Territory 


LLINOIS TRACTION SYSTEM repre- 
sentation is not confined to the territory 
immediately served by this company. 


OR the convenience of the shipper in 
the national field the Illinois Traction 
System maintains traffic representa- 
tives at the principal shipping centers. 


NY one of the following off-line repre- 
sentatives is at your service: 


D. R. PECK, 208 S. La Salle St., Chicago 
L. B. KELZ, 11 Moore St., New York City 
Cc. A. CANNING, 

Metropolitan Life Bldg., Minneapolis 
C. F. BEACH, 703 Free Press Bldg., Detroit 
E. D. FORDE, 312 Park Bldg., Pittsburgh 
L. W. GENT, 211 Ry. Exchange, Kansas City 
J. M. BOAK, 415 Swetland Bldg., Cleveland 


W.H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 
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Sof coast to coast steamship rates. 


October 24, 1925 


be brought under regulation by the Interstate Commerce 
Commission, just as the railroads with which they compete 
are regulated. The principle is the same and, if followed 
to its logical conclusion, will result in a demand that the 
use of the highways no longer be furnished free to motor 
trucks and busses that haul passengers and freight for hire 
cheaper than the railroads can haul them. The motor 
vehicle people are themselves admitting that they should be 
regulated, because their competitors are regulated. Does 


not the same logic require that they pay for the use of the 
roadways something more than the ordinary vehicle tax 
) that every vehicle, both private and common carrier, must 


B pay? 


Something of the same principle is involved in the 


) discussion now going on as to whether rates of steamships 

doing a coast to coast business in competition with the rail- 
© roads should be subject to regulation by the Interstate Com- 
} merce Commission, which regulates its rail competitors. 


Of course, it has not been suggested that these carriers 


) pay for the use of the ocean, but it is suggested that it is 


unfair to permit them to do business without regulation of 
their rates while the rates of their rail competitors are so 
closely regulated, and that the Panama Canal, built at pub- 
lic expense, furnishes them a means of competing on an 
unfair basis with the railroads. We are publishing this 
week resolutions adopted by the National Association of 
Railway and Utilities Commissioners in favor of regulation 
President Sargent, of 
the Chicago & Northwestern Railway, in a recent address 


dealt thus, in part, with the general subject: 


I am not presenting an argument against the use of the motor 
bus or the motor truck. I am only stating that all forms of trans- 
portation should be placed upon an equality with reference to the 
burdens imposed upon them by govermental authority, and that 
we should stop taxing the railroads to support competing forms 
of transportation, including the motor busses, motor trucks, and 
water transportation. on 

This leads to the discussion of another cause of the condition, 
as before described, of the railroads in the western district. I 
refer especially to the Panama canal. ; 

In my opinion, the people of the middle west are unfairly dis- 
criminated against by the Panama Canal. The people of the mid- 
dle west are paying taxes indirectly to, and they are securing no 
direct benefit from, the Pnama Canal. On the other hand, they 
are being asked at the present time to submit to an increase in 
freight rates on their own products, and one of the reasons this 
increase is necessary in this middle western territory is the Pan- 
ama Canal. Freight rates have a direct and immediate relation 
to traffic density. When surplus overland freight that might be 
used to fill empty equipment in westbound movement finds its 
way through the Panama Canal by virtue of a subsidy, the reason 
is at once apparent, and it does not require a microscope or a 
scientist or a rate expert to detect the effect on the transcontinen- 
tal carriers serving this great Mississippi Valley. ; 

And I say that the people of the middle west are supporting 
the Panama Canal. True, the report of the governor of the 
Panama Canal shows a profit on the books as kept, but there is, 
in fact, up to date no profit from the tolls of the canal, and the 
canal is operating every year at a large deficit, and the taxpayers 
of this country are paying almost as much per ton mile to put 
lreight through the canal as they are paying in rates per ton mile 
to their railroads. ... 

The canal will never justify itself to this middle section of 
our country until out of tolls from transportation it pays back 
into the treasury of the United States not only its operating ex- 
Penses but an amount equal to the taxes which the people would 
teceive if it were privately owned and operated, plus at least four 
Per cent upon so much of the value of the canal as may be prop- 
etly assigned to the commercial transportation business. There 
tan be no doubt that a great injustice is being perpetrated upon 
the transcontinental railroads traversing this Mississippi region 
between the Alleghanies and the Rockies. This injustice arises 
me water competition, which is subsidized and wholly unregu- 
ated... , 


So I say the merchants and business men of the middle west 
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are paying indirect subsidies for the support of low tolls through 
the canal, so that fhey in turn may have the privilege of paying 
higher freight rates to carriers that serve this great middle west 
section of the country... . 


Either restrictive regulatory laws which now apply to rail 
transportation should be removed, or similar restrictive measures 
imposed upon competing forms of transportation. This applies 
to the governmental policy of fixing wages, assessing and levying 
taxes, prescribing rules and conditions pertaining to operation, and 
other similar legislative enactments. 


Either an immediate increase in the tolls assessed on tonnage 
passing through the canal, so that the latter will be self-sustaining 
not only as to operating expenses but as to taxes and return on 
investment, or if this for political reasons is not possible then in 
lieu thereof the government should at once relieve railroad cor- 
porations from capital stock and income taxes now imposed. 


G. Lloyd Wilson, in his article in this week’s Traffic 
World, also advocates regulation of steamship rates. 

The whole subject is alive. We are not attempting 
now to decide it with respect to steamship rates. There is 
much to be said on both sides. There is no question in our 
minds as to the competitive phase of the relations between 
steamships and railroads; they ought to be equalized in the 
interest of a well balanced and sanely constructed trans- 
portation system. But there are difficulties to be met and 
there is a good deal to the objection that we already have 
too much regulation. We should like to hear discussion 


both as to the need of equalization and as to effective means 
of bringing it about. 





RAILROADS AND PUBLIC RELATIONS 

Much is being said and has always been said, both by 
critics of the railroads and by railroad executives them- 
selves, in addressing their employes, on the subject of pre- 
serving amicable relations with the public, not only because 
courtesy is the public’s due, but because such relations, as 
in any other business, mean profits in the long run. As 
an example of how the railroads, however, continue to 
underestimate the importance of a policy that will promote 
friendly feeling and ignore their own admonitions to their 
ticket clerks and other employes, we may cite the conduct 
of the Chicago & Northwestern Railroad in the matter of 
increased commutation fares in Illinois authorized and 
ordered by the Interstate Commerce Commission. 

We may say, before we go farther, that we believe the 
railroad is entitled to this increase and the writer of this 
editorial willingly pays it, for that reason. But we call 
attention to the fact that the order of the Commission 
authorized this increase on or before November 23. The 
railroad chose to put it into effect October 20. That was 
perfectly proper but for the fact that, in order to justify its 
course, the railroad gave out statements that commuters 
must begin to pay the increase on that date or the road 
would be subject to punishment by the Commission. — No 
doubt that was true, once the tariffs were filed, effective 
October 20, but the point is that the road did not have to 
make the new rates effective until November 23 and, in 
the meantime, it could have permitted persons holding 
tickets purchased at the old rate to “ride them out.” In- 
stead, it compelled its patrons to stand in long lines at the 
railroad stations, exchanging their old tickets for the new 
in fear that, unless they did so, they would not be permitted 
to ride without paying cash fare at a high rate. To make 
matters worse, the railroad did not enforce its implied 
threat and permitted negligent or obstinate patrons who 
did not at once supply themselves with tickets at the 
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new rate to continue to ride, for a time, on the old 
tickets, thus causing “soreness” on the part of those 
patrons who took the company at its word and bought 
new tickets promptly. They felt themselves discrimi- 
nated against, as they were. 

We are not now discussing the right of the railroad 
to make this increase at any date it chose after the finding 
of the Commission, but we are pointing out its misleading 
excuses for unnecessary provocation of its patrons at a 
time when it needs public sympathy. We mean by that 
specifically that the question of the road’s right to make the 
intrastate increase in commutation fares is not fully deter- 
mined and that it has a fight on its hands with the Illinois 
state commission on the question of the jurisdiction of the 
Interstate Commerce Commission; and, generally, in view 
of the application of all western roads for an increase in 
freight rates and of the railroad situation as a whole, this 
railroad and all railroads ought to be particularly solicitous 
not to give unnecessary offense. 


To practice what we preach is not always easy, to be 
sure, but, in a matte~ of this kind, where there was plenty 
of time for able executives and attorneys to consider what 
ought to be done, it ought not to have been difficult. The 
matter is not especially important, in dollars and cents, ex- 
cept to the railroad itself; but, as the railroad executives 
say, when talking to their employes and endeavoring to 
instruct them in politeness and consideration toward the 
public, it is the little things that irritate. 


MAY ASK GREATER RELIEF 


The Trafic World Washington Bureau 


Northwestern region railroads may initiate a move for 
relief for themselves greater than that which would result from 
the grant of a 5 per cent increase such as is involved in Ex 
Parte 87, which, with No. 17000, the rate structure investigation, 
is to go on further hearing at Chicago on October 26. 

A conference on those cases, for an unexplained purpose, 
was: held in Chairman Aitchison’s office, on October 20, between 
the members of the Commission’s division No. 6, the one in 
charge of No. 17000 and Ex Parte 87, and a delegation of north- 
western region executives. At that time it was admitted by 
both Commissioners and railroad executives there was a gen- 
eral discussion of the cases that are being concurrently heard, 
but the declaration was made that no specific proposal was 
under consideration, although one might result from the con- 
ference. The impression was created by the declarations of 
both the railroad men and the Commissioners that the former 
came here to obtain an idea as to what the attitude of the Com- 
mission would be if some kind of a proposal were made, and 
what effect a definite proposal in behalf of the northwestern 
carriers would have upon the general application for what is 
usually called the 5 per cent advance proposition. 

Live stock interests in Chicago, according to telegrams re- 
ceived here before the railroad executives came to Washington, 
had heard that the northwestern carriers would ask for an in- 
crease in rates on the traffic in which they were interested, in- 
dependent of the proposals made in Ex Parte 87, but that there 
was disagreement among the carriers as to what effect such a 
proposal would have on the general case for higher rates. The 
idea was that carriers in parts other than the northwestern 
region were fearful that any independent, concurrent move on 
the part of the northwestern region railroads would delay, if not 
prejudice, the case that was being made in behalf of western 
carriers generally. 

At the time of the conference Commissioners admitted that 
the impression that the executives came here to obtain ideas as 
to the attitude of the Commission in the event they undertook 
something was accurate. There was, however, no specification 
as to what the executives had in mind to do or what the Com- 
missioners had told them as to their reaction in the event the 
executives tried doing what they had in mind. 

The railroad executives did not indicate what, if anything, 
they would undertake in view of the ideas they obtained from 
the Commissioners. The latter were also uncertain what out- 
come might be expected from the conference. 

The executives who were in the conference were F. W. 
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Sargent and A. G. Cleveland, of the Chicago & North Western; 
J. E. Gorman and S. H. Johnson, of the Rock Island; W. ¢ 
Bierd, of the Alton; W. H. Bremner, receiver of the Minneapoliy 
& St. Louis; Charles Donnelly, of the Northern Pacific, and |, 
W. Baldwin, of the Missouri Pacific. The members of divisio, 
No. 6 are Chairman Aitchison, and Commissioners McChorg 
Hall, Eastman and Campbell. 

Arrangements have been made by Wm. Church Osborn 
and Grenville Clark, counsel for security holders of railroad; 
in the northwestern region for placing in the record, in 
Parte 87 and No. 17000, when hearings are resumed at Chicag, 
on October 26, of a comparison between the rates in Westen 
Trunk Line Territory and the rest of the western district. The 
wrote to Chairman Aitchison asking him if they might ng 
present testimony on that subject at the resumed hearing afte 
testimony given by President Baldwin, of the Missouri Pacify. 
Mr. Aitchison told them they might present evidence along th 
line proposed by them at the early part of the hearing to ) 
begun at Chicago, October 26. He added that the exact orde 
of proof, of course, would be arranged when he arrived x 
Chicago. 

The letter of counsel to Chairman Aitchison said they haj 
a plan covering the situation suggested by questions as to the 
depression of rates in the northwestern region. Their lette 
is as follows: 


During the hearing of the Western rate case held in Chicago, 
in September, the subject of the depression in freight rates in th 
Northwestern region was alluded to by several witnesess, but 
no adequate statistical proof was offered on that point. <As counsel 
for the security holders in the Northwestern Region, we hav 
caused to be made a careful comparison between the rates in the 
Western Trunk Line territory and in the rest of the Western 
District. This study is based on authentic data already in eyvi- 
dence before the Commissioner and really forms a most important 
contribution to the inquiry which you are conducting. Indeed 
we have no hesitation in saying that the inquiry cannot be con- 
sidered complete without testimony of this or a corresponding 
nature being had. 


During the course of the inquiry, the Chairman asked several 
witnesses in substance whether they had a plan to cure the 
alleged depression in rates in the Northwestern region and if 50, 
what the plan was. Our examination of the testimony does not 
reveal that any adequate reply was given to this question. On 
behalf of the security holders, we have caused to be prepared a 
plan covering the situation which is consonant with the methods 
of the Commission in other cases and which will result in a 
satisfactory equalization of rates between the Northwestem 
Region and the remainder of the Western District. 

We now ask leave of the Commission to submit the evidence 
of the comparison of rates and the proposed plan at the hearing 
to begin at Chicago on October 26th and following the testimony of 


Mr. Baldwin of the Missouri Pacific, if that course is agreeable 
to the Commission. 


1924 PIPE LINE DATA 


The Commission’s Bureau of Statistics, in statement No. 
25185, has published selected financial and operating data for 
the calendar year 1924, of thirty-six carriers by pipe line report: 
ing to the Commission. The statement shows that the report 
ing companies operated 68,184.94 miles of line, with an investment 
in those lines of $496,187,164, Other investments were reported 
as totaling $282,504,005. The companies reported $10,264,714 
cash in hand, $49,546,171 in materials and supplies and total 
current assets of $158,603,998. Their capital stock amounted to 
$462,232,200, unmatured debt, $34,043,000 and total current lia 
bilities $54,083,933. Accrued depreciation reported was $205,042; 
165, total corporate surplus $106,903,627. 

Pipe line operating revenue was reported to have beet 
$146,921,078, operating expenses, $74,655,544 and pipe line op 
erating income $63,176,232 and net income $72,238,975. Out of 
that they disbursed in dividends $41,151,063. 

Humble Pipe Line Co. reported the largest dividend pay: 
ment, $8,000,000. Its capital stock is $12,000,000 and the dividend 
rate, therefore, 6624 per cent. The heaviest dividend, in per 
centage, was that paid by the Empire Pipe Line‘ Co.; $2,300,000. 
Its capital stock is only $500,000 and the rate therefore was 46! 
per cent. tia 

Fifteen of the thirty-six companies reported having declared 
no dividend, three of the fifteen reporting a deficit in the nel 
income account. One that reported a deficit in its net income 
account paid a dividend. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 1-7, inclusive, was 136,009, a decrease of 4,833 cars 4 
compared with the preceding period, while the average daily 
shortage was 1,170 cars, according to the car service divisio? 
of the American Railway Association. 

The surplus was made up as follows: Box, 55,592; ventilated 
box, 185; auto and furniture, 1,184; total box, 56,961; flat, 4,913; 
gondola, 20,823; hopper, 37,433; total coal, 58,256; coke, 1,206; 
S. D. stock, 11,088; D. D. stock, 1,343; refrigerator, 1,589; tank: 
57; miscellaneous, 596; .total, 136,009. 

The shortage was made up of 140 box, 15 auto and furniture, 
2 flat, 55 hopper, 942 refrigerator and 16 tank cars. 

Canadian roads reported a surplus of 5,250 box, 1,350 fiat 
1,600 S. D. stock, 350 refrigerator, and 27 miscellaneous cats. 
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Motor Vehicle Regulation.—Assuming either that the motor 
vehicle must be allowed to run at large without regulation or 
that the federal agency for curbing it, to be efficient, must be 
made much larger than it is, the state commissioners, at the 
annual convention of the National Association of Railroad and 
Utilities Commissioners, proposed a bill for co-operative regula- 
tion, with the state commissioners sitting as federal agents for 
that purpose, as a solution. Assuming that regulation would be 
clearly a legislative power function, the commissioners who 
helped prepare the proposed legislation devised that method of 
jocal control by federal agents, who, at other times, would be 
state agents. No particular attention, if any, was given to the 
fact that, in all instances that easily can be recalled, state and 
federal positions are held to be incompatible, and that, perhaps, 
such duality might fall under that rule. It is true that, under 
the co-operative plan, state commissioners take the testimony in 


many finance cases in which the question is as to whether a 


> certificate of public convenience and necessity shall be issued. 
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It is also true that no one has ever challenged the legality of 
such a procedure, at least, not formally. However, when a man 
decides that he wants to operate a motor vehicle, to perform 
common carrier service, it seems he sets his mind on that to 
such an extent that he appeals to the courts if he does not get 
what he desires. Reasoning from that general fact to the par- 
ticular, it may be suspected that, if Congress enacted legislation 
of the sort the committee tentatively recommended, some man 
desiring to operate a motor vehicle would run to the courts for 
relief from such oppression. That would cause the question to 
be raised as to whether a man could act, at one and the same 
time, as an agent for a state and also for the federal union. 
Courts allow persons not entitled to practice before them to act 
“for this case,” but whether Congress can authorize state com- 
missioners to act for the national government, even for the pur- 
pose of taking testimony and writing a proposed report, is one 
of the few debatable questions about the Constitution of the 
United States left undecided by the debating clubs and high 
schools. There is some legislation, however, that suggests that, 
perhaps, Congress could turn the whole business over to the 
states. Those in dry states of the old days before the whole 
country became dry, who received their kick beverages from wet 
territory by express, will remember that, some time before the 
country adopted prohibition, Congress said that liquor passing 
from one state to another should be subject to the law of the 
destination state as soon as it arrived. Many of those who read 
the court’s opinion in that case gasped at the idea of the judiciary 
upholding a statute by which the federal government passed on 
to the states power that it had received from the people. But 
the courts did that. The thought is that if the state commis- 
sioners will only get back of a bill of that character and; get it 
enacted they will have the power they sought to exercise when 
they undertook to regulate the comings and goings of the owners 
of motor Vehicles determined to engage in commerce between 
the states, without regulation by anybody, and in competition 
with common carriers that are regulated to their eyebrows. 
Many are of the opinion that it would be unwise for the federal 
government to undertake motor vehicle regulation; they say it 
is essentially a local service, as now conducted, with the vast 
bulk of it intrastate. The idea of a man or a company having to 
come to Washington for a certificate of public convenience to 
operate a truck which crosses a state line in the course of its 
business, they argue, is matched only by the necessity of the 
Central of New Jersey and the East Jersey Railroad and Ter- 
Minal Company having to come to Washington for a permit to 
build three-tenths of a mile of track to connect their properties 
at Bayonne, N, J. 





Names Made Odious.—Any historian, turning the leaves in 
the reports made by the Commission with a view to determining 
the nature of the work done by it, it is believed, would come to 
the conclusion that the Atchison, Topeka and Santa Fe is the 
host litigious corporation on earth. No one has ever accused it 
of being afraid to assert its rights. However, judging from the 
humber of times it is named first in complaints, the undiscrimi- 
lating reader is warranted in believing that sins have been 
added to the calendar to enable it to commit them. Naturally, in 
a majority of the cases in which it performs the Abou Ben Ad- 
hem function, it has practically no interest. Nevertheless it ap- 
pears, presumably, as the chief offender because its name is the 
frst in the list of defendants. The other day it furnished the 
chief defendant part of the title of a complaint, No. 16179, Cattle 
and Horse Raisers’ Association of Oregon, a caretaker transpor- 
tation case, pertaining to traffic from Washington, Oregon, Idaho 
and Montana, to points in Oregon and. Washington, hundreds of 
iiles away from its hunting ground. The Aberdeen and Rock- 
fish, the Abilene and Southern, and the Akron, Canton & South- 
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ern, if they were ever represented by their own counsel in a case 
in which they were, by name, the principal defendants, achieved 
distinction not generally accorded them. However, inasmuch as 
they stand at or near the head of the alphabetical list, they must 
bear the odium of being contentious, when, as a matter of fact, 
they merely have an alphabetical misfortune which never befalls, 
for instance, the Zwolle and Eastern or the Zanesville and West- 
ern. In the case of railroads having a first name beginning with 
A, the answer to the poet’s query as to what is in a name is not 
so simple as the poet said it was. It would be informative if the 
Commission could frame a rule requiring a complainant to use 
first the name of the carrier against which he had his fancied 
grievance, instead of picking one of those whose names stand 
near the head of the alphabetical list. 





Information to. Gratify Curiosity—The Commission, when it 
makes a decision through the agency of one of its divisions, 
gives information as to which division by giving its number and 
the names of members thereof. When an appeal is taken by one 
of the parties from the decision of a division, there is nothing in 
the final report to indicate from which division the appeal was 
taken. Any one interested, of course, can go to the original re- 
port and find out. Few, however, are interested enough to do 
that. The report on an appeal case is in such form as to indicate 
to one not familiar with the Commission’s practices that the 
Commission changed its mind when, as a matter of fact, there 
was no change of mind but merely the calling in of more minds 
and a majority of the whole being opposed to the first expressed 
view. Appellate courts are more generous. They always indi- 
cate the tribunal from which the appeal has been taken. The 
appeal from a division to the whole Commission is not, of course, 
wholly analogous to the appeal taken from an inferior to a 
superior court. The decision of a division, unless appealed, is 
of just as much weight as if made by the whole Commission. 
That is not the fact with regard to the decision of a district 
court. A district court declares merely what is the law in that 
particular district. It may be something different in another 
district. Circuit courts frequently disagree, one with another, 
but unless and until an appeal is taken to the highest court, the 
law, in a given circuit, stands as declared by the court in that 
circuit. The decision of a Commission division, however, is the 
law for the whole country until it is modified or completely re- 
versed, on appeal, by the whole body. In fact, every division 
decision is captioned, “report of the Commission,” with the in- 
formation, in apposition, so to speak, that the report is made by 
a designated division. Failure to give the information as to the 
division that made the decision from which appeal was taken, 
may save the sensibilities of its members, but, inasmuch as the 
overruled commissioners frequently write dissents, there is a 
suspicion that they console themselves with the belief that they 
are the only ones in step. 





Hope Still Springs Eternal.—In the eyes of older railroad 
men, the rejoicing Europe is now doing over the security pacts 
negotiated at Locarno is much like that which they used to do, 
in the old days, after they had made another agreement to quit 
rate-cutting. Not until the government began their regulation 
effectively were rate wars stopped. What power is to take over 
the regulation of Europe, if any, it probably would not be re- 
garded modest for an American to say. However, the influence 
this country has been able. to exert by reason of its wealth sug- 
gests that, some day, the peace of the world will be the peace 
dictated by the United States. It will be pax Americana as it 
once was pax Romana, if, as now seems not unlikely, the reluct- 
ant oldest government on earth is forced by events into the role 
of keeper of the peace. To many, the Locarno doings suggest 
the Congress of Vienna at which the victors over France, regu- 
lated the world, as they thought, only to have the Holy Alliance, 
outgrowth of that celebrated gathering, checkmated by Canning, 
who boasted that he called in the new world to redress the bal- 
ance of the old when the Alliance seemed about to embark on- 
restoration of territories which would restore Mexico, Central, 
and South America to Spain and Canada to France. England 
then was in favor of reaction—if it did not go too far. President 
Monroe, with his message enunciating the Monroe doctrine, 
stopped the Holy Alliance, if, as Canning believed, it was about 
to carry restoration back to about 1760. But Europe is hopeful 
and prays that peace has been assured, even if one of the signa- 
tories might undertake duplicating the Canning re-dressing of 
the balance of power move by calling in Russia when the soviet 
dictators find it desirable to extend the area of their influence 
by swallowing the little entente, for instance. The making of 
treaties is an ancient and honorable industry. Breaking them, 
however, is just as ancient, if not as honorable. 





Getting Things Ready for Congress.—The President, whose 
duty it is to do so, is preparing a lot of advice for Congress. 
Reduction in taxes is one of the things he is going to mention. 
Tax reduction, seemingly, has been the best campaign material 
his administration has produced. It seems so good that John 
Garner and other leaders of the opposition are proposing to go 
farther than Secretary Mellon, the administration leader in that 
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matter. Exempting everybody with an income of less than $5,000 
seems to be the battle cry with some, for 1926 and even 1928. 
But Secretary Mellon says that would be going too far. It is 
believed that most men having incomes of $5,000 or more are 
keen enough to perceive that suggestions to exempt them are 
bids for votes. Therefore, the value of that suggestion for the 
getting of votes, it might be intimated, is not obvious. It might 
alienate the sympathy of those not having an income as much 
as that, on the ground that it was a show of favoritism for those 
having incomes that, only a few years ago, were deemed worth 
talking about. Another subject that is being prepared for Con- 
gress is the so-called oil question. Ever since 1859, two years 
after the first oil well was drilled, government agencies have 
been talking about the near exhaustion of well oil. President 
Coolidge, a year or more ago, was persuaded that he should do 
something about that. So he appointed a conservation board 
consisting of the secretaries of war, navy, interior, and commerce 
to subject the oil industry to inquiry about its supposed wasteful 
habits, its general incompetence, and cupidity. The board gath- 
ered many answers to its questions. These it is condensing and 
putting into shape for President Coolidge to use as a foundation 
for more or less tearful suggestions to Congress. The President 
seems to be sold on the proposition that the family flivver is in 
danger of having to be hung on the weeping willow because, 
shortly there will be no gasoline for it. The oil industry does 
not think so, but that, seemingly, is a mere bagatelle. 
A. B. H. 


BOXING AND CRATING 


The Forest Products Laboratory at! Madison, Wis., has con- 
cluded the special instructional short course in boxing and crat- 
ing for a group of railway and express company representatives. 
This course, the twenty-sixth that has been given at the labo- 
ratory, was arranged by the freight claim division of the Ameri- 
can Railway Association in connection with the work the di- 
vision is doing to reduce losses due to poor packing and improp- 
erly designed boxes and crates. 


Those in attendance were: James Murphy, St. Louis, Mo., 
chief, O. S. & D. Bureau, C. B. & Q. Ry. Co.; R. C. Nichols, 
Roanoke, Va., route agent, Norfolk & Western Ry. Co.; W. J. 
Hoy, New York, claim supervisor, American Ry. Express Co.; E. 
H. Kircher, Milwaukee, Wis., loss and damage supervisor, 
American Railway Express Co.; M. J. Callaghan, New York, 
supervisor freight claim prevention, Erie Railroad Co.; J. W. 
Fitzsimmons, Buffalo, N. Y., special agent, N. Y. C. Railroad Co.; 
F. G. Love, Syracuse, N. Y., secretary, General L. & D. Commit- 
tee, New York Central R. R. Co., Lines East; C. R. Dougherty, 
Chicago, traveling inspector, C., M. & St. P. Ry.; W. S. Jensen, 
Rochester, N. Y., superintendent perishable inspection, Mer- 
chants Dispatch, Inc.; James A. Cluney, New York, chief clerk, 
Trunk Line Freight Inspection Bureau; H. F. Cleland, Louisville, 
Ky., claim prevention agent, Louisville & Nashville, R. R. Co.; 
E. E. Poole, Cleveland, O., secretary, General L. & D. Committee, 
New York Central R. R. Co., Lines West; A. H. O’Meara, Rich- 
mond, Va., freight inspector, Chesapeake & Ohio Ry.; Archie 
Steiner, Ashland, Ky., traveling claim adjuster, Chesapeake & 
Ohio Ry.; P. H. Mattimoe, St. Louis, Mo., superintendent, O. S. 
& D. Bureau, Wabash Railway Co.; A. L. Green, Chicago, IIl., 
special representative, American Ry. Assn.; E. S. Hartman, 
Bethlehem, Pa., supervisor claim prevention, Lehigh Valley Rail- 
road Co.; H. C. Holmes, Springfield, Mo., transportation inspec- 
tor, St. Louis & San Francisco Ry.; L. L. Bangert, Springfield, 
Mo., transportation inspector, St. Louis & San Francisco R. R.; 
W. H. Smith, Chicago, Ill., general traveling inspector, Western 
Weighing and Inspection Bureau; E. A. Barton, Chicago, IIL, 
inspector stations and transfers, Illinois Central R. R. 


The instruction in the special course, as in the regular 
courses given twice a year at the laboratory, was presented in 
a series of lectures, supplemented by demonstrations with the 
laboratory’s testing machines and by informal discussions of 
points brought up by the freight and express men. The testing 
facilities were helpful in visualizing the details of efficient con- 
tainer design from the transportation standpoint. One of these 
machines, designed for heavy boxes and crates, is a hexagonal 
drum, 14 feet in diameter, which, as it revolves, gives the pack- 
age treatment similar to that received in ordinary handling in 
transit. A similar, but smaller, drum is used for testing small 
containers. Another piece of equipment, known as a vibrating 
machine, or “shaker,” reproduces the weaving action and shocks 
that are imparted to shipping containers by the swaying and 
shunting of a freight car. A compression machine is available 
for determining the resistance of different kinds of containers to 
crushing or distortion. 

While these machines were in use a good share of the time 
during the course, such service is by no means their only pur- 
pose. All of them are extensively used in connection with the 
laboratory’s studies of the fundamentals of container design, 
and also for the investigations which the laboratory undertakes 
in cooperation with many private concerns and trade associa- 
tions. The instruction particularly stressed the importance of 
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nailing and strapping in wooden box construction and of brac. 
ing in crate design. 

Observations of packages that have failed in service, as wel] 
as tests made at the laboratory, show that inadequate nailing 
is the most common defect in box construction. The three prip. 
cipal considerations in nailing, according to the laboratory ip. 
structors, are the kind of nails, proper sizes, and correct spac. 
ing. Cement-coated nails have a greater holding power thay 
uncoated ones, and smooth nails are more effective than the 
barbed. The proper size of nail depends on the thickness an 
species of wood used. The laboratory has worked out a schedule 
of nail sizes, in which the woods commonly used in box cop. 
struction are put into four groups, the sizes of nails for each 
group varying with the thickness of the stock. The spacing is 
determined by the size of nail used, the kind of wood, and the 
grain—that is, whether nailing to end or side train. 

The transportation men showed great interest in the tests 
made to demonstrate the effectiveness of metal strapping op 
wooden boxes. Proper bindings not only greatly increase the 
strength of the container, but make it possible to reduce the 
thickness of the lumber in the sides, top and bottom. Labo. 
ratory instructors went into details in this matter, taking wu 
such fundamental considerations as size, number, and position 
of straps, thickness of box lumber required for different sizes 
and numbers of straps, and the nailing necessary on strapped 
boxes. 

One of the most striking demonstrations in the course was 
the test to show the importance of diagonal bracing in securing 
rigidity in crates. 
demonstration. A crate without any braces was placed on the 
machine. Its weakness became evident at the start, and it re. 
quired only a few oscillations for the weaving action to loosen 
the nails and produce marked distortion. Stopping the appara. 
tus, one of the instructors then put two diagonal braces on the 
crate and, without making any further repairs, again turned on 
the power. The effect was convincing. The braces prevented 
nearly all of the skewing and made the crate much more rigid 
than it was at the beginning of the test. Maximum rigidity ina 
crate is secured by diagonal braces on six sides of the package. 
In actual tests, crates braced in this manner have withstood, 
with less distortion, twice as much diagonal compression as 
similar crates with parallel slats. 

Other points were taken up during the week, and some time 
was devoted to fiber boxes, particular attention being given to 
the reinforcement of containers of this type. 


PERFORMANCE OF CARRIERS 


“By bringing about the heavier loading of freight cars as 
well as by expediting their movement, the railroads of this 
country in August this year showed a marked increase, compared 
with one year ago, in the efficiency with which freight traffic 
is being handled,” says the Bureau of Railway Economics. 

“The daily average movement per freight car in August 
was 29.5 miles per day, the highest average ever attained in 
any August on record. Compared with August, last year, this 
was an increase of 2.9 miles while it also was an increase of 
1.2 miles over the average for 1923. 

“In computing the average movement per day, account is 
taken of all freight cars in service including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs and also cars on side tracks for which no 
load is immediately available. 

“The average load per freight car in August was 27.8 tons, 
an increase of seven-tenths of a ton compared with August last 
year. It was, however, a decrease of seven-tenths of a ton 
below August, 1923. 

“Considering the heavier loading of freight cars and their 
faster movement, it is estimated that the shippers of this 
country received approximately 12 per cent better service during 
August this year than they did during the same month one year 
ago. This increased efficiency made it possible for the railways 
to handle the traffic with 300,000 fewer freight cars than would 
otherwise have been needed, which would have called for a large 
additional capital investment on which the public would have 
paid a return through freight rates.” 


ANOTHER 9702 AMENDMENT 


On further consideration of Memphis-Southwestern Investi-: 
gation (commodity rates), 77 I. C. C. 473, and on consideration 
of fourth section application No. 12749, filed by F. A. Leland, the 
Commission has issued the following: 


It is ordered, That the said fourth section order No. 8600 be, and 
the same is hereby, further modified and amended so as to provide 
that the same measure of relief granted therein in respect to com- 
modity rates prescribed in Memphis Southwestern Investigation, 17 
I. C, C. 473, on agricultural implements, other than hand, including 
hand or windmill pumps, will apply to the rates on pump jacks, in 
straight carloads or in mixed carloads with agricultural implements, 


gs hand, as referred to in the said Fourth Section Application 
oO. ° 


The vibrating machine was used for this 
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Decisions of Interstate Commerce Commission 





SETTLE CASE HELD CONTROLLING 


In a mimeographed report on No. 14917, Chicago Live Stock 
Exchange vs. Director-General, Canadian Pacific, et al., the Com- 
mission, by division No. 3, has found rates charged, in the period 
of federal control, on cattle, in carloads, from Edmonton and 
Patricia, Can., to Chicago, were inapplicable and awarded repara- 
tion. The shipments originated at points on the Canadian Pacific. 
They were billed to St. Paul, Minn., but the intention of the 
shippers was to have the forty-two carloads go through to Chi- 
cago. The billing to St. Paul was to enable the Canadian Pacific 
to keep cars on its line and on the line of its affiliated road, the 
Soo Line. The complainants paid the combination but claimed 
the benefit of the rule in the Sligo Iron Store case, 62. I. C. C. 
643 and 73 I. C. C. 551. 

By express terms the combination rule was limited to con- 
tinuous rail shipment. The Commission said the question was 
presented, on account of the Canadian Pacific’s policy of requir- 
ing its cars to be unloaded at St. Paul, whether there was a con- 
tinuous shipment. In disposing of the matter, it said: 


The record contains uncontradicted testimony that there was 
an original and continuing intention on the part of the shippers that 
the cattle should move through to the Chicago market. In B. & O. 
S. W. R. R. vs. Settle, 260 U. S. 166, the question was whether on 
certain lumber shipments from points in southern states the appli- 
cable rate was a specific through rate to Madisonville, Ohio, or a 
combination of rates to and from Oakley, Ohio, an intermediate point 
in the line of movement. The through interstate rate to Madisonville 
was higher than the interstate rate to Oakley plus the intrastate rate 
from Oakley to Madisonville. Lumber dealers with a place of busi- 
ness at Madisonville had lumber shipped to Oakley, there paid the 
freight charges and took delivery of the loaded cars, and without 
unloading the cars reshipped them within a few days to Madisonville 
on new bills of lading. The shippers admitted at the trial that it was 
intended from the beginning that the shipments should go through 
to Madisonville. The following is an excerpt from the opinion of 
the court: 

“That the interstate journey might end at Oakley was never more 
than a possibility. Under these circumstances, the intention as it 
was carried out determined, as matter of law, the essential nature 
of the movement; and hence that the movement through to Madison- 
ville was an interstate shipment. For neither through billing, un- 
interrupted movement, continuous possession by the carrier, nor 
unbroken bulk, is an essential of a through interstate shipment. These 
are common incidents of a through shipment; and when the intention 
with which a shipment was made is in issue the presence, or ab- 
sence, of one or all of these incidents may be important evidence 
bearing upon that question. But where it is admitted that the ship- 
ment made to the ultimate destination had at all times been intended, 
these incidents are without legal significance as bearing on the char- 
acter of the traffic.’’ 

The doctrine of the Settle case is controlling here. The in- 
tention as carried out determined, as a matter of law, the essential 
nature of the movement. Within contemplation of the law, and 
within the terms of the tariff, the shipments in the instant case 
were through continuous shipments from the Canadian points of 
origin to Chicago, and subject to the combination rule. 

The consignees were commission firms at Chicago. They paid 
the charges to the carriers and deducted the amount thereof from 
their remittances to the shippers. The commission firms were thus 
acting as agent for the shippers in the payment of the charges. 

Following the cases cited, and upon this record, we find that 
the applicable rates on the shipments described were 85 cents per 
100 pounds from Edmonton, and 84 cents per 100 pounds from 
Patricia; that G. R. Hall and Roderick Macleay made shipments as 
described and bore the freight charges thereon, and have been dam- 
aged in the amount of the difference between the charges collected 
and those which would have accrued at the rates herein found ap- 
Plicable. We further find that complainant, as agent of the ship- 
pers above named, is entitled to reparation, with interest, from 
the Director General of Railroads, as agent, for and on behalf of 
the said shippers. Complainant should comply with rule V of the 
Rules of Practice. 


LUMBER CHARGES ILLEGAL 


The Commission, by division No. 3, in No. 15703, Milne Lum- 
ber Company vs. Director-General et al., mimeographed, has 
found charges collected on one carload of lumber, shipped from 
Jasper, Tex., to St. Louis and reconsigned to New York, in 
December, 1917, were illegal to the extent they exceeded the 
charges that would have resulted from the application of the 
St. Louis combination. The legal charges, the Commission said, 
amounted to ‘$180.57 and ordered reparation amounting to 
$314.83, with interest. 

In disposing of the case the Commission had to consider, 
again, the effect of an embargo in relation to a tariff that did 
not restrict reconsignment to embargoed points, although the 
admitted embargo was one put out by a western carrier and the 
claim was made that an embargo of the eastern lines prevented 
reconsignment ordered by the complainant, but not made by the 
carriers. 

The car in question was shipped by the complainant to itself 
at St. Louis, in December, 1917, the complainant receiving notice 
of arrival on December 31. On that day it ordered reconsign- 
ment to Harlem Transfer, or, if that point was embargoed, to 
Long Island City. The complainant was notified, immediately, 
that the reconsignment could not be made because of an eastern 


embargo. For several weeks, according to the report, the com- 
plainant requested the defendants to make the reconsignment 
and advised them there was no embargo at Long Island City. 
But they would not act. Instead, on March 3, 1918, they put the 
lumber in storage, where it remained until April 4, when the com- 
plainant obtained a permit for the transportation of the car to 
New York. Charges were collected, as follows: Demurrage 
from January 2 to March 2, $235; storage, unloading, reloading 
and insurance at St. Louis $67.08; freight charges $184.47 and 
Mississippi river bridge toll, $8.85. 

At the trial the defendants admitted the last item was an 
overcharge, and expressed willingness to make refund for that 
amount. 

The Commission said the St. Louis combination of 46.3 was 
the rate to have applied, the complainant contending for the 
lower Thebes combination of 44.4 cents. The carriers charged 
47.3. The Commission said the tariff provision upon which the 
complainant relied went only to the privilege of reconsignment 
and not to the application of rates. 

Complainant asserted, and, according to the Commission, 
the defendant admitted, that the embargo which was said to 
have prevented reconsignment was not an embargo of the east- 
ern lines but was of the Missouri Pacific. It forbade acceptance 
of shipments to eastern territory points, including Harelm Trans- 
fer and Long Island City. 

But the Commission said the applicable tariff permitted re- 
consignment. It then called attention to its decision in Krauss 
Bros. Lumber Company vs. Director-General, 66 I. C. C. 638, in 
which it laid down the rule, as having often been held, that 
“when tariffs contain no restriction against reconsignment to 
embargoed points, demurrage charges may not be assessed for 
the car detention resulting therefrom: * * * The right to recon- 
sign depends entirely upon the construction of rules, which are 
required to be filed in the same manner as rates, and if the car- 
riers do not restrict such rules to the extent of their capacity to 
perform the service, the shipper cannot be held liable for the 
detention of cars when it is not directly responsible for such 
detention and cannot abate the cause thereof, as in the case of 
an embargo, which is a disability of the carrier.” 

In further illumination and disposition of the matter, the 
Commission said: 


Defendants urge that the tariff here considered did contain a 
restriction against reconsignment to an embargoed point and refer 
to the following provision: 


No shipments will be accepted which do not permit the im- 
mediate movement or delivery of shipment. 

But this is not an absolute restriction and whether or not im- 
mediate movement or delivery could be made are questions of fact. 
Not only was there no embargo on the eastern lines against Long 
Island City but complainant shows that one of the eastern lines 
which reach St. Louis was willing to accept the shipment. The only 
disability shown of record preventing immediate movement of the 
shipment was the theoretical disability based upon the embargo 
here considered. It was thus the embargo and not the tariff which 
constituted the restriction. It follows that any charges assessed as 
a result of the refusal to reconsign was illegally assessed. 


SALT TO MISSISSIPPI SCALED 


A scale for making rates on salt from mines in Louisiana 
to destinations in Mississippi, to be applied not later than Janu- 
ary 16 in connection with a minimum of 45,000 pounds, has been 
prescribed in No. 15848, Mississippi Railroad Commission et al. 
vs. Alabama & Vicksburg et al., mimeographed. The Commis- 
sion, by division No. 2, in a report written by Commissioner 
Campbell, found the existing rates, from Anse, LaButte, Avery, 
Salt Mine, Weeks Island and Jefferson Island, to points in Mis- 
sissippi, and from Baldwin, La., to Jackson, Miss., unreasonable 
and unduly prejudicial. Reparation was awarded to complain- 
ants who made a showing in their own behalf. The report 
covers, in addition to the state commission case, No. 15618, 
Jackson Traffic Bureau for Case-teel Company et al. vs. Same; 
two sub-numbers under the state commission case, L. Z. Dickey 
et al. vs. Same; and J. J. Rogers & Sons et al. vs. New Orleans, 
Texas & Mexico et al.; No. 16447, Meridian Traffic Bureau et 
al. vs. Alabama & Vicksburg et al., and parts of fourth section 
application No. 373 

Fourth section relief was granted, by order No. 9214, to the 
Mississippi Central, Columbus & Greenville and Gulf, Mobile & 
Northern to meet the rates of competing trunk lines at junction 
points without reducing their rates at intermediate points, pro- 
vided that the rates at intermediate points did not exceed those 
at junction points by more than 50 cents per net ton, the excess 
to accrue entirely to the lines to which relief had been given 
and to be in addition to their ordinary divisions of joint rates 
and that the higher intermediate rates do not violate the 
lowest combination rule. 


The report differs somewhat from that recommended by the 
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examiners who heard the case. The complaining state com- 
mission suggested the division of the state into five zones with 
$3 per ton to the nearest zone and graded by 25 cents per ton 
to the highest rated zone at $4 per ton. The scale, apparently, 
will give considerably higher rates than those suggested. 

Generally the existing rates are joint ones equal to the 
combination of proportionals to New Orleans or Baton Rouge, 
plus the locals beyond. There are some joint rates lower than 
the combinations. 

In their brief of exception and at the argument, the report 
said, the complainants expressed a preference for a distance scale 
of rates instead of the group basis suggested by them originally. 
They proposed a scale beginning at 170 miles with a rate of 
$2.60 per net ton and $4.40 for.500 miles. They arrived at 
that by taking $6.90 per ton, prescribed in Salt Cases of 1923, 
92 I. C. C. 388, from Louisiana mines to Chicago and scaling it 
back by taking off 10 cents for each 20 miles. The Commission, 
however, called their attention to the fact that, in that case, it 
allowed higher rates from points of origin other than Louisiana 
mines, from Halite, N. Y., for instance. 


The carriers contended for the combinations now in use, 
asserting that the full combination of locals is the proper and 
general basis of rates from the southwest to the southeast but 
that, to enable the Louisiana producers to reach markets, they 
had used the proportionals, lower than the locals, to enable 
the Louisiana producers to compete with salt from other parts 
of the country. That, they said, explained proportionals to 
points north and east of Mississippi lower than the proportionals 
applied on Mississippi traffic. They asserted they had no compe- 
tition in Mississippi warranting rates any lower than the exist- 
ing ones. In justification of their rates they pointed out that 
they were lower than the rates that would result from the ap- 
plication of the 9702 scale on salt, without any allowance for 
the Mississippi river crossing. They also showed them to be 
lower than rates from Louisiana, Kansas and Michigan, and from 
Saltville, Va., to points in the southeast and the southwest. In 
disposing of the case, the Commission said: 


Claims for reparation in No. 15848 (Sub. No. 1) on behalf of 
J. K. Dunn, Humphreys County Grocery Company, Lewis Grocery 
Company, Tchula Grocery Company, Panola Grocery Company, and 
Cole Trading Company were abandoned at the hearing. No witnesses, 
other than for the King Grocery Company, qualified to testify as 
to who paid or bore the freight charges appeared at the hearing 
for complainants in No. 15848 (Sub. No. 2). 

We find that the rates on salt, in carloads, from Anse La Butte, 
Avery, Salt Mine and Weeks Island, La., to all destinations in Mis- 
sissippi; from Jefferson Island, La., to McComb, Brookhaven, Hatties- 
burg, McLain, D’Lo, Greenwood, Newton, Belzoni, Moorhead, Lex- 
fhgton, Greenville, Winona, Clarksdale, Tutwiler, Rosedale, Grenada, 
Tohula, Panola, New Albany, Canton, Durant, Tupelo, Okolona, West 
Point, Meridian, and Jackson, Miss.; and from Baldwin, La., to Jack- 
son, Tupelo, Okolona, and West Point, Miss., were, are, and for 
the future will be, unreasonable and unduly prejudicial to the ex- 
tent that they exceeded, exceed, or may exceed, rates based on the 
distance scale below, subject to a minimum of 45,000 pounds: 


Distance Rate 


Distance Rate 
130 miles and over 120 miles be 


320 miles and over 300 miles $4.50 
4. 


140 miles and over 130 miles 25 340 miles and over 320 miles 60 
150 miles and over 140 miles 3.35 360 miles and over 340 miles 4.70 
160 miles and over 150 miles 3.45 380 miles and over 360 miles 4.80 
170 miles and over 160 miles 3.55 400 miles and over 380 miles 4.90 
180 miles and over 170 miles 3.65 420 miles and over 400 miles 5.00 
190 miles and over 180 miles 3.75 440 miles and over 420 miles 5.10 
200 miles and over 190 miles 3.85 460 miles and over 440 miles 5.20 
220 miles and over 200 miles 4.00 480 miles and over 460 miles 5.30 
240 miles and over 220 miles 4.10 500 miles and over 480 miles 5.40 
260 miles and over 240 miles 4.20 520 miles and over 500 miles 5.50 
280 miles and over 260 miles 4.30 540 miles and over 520 miles 5.60 
300 miles and over 280 miles 4.40 


In computing distances under the foregoing distance scale the 
shortest routes via existing connections for the interchange of car- 
load traffic shall be used, embracing as a maximum the lines of 
not more than three line-haul carriers, except where through routes 
for the transportation of salt are now in use by defendants which 
embrace the lines of more than three line-haul carriers and over 
which the distances are less. Lines under common ownership or con- 
trol will be considered as a single line, and where a portion of the 
same railroad is used more than once in computing a distance it will 
be counted as a separate line each time it is used. In thus comput- 
ing distances the average distance from all of the Louisiana mines 
shall be used and the haul from any of the mines to any Missis- 
sippi River crossing shall be treated as a single-line movement. 

We further find that excepting (1) complainants in No. 15848 
(Sub. No. 1) above specifically named as having abandoned their 
claims for reparation, (2) all complainants in No. 15848 (Sub. No. 2) 
except the King Grocery Company, and (3) all complainants in No. 
16447 complainants received carload shipments of salt covered by 
their complaints under the rates here assailed; that they paid or 
bore the freight charges thereon at the rates herein found unrea- 
sonable; that they were damaged thereby in the amount of the 
difference between the charges paid and those which would have 
accrued at the rates herein found reasonable, subject to a minimum 
of 45,000 pounds; and that they are entitled to reparation in such 
amount, with interest. 

Those complainants should comply with rule V of the Rules of 
Practice. Complainants in No. 15848 (Sub. No. 2) except the King 
Grocery Company, and in No. 16447 should likewise comply with the 
latter rule with respect to the shipments they received at Missis- 
sippi destinations covered by their complaints, submitting proper 
proof by affidavit that they paid or bore the freight charges there- 
on. In submitting such statements under Rule V complainants in 
Nos. 15618 and 15848 (Sub. Nos. 1 and 2) may also include ship- 
ments moved pending these proceedings, accompanied by similar 
proof. If defendants in those cases object to proof in that form com- 
plainants may request a hearing on the question of reparation. 
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We further find that the Mississippi Central, Columbus & Green- 
ville, and Gulf, Mobile & Northern are entitled to relief from the 
long-and-short-haul provision of the fourth section of the act with 
respect to rates on salt, in carloads, from these Louisiana mines to 
Mississippi points on their lines so as to enable these carriers to 
meet the rates of competing trunk lines at junction points and to 
maintain higher rates at intermediate points on their lines, pro- 
vided (1) that the rates to the junction points do not exceed rates 
under the distance scale of rates above prescribed; (2) that the rates 
to intermediate local points on their lines do not exceed rates under 
the above distance scale by more than 50 cents per net ton, the 
differential to accrue entirely to the lines named and to be in addi- 
tion to their ordinary division of the joint rates; (3) that this 
authority shall not include intermediate points on these lines to 
which the haul of the petitioning lines or routes is not longer than 
that of the direct line or route between the competitive points; and 
(4) that the rates to the intermediate points on these roads do 
not exceed the lowest combination. The fourth-section relief sought 
in those portions of Fourth Section Application No. 373 set for hear- 
ing with certain of these cases will be denied. 


CONDEMNS HIGH STATE RATES 


An unusual state-made rate situation is dealt with by the 
federal body in No. 15762, Omaha Grain Exchange vs. Atlantic 
Northern et al., mimeographed. The Commission, by division 
No. 3, found unreasonable combinations of distance rates, on 
wheat and coarse grains, from stations on the Atlantic Northern, 
in Iowa, to Council Bluffs, and prescribed reasonable proportion- 
als for application on shipments destined to points beyond Coun- 
cil Bluffs in states other than Iowa. 

The complaint alleged the rates on wheat and coarse grains, 
from points in Iowa on the Atlantic Northern, to Council Bluffs, 
on the Rock Island, for application on shipments to points be- 
yond Council Bluffs, in states other than Iowa, were unreason- 
able and unduly preferential of Kansas City, Chicago and St. 
Louis. It asked for the establishment of reasonable propor- 
tional rates. 

Corn is the principal grain in which the complainant is in- 
terested and the Atlantic Northern, according to the report, is in 
the heart of the corn growing section of Iowa. The complainant 
asserted that because of the unreasonable rate adjustment, not 
more than 150 cars a year had been shipped from Atlantic North- 
ern points to Council Bluffs, most of the shipments from that 
section moving from cross-country stations on the Audubon 
branch of the Rock Island. 

Rates from stations on the Atlantic Northern to Council 
Bluffs, the report said, were combinations of distance rates to 
and from Atlantic, prescribed by the Iowa commission and were 
20 cents on wheat and 18 cents on corn from Kimballton, and 
19.5 and 17 cents from other stations. The complainant asked 
for rates of 11.5 and 10.5 cents from Kimballton and 11 and 10 
cents from the other stations on the Atlantic Northern. The 
basis sought, it said, was half a cent higher than that from sta- 
tions on the Audubon branch of the Rock Island, paralleling the 
Atlantic Northern at distance of five to eight miles, That, it was 
said, was the basis on the Atlantic Northern to Kansas City, Chi- 
cago and St. Louis. 

The Commission, after stating that the Rock Island objected 
to any rate to Council Bluffs from Atlantic Northern stations 
lower than the intrastate rates on local shipments from those 
points because it would afford a precedent for other two-line 
hauls in Iowa, said: 


We find that the present rates on wheat and coarse grain from 
stations on the Atlantic Northern Railway in Iowa to Council Bluffs, 
in connection with the Rock Island beyond Atlantic, applicable on 
shipments for beyond Council Bluffs to destinations in states other 
than Iowa, are unreasonable, and that reasonable proportional rates 
for such traffic would not exceed 14.5 cents on wheat and 13 cents 
on coarse grain from Kimballton, and 13.5 cents on wheat and 12 
cents on coarse grain from Elk Horn, Hansen Heights, Gates, Smith 
Lake, and Harrisdale. 


7” og new rates are to be made effective not later than Novem- 
r 30. 


DEMURRAGE CODE EXCEPTION 


The Commission, by Division No. 3, in I. and S. No. 2443, 
Demurrage on Coal and Coke at Points on the Tennessee Rail- 
road, mimeographed, has found not justified the proposed 
amendment to the rule providing for exemption from the de 
murrage rules, of empty cars placed for coal lading, or cars held 
under load with coal, awaiting billing instructions at coal mines 
on the respondent’s line. 

By schedules which were to have become effective July 1, 
last, the Tennessee proposed to amend the rules so as to make 
coal and coke cars not loaded within forty-eight hours after 
placement subject to a demurrage charge of $1 a day until 
released. Where car distribution rules are in effect equipment 
handled under those rules is excepted from the operation of 
the demurrage code. The Tennessee proposed to change that 
situation in the manner indicated because it was required to 
pay per diem on cars given it for coal loading by the Southern 
Railway, its only connection. 

Had the proposed exception been allowed to become effec 
tive the operators who failed to load or to furnish billing within 
forty-eight hours would have been charged with an amount 
equal to the per diem. The Tennessee asserted that several 
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years ago, after conference with the operators, they agreed to 
reimburse it to the extent of per diem charges which it might 
be compelled to pay by reason of failure to load or bill 
promptly, for each day in excess of forty-eight hours, the free 
time generally granted by the uniform demurrage code. The 
Commission said that apparently that agreement was not re- 
duced to writing nor were any tariffs filed providing for it. 
Some of the operators paid bills for car detention on that basis. 

Protest was made against the proposed exception by the 
Roach Creek Coal Company. When a change in officers in that 
company took place, the report said, the company refused to 
pay on the ground that there was no tariff authority. Where- 
upon the railroad filed the proposed exception to the practice 
in respect of coal cars provided by the demurrage code. 

The company claimed that car hire to it was a serious 
drain on it and necessitated some action on its part for its pro- 
tection. It claimed operators were holding cars, unbilled, for 
an excessive number of days until the coal therein was sold. 
The Commission found the average detention was 1.61 days. It 
urged that shippers other than the mines were penalized for 


failure to load promptly. In deciding the case the Commission 
said: 


Although respondent states that the proposed schedule was pub- 
lished for the sole purpose of recovering its car hire cost on cars 
under load, it would be applicable to all cars. In other words, it 
would have the effect of largely offsetting respondent’s cost of car 
hire by assessing shippers an amount equal thereto beyond a cer- 
tain time. Respondent is under obligation to furnish the equipment 
necessary for the transportation of traffic tendered to it, and if it 
does not possess such equipment the charges paid for the revenue 
thereof cannot be considered as an item of expense which is not in- 
cluded in the rate. Brick from Michigan City, Ind., 42 I. C. C. 509. 
Respondent points out that other lines have similar rules in effect. 
It does not, however, explain the conditions of those lines or com- 
pare their situation with that of its own. The general practice 
throughout the country as exemplified by the tariffs to which the 
proposed exception is to be added is that the demurrage rules will 
not apply on empty cars for coal loading or cars under load at the 
mines where car distribution rules are applied in lieu of demurrage. 
As hereinbefore stated respondent has car distribution rules in ef- 
fect, but indicates by its action in publishing the suspended schedule 
that they are not in lieu of demurrage. It is generally understood 
that car distribution rules better conserve the car supply at mines 
than do demurrage rules and that the matter can be supervised more 
efficiently and economically in that way. This statement should not 
be understood as approving the use of carrier’s equipment by shippers 
for storage purposes. We have frequently pointed out that uni- 
formity in dealing with car detention is desirable and on a number 
of occasions have declined to approve exceptions to the uniform 
demurrage rules, in favor of particular traffic. The exception here 


proposed has no apparent purpose except to transfer respondent’s 
car-hire costs to the coal operators. 


AGGREGATES FINDING BROADENED 


In a further report on No. 12479, American Shipbuilding 
Co. et al. vs. Director-General, Baltimore & Ohio, et al., mimeo- 
graphed, written by Commissioner Meyer, the Commission found 
the rates on iron and steel articles, from points in Pennsylvania 
to Cleveland and Lorain, O., over routes via Youngstown or 
Wellsville, O., unreasonable to the extent they exceeded the 
combination on Youngstown, the route of the Pennsylvania via 
which is ten miles shorter than the Pennsylvania’s route via 
Wellsville, O., to Cleveland. 

In the earlier report, 89 I. C. C. 601, the Commission found 
the rates were unreasonable to the extent they exceeded the 
contemporaneous aggregates of intermediates over the routes 
of movement and awarded reparation. Several periods of rep- 
aration were covered by the prior report. The Commission, 
merely for the purpose of illustrating the situation produced 
by the fact that the Pennsylvania had several routes between 
many of the points in so-called short-haul territory, used the 
rates in effect after July 1, 1922. 


Defendants questioned the sufficiency of the record to war- 
rant a finding that the rates were unreasonable per se. On 
that point the Commission said: 


Although our finding was that the rates were unreasonable to the 
extent that they exceeded the aggregates of intermediate rates via 
the routes of movement, this was in fact a finding that the rates were 
unreasonable per se; and regardless of the mesaure of the aggregates 
of the intermediate rates via Wellsville, the record amply supports 
the finding that the rates over the routes via Wellsville were un- 
reasonable to the extent that they exceeded the contemporaneous 
aggregate of intermediate rates via Youngstown. 

We find that the rates assailed from Pittsburgh, Economy, 
Beaver Falls, Morado and Midland, Pa., and points in western 
Pennsylvania taking the same rates or rates made with relation 
thereto, to Cleveland and Lorain, applicable over routes of the 
Pennsylvania taking the same rates or rates made with relation 
thereto, to Cleveland and Lorain, applicable over routes of the 
Pennsylvania Railroad via Youngstown or Wellsville, were unreason- 
able to the extent that they exceeded the contemporaneous aggre- 
gates of the intermediate rates via Youngstown; that complainants 
and intervener made shipments as described in the previous report 
and paid and bore the charges thereon; that they were damaged in 
the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that they are entitled to reparation with interest. Complainants 
and intervener should comply with Rule V of the Rules of Practice. 


Chairman Aitchison dissented without indicating his rea- 
80ns for disagreeing. Commissioner Hall, however, expressed 
some thoughts on the subject, as follows: 
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This is a finding that through rates which exceeded the aggregate 
of the intermediate rates over one route were unreasonable to that 
extent whether the shipments moved over that route or over an- 
other route where the excess was less. The next step would be to 
find the through rates unreasonable to the same extent even though 
the shipments moved over a route where the aggregate of inter- 
mediates was not exceeded. This approaches a reductio ad ab- 
surdum. By the same reasoning, reversed, if the through rate did 
not exceed the aggregate of intermediates over one route, it was 
not unreasonable over any route, even though on some of them the 
aggregate was exceeded. Apparently all depends upon which route 
first comes under the spot light. I can not travel this road. We 
are here to deal with facts. We must find from the record the fact 
of injury, the fact and amount of damage, before we can award 


reparation in any amount. I find nothing of substance on which to 
build such a finding. 


COAL TO UNION BRIDGE, MD. 


A finding of undue prejudice and an order to remove it not 
later than December 31, has been made in No. 15345, Tidewater 
Portland Cement Company et al. vs. Cumberland & Pennsyl- 
vania et al., mimeographed, as to rates on soft coal, from the 
Pittsburgh-Youghiogheny, West Virginia, Meyersdale and Cum- 
berland-Piedmont regions to Union Bridge, Md. ‘The Commis- 
sion, by division No. 3, found them unduly prejudicial to the 
extent that, over the Baltimore & Ohio and Western Maryland, 
via Cherry Run, W. Va., and over the Western Maryland direct, 
they exceeded, or exceed, the rates contemporaneously maintained 
over those lines from the same points of origin, to Security, 
Md., where the complaining cement company has a competitor. 
The complainant, other than the cement company, was the 
town of Union Bridge. 

The Commission found the rates from the Pittsburgh- 
Youghiogheny, West Virginia, Meyersdale, Cumberland-Piedmont 
and Clearfield regions not unreasonable. 

The complaint alleged the rates were unreasonable and 
unduly prejudicial to the extent they exceeded those to Security 
and Hagerstown, Md., Martinsburg, W. Va., and Harrisburg, 
Pa. At the hearing the Commission said the allegation that 
the rates violated section 15 was abandoned and the undue 
prejudice in favor of ‘Martinsburg and Harrisburg was not 
stressed. 

Union Bridge is on the western edge of a $2.84 destination 
group, extending as far east as points in New Jersey, from 
Cumberland-Piedmont, Meyersdale and Clearfield districts. 
Security, the point alleged to he preferred, is 39 miles west of 
Union Bridge. As a result of Hagerstown Chamber of Com- 
merce vs. Western Maryland, 74 I. C. C. 741, decided in Decem- 
ber, 1922, the rates to Hagerstown and Security were reduced 
to $2.33 from the Cumberland-Piedmont and Meyersdale regions. 
The Pennsylvania was not a defendant in that case and it 
continued its rate of $2.71. The complainant, the report said, 
sought the $2.33 rate, with the result hereinbefore set forth. 

Commissioner Campbell, concurring in part, said he agreed 
the rates were unduly prejudicial, but not in the finding that 
they were not unreasonable. He pointed out that in the Hagers- 
town Chamber of Commerce case, supra, the rates were also 
found unreasonable and that, to be consistent, the Commission 
should make a similar finding in this case. 


9702 FURTHER MODIFIED 


The Commission, on further hearing in No. 9702, Memphis- 
Southwestern Investigation (commodity rates), opinion No. 
10687, 102 I. C. C. 227-831, in a report written by Commissioner 
McManamy, with Commissioner Hall dissenting, has modified 
the original report, 77 I. C. C. 473, in respect of carload minimum 
weights on mixed shipments of cottonseed meal and cottonseed 
hulls, so as to make the minimum weight substantially the same 
as the weight proposed by the Arkansas commission for intra- 
state application. ’ 

All the complaints heard in connection with the Commis- 
sion-initiated case were again before the Commission in the 
further hearing on the principal docket number. In addition the 
further hearing also covered Oklahoma Corporation Commission 
vs. Abilene & Southern, 98 I. C. C. 188, because, in that case, the 
Commission modified some of the things it did in No. 9702. 

In the original report 40,000 pounds was fixed as the mini- 
mum weight on straight or mixed carloads of cottonseed meal, 
or in mixed carloads of meal and hulls or cottonseed hull ashes, 
and 30,000 pounds on hulls or mixed shipments of hulls and 
ashes. 

After that was done the Arkansas commission, in November, 
1924, entered a rule establishing a minimum of 30,000 for use 
in connection with shipments in which not more than one-third 
of the weight would be that of meal, and in cases where the 
meal content was higher, the minimum weight and rate appli- 
cable to straight carloads of meal. 

That appearance of conflict caused a joint hearing to be 
held. At that hearing the shippers represented that it was diffi- 
cult to make the minimum of 40,000 pounds in a mixed carload; 
and that because of financial disabilities small planters were 
not able to handle the larger quantities. Pending decision in 
this case, the Arkansas commission held up its order. The Com- 
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mission, after examining the effect of both state and interstate 
rules on the subject, came to the conclusion that it should 
modify its earlier finding, and require the carriers, not later 
than December 1, to establish the following rule: 


Mixed carload shipments of cottonseed meal and cottonseed hulls 
will be subject to the carload rate applicable on each commodity and 
a minimum weight of 30,000 pounds, provided the weight of the cot- 
tonseed meal contained in the car does not exceed one-third of the 
actual aggregate weight in the car. If the total actual weight of the 
mixture does not equal or exceed 30,000 pounds, the deficiency will 
be charged for at the rate applicable on cottonseed hulls. 

Mixed cars of cottonseed meal and cottonseed hulls containing 
in excess of one-third in weight of cottonseed meal will be subject 
to the car load rate and minimum weight applicable on straight car- 
load shipments of cottonseed meal. 


OIL DIFFERENTIAL SIX CENTS 


Going back to its decision in Mid-continent Oil Rates, 36 I. 
C. C. 109, for inspiration and guidance, the Commission, in No. 
11788, Traffic Bureau, Davenport Commercial Club, et al. vs. 
Director-General, Atchison, Topeka & Santa Fe, et al., mimeo- 
graphed, on further hearing, now finds that rates on fuel and 
gas oils, from points of origin in Boyd’s I. C. C. No. A-916, to 
specified destinations in Iowa and Illinois, are unreasonable and 
unduly prejudicial, for the future, to the extent they exceed 6 
cents lower than the contemporaneous rates on refined oil. The 
original findings, 73 I. C. C. 251, are modified in part. 

The report modifies the order issued July. 27, 1922, so as to 
require the railroads, not later than December 5, to change 
their rates to Rock Island, Moline and East Moline, Ill., to 
Davenport, Bettendorf, Muscatine, Iowa City, Cedar Rapids, Ot- 
tumwa, Mason City, Fort Dodge and Burlington so as to have 
the rates on crude, fuel and gas oils 6 cents under those on re- 
fined oil. The order, however, is not to be construed as author- 
izing any increases in rates on refined oils. Some increases in 
the rates on the lower grade oils are authorized by the decision 
because some differentials are more than 6 cents. The differ- 
ences arose out of the rules for the disposition of fractions. The 
differential prescribed by the Mid-continent case was 5 cents, 
but the quantum of the rate, when treated by the rule for dis- 
posing of fractions, created varying differentials. The carriers 
asked the privilege of revising their rates so as to make them 
uniformly 6 cents. Otséection was raised to that by localities 
that had a greater differential. , 

This report also embraces No. 12003, Burlington Shippers’ 
Association et al. vs. Director-General, as agent, Arkansas Cen- 
tral Railroad Company, et al.; No. 12330, Iowa Malleable Iron 
Company vs. Director-General, as agent, Atchison, Topeka & 
Santa Fe Railway Company, et al., and No. 12394, Ottumwa 
Chamber of Commerce et al. vs. Director-General, as agent, 
Atchison, Topeka & Santa Fe Railway Company, et al. 

The Commission discussed the matter at considerable 
length. In disposing of it, it said: 


We fixed the measure of reasonable maximum rates on refined oil 
from the midcontinent field to western trunk line territory in Mid- 
continent Oil Rates, supra, and, being of opinion that low-grade oils 
should take somewhat lower rates, fixed 5 cents as a reasonable dif- 
ference as to movements prior to the general increase of 1920. This 
action was uniform as to all of the rates brought before us. The 
question then is whether rates on low-grade oils should now be uni- 
formly 6 cents under the refined oil rates; in other words, whether 
the irregularity in differentials, due largely to the effect of the rules 
for disposition of fractions in connection with the general increase 
and reduction is proper, or whether a uniform differential should 
be required for the future. The carriers could have brought about 
the uniformity they now propose except that they could not do it 
by increasing rates covered by the outstanding orders in the cases 
under consideration. In so far as these rates are concerned they 
merely supplemented the record a 4 showing of the present situa- 
tion. There are now before us, however, not only this evidence 
but also the records heretofore made, which together, it may be 
assumed, contain all of the evidence which the parties could offer 
as to the measure of reasonable rates on low-grade oils. 

We find that our original report in Nos. 11788 and 12003 should 
be modified so as to find that for the future the rates assailed 
will be unreasonable and unduly prejudicial to the extent that the 
rates on gas and fuel oils, in tank-car loads may exceed 6 cents 
lower than the rates contemporaneously maintained on refined oil, in 
tank-car loads from and to the points specified in the order entered 
in conformity with our original findings. These findings should not 
be construed as an approval of any increased rates on refined oil. 
The order in Nos. 12330 and 12394 does not require the maintenance 
of any relationship between rates on refined and low-grade oils, and 
no modification thereof is necessary. 


DISMISSAL AFFIRMED 


The Commission, in a report written by Commissioner Cox, 
on No. 11189, Pacific Portland Cement Company, Consolidated, 
vs. Director-General and Southern Pacific, on further argument, 
has affirmed the original finding, 64 I. C. C. 507, that the rate on 
lime rock, from Flint to Tolenas, Calif., between June 25, 1918, 
and February 29, 1920, was not unreasonable. That finding is 
contrary to one made by the California Commission, when it 
reversed a former finding, to the effect that 60 cents per ton was 
a reasonable rate for use in the guaranty period. Its former 
decision was in favor of a 70 cent rate, established by General 
Order No. 28. The decisions of the California Commission were 
introduced by the parties to the case, the Director-General intro- 
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ducing the finding upholding the 70 cent rate and the complain- 
ant the decision reversing the former finding. The complainant 
also introduced the fact that the Southern Pacific cut the rate, 
March 8, 1923, to 50 cents per ton and made reparation to the 
basis of 60 cents. 

Mr. Cox said the decisions of the state body were strongly 
emphasized by the complainant at the reargument before the 
federal commission. That is why, he said, the facts concerning 
them were detailed by him. In commenting upon the state com- 
mission decisions, Mr. Cox said: 


We accord to the views of the state authorities weight and re- 
spect, but we do not regard the decisions of the state commission 
in the proceedings before it as controlling or persuasive in respect 
of the issues in the case before us. The periods of movement are 
different. Thea issues in the proceeding which culminated in the 
informal adjustment of the rates and charges in effect since Sep- 
tember 1, 1920, were broader than in the case before us and in- 
cluded rates on cement to San Francisco and other bay points, and 
also milling-in-transit of lime rock from Flint to Cement in con- 
nection with a rate on cement to San Francisco and bay points. We 
do not know what prompted the Southern Pacific to agree to in- 
formal adjustment, but the decision of the state commission shows 
that complainant consented to a dismissal of the proceeding as to 
the other allegations when the rates on lime rock were adjusted to 
its satisfaction. In the later proceeding involving the rates dur- 
ing the guaranty period no testimony was taken as to the reason- 
ableness of the rates, but it was stipulated that the record in the 
other case described would control. The finding of unreasonable- 
ness = the guaranty period is based in part upon “the further 
fact that defendant (Southern Pacific) voluntarily made reparation 
back to September 1, 1920, to basis of 60 cents per ton * * *,” 
No admission of unreasonableness can be imputed to the Director 
General in the present case. 


Commissioner Campbell, dissenting, said: 


The majority fail to give sufficient weight to complainant’s com- 
parisons. Those comparisons, in conjunction with the needs of 
complainant which are the basis upon which most of the rates on 
lime rock are determined, convince me that the rate assailed was 
unreasonable to the extent that it exceeded 60 cents, and I think 
reparation should be awarded to that basis. I am authorized to 
- Aa Chairman Aitchison and Commissioner McChord join in this 

ssent. 


GRAIN REPARATION AWARDED 


The Commission, by division No. 3, in No. 14543, H. C. Far- 
rell vs. Chicago, Milwaukee & St. Paul et al., mimeographed, 
has found unreasonable rates imposed on corn and oats from 
points in Iowa and Nebraska, to destinations in Utah, in 1918 
and 1919, and awarded reparation. 

The complaint alleged that rates of 56 and 64 cents, charged 
on many carloads of corn, shipped from points in Iowa and 
Nebraska to Ogden and other points in Utah, in the years men- 
tioned, were unreasonable, disadvantageous, prejudicial, prefer- 
ential and in violation of the fourth section to the extent they 
exceeded a rate of 51 cents in effect to more distant points, and 
ee established to Ogden and other intermediate 
points. 

At the hearing the complaint was amended to show that 
some of the cars were transited at Ogden. Additional railroads 
were also named. The Director-General contended that the 
original complaint related only to shipments to Ogden and that, 
therefore, the claims in repect of those subsequently forwarded 
were barred by the statute of limitations. The Commission 
expressed the view that the informal and formal complaints 
contained sufficient information to put the Director-General 
upon notice as to the subject matter and to stop the running 
of the statute in respect to all the shipments. It said the fact 
that all the carriers over whose rails the shipments moved 
were not named in the original complaint could not act as a 
bar in instances where the shipments moved in the period of 
federal control wholly over federally controlled lines and only 
reparation was sought. Kellogg & Sons vs. Director-General, 
80 I. C. C. 485. 

The Commission said that the rates assailed were considered 
in Hord Grain Co. vs. Director-General, 87 I. C. C. 310, and that 
that case controlled the decision in this one. 

Purported assignments to which the Director-General ob- 
jected were disregarded because, the Commission said, they 
were not filed until after the statute had run. The Director- 
General also insisted on reparation being limited to those who 
had not only paid but also borne the charges, but the Commis- 
sion, on the authority of Missouri Portland Cement Co. Vs. 
Director-General, 88 I. C. C. 492, reiterated that the law did not 
require it to go beyond the first step, that of ascertaining who 
paid the charges, and awarded reparation on 37 shipments. 

Commissioner Lewis said he concurred in the reparation 
solely because of the constraint made by that Missouri Port- 
land cement case. Mr. Hall joined in that expression. 


PETROLEUM REPARATION 
A finding of unreasonableness and an award of reparation 
have been made in No. 16062, National Petroleum Association et 
al. vs. Chicago & Alton et al., mimeographed, as to rates on 
petroleum and its products, from Coffeyville, Kan., and Tulsa 
and Boynton, Okla., to destinations in Indiana, Ohio, Michigan 
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and Pennsylvania, between July 1 and July 12, 1922. In that 
period the railroads maintained proportionals from the Missis- 
sippi eastward that were not subjected to the 10 per cent reduc- 
tion ordered by the Commission on July 1, 1922. The railroads 
had reduced them on January 1 of that year substantially 10 per 
cent and claimed they were not under obligation to make the 
reduction in July. The Commission, however, directed them to 
make the reduction in the proportionals. The reduced propor- 
tionals went into effect July 13 and the reparation is to be made 
on shipments that moved in the period the proportionals were 
on the level to which they had been reduced in January. 


SAND CASE DISMISSED 


The Commission, by division No. 3, has dimissed No. 16291, 
Shanks & Gannon Construction Company vs. Cleveland, Cincin- 
nati, Chicago & St. Louis et al., mimeographed, finding rates on 
sand, from LaFayette, Ind., to Kankakee, Ill., imposed on the 
shipments, made in 1923, applicable and the rate to Manteno, IIl., 
also involved in the case, not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. It found the last mentioned rate in 
contravention of the long and short haul part of the fourth sec- 
tion. It said the fourth section violation must be promptly 
removed. 


SWITCHING CHARGE CASE 


The Commission on further hearing in No. 12821, Utah Fuel 
Company vs. Director-General, mimeographed, has modified its 
finding in the original report, 80 I. C. C. 229, that a switching 
charge of $6.69 per car for intraplant movements of slack coal at 
Sunnyside, Utah, between June and November, 1918, was unrea- 
sonable to the extent it exceeded $2.50 per car. Upon petition of 
the Director-General the case was given a further hearing, the 
government contending, among other things, that the movement 
was really intra-terminal switching on which the minimum 
charge was $5. The Commission came to the conclusion, on this 
further hearing that the charge was unreasonable only to the 
extent it exceeded $3 per car. 


ADHERES TO ITS REPORT 


The Commission, on reargument, in No. 14996, Borden’s 
Farm Products Company, Inc., vs. New York, New Haven & 
Hartford et al., mimeographed, has adhered to the finding in its 
former report, 92 I. C. C. 270, that the failure or refusal of the 
defendants to perform the service of icing interstate less-than- 
carload shipments of milk and other dairy products, from points 
in New York and Connecticut, to destinations in those states, 
while exacting rates including such service, constituted an un- 
reasonable and unlawful practice. Reparation was denied, for 
lack of proof of the amount of the damages sustained. The Com- 
mission set a standard for ascertaining the amount of damage by 
saying the complainant had been damaged to the extent of the 
reasonable cost of icing such shipments. The case was reargued 
upon petition of the defendants. In disposing of the case on rear- 
gument the Commission said: 


Defendants rely upon Edge Moor Iron Co. vs. Director General, 
61 I. C. C. 537, but in that case the record did not indicate that 
the defendant therein would have refused to perform the service 
there considered if the complainant therein had requested it. De- 
fendants herein intimate that if requested they might have hired 
local ice dealers to perform the service or might have shipped in a car- 
load of ice for this purpose. But they do not assert that any prepara- 
tions were in fact made to place themselves in a position to comply 
with their tariffs. The facts indicate that a demand by complainant 
that they comply with their tariff would not have prevented their 
failure to do so. For even after this complaint was filed defendants 
did not do the icing but instead made an allowance to complainant 
under tariff authority; and when approached by complainant earlier 
defendants agreed on November 6, 1922, to pay an allowance but 
did not keep the agreement. From April, 1919, to March, 1923, 
they gave other shippers an allowance in lieu of performing the 
service provided by their tariffs. Moreover, the general practice of 
all carriers in that territory was to make allowances in lieu of such 
services. We adhere to the findings in our original report. 


RE-ICING CHARGE APPLICABLE 


The Commission, by division No. 3, has dismissed No. 16326, 
Swift & Company et al. vs. Aberdeen & Rockfish et al., mimeo- 
graphed, finding a charge of $4.50 per net ton for re-icing shpi- 
ments of fresh meats, packing house products and produce, in 
straight or mixed carloads, at Howell (Evansville), Ind., between 
March 5 and November 4, 1923, was applicable. The complain- 
ants alleged that the imposition of the charge was illegal under 
section 6. The complainants contended that prior to the time 
when Howell was specifically named in Dearborn’s I. C. C. No. 6, 
it fell within the designation of “all other points” in Indiana, and 
should have been accorded the $4.00 charge provided in an issue 
of the perishable protective tariff by Agent Fairbanks. 


CAST PIPE CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 16174. 
Somerville Iron Works vs. Long Island et al., mimeographed, on 
a finding that rates on cast iron soil pipe and fittings, carloads, 
from Somerville, N. J., to destinations on the Long Island are not 
unreasonable or otherwise unlawful. The destinations on the 
Long Island are Flatbush Avenue, Long Island City, East New 
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York, Jamaica and Flushing. The complaint alleged the rates 
were unreasonable, unjustly discriminatory and unduly preju- 
dicial. It also alleged the rates published by the Long Island 
gave an undue preference, by means of joint rates with the Penn- 
sylvania, to shippers from Hainesport and Bridgeton, N. J., Nor- 
ristown, Pa., and Baltimore, Md. 


WHEAT COMPLAINT DISMISSED 


An order of dismissal has been entered in No. 15829, Moore- 
Lawless Grain Co., B. C. Moore, receiver, vs. Missouri Pacific, 
mimeographed, the Commission, by division No. 3, finding the 
rates assessed on a carload of wheat from Kansas City, Mo., to 
Pine Bluff, Ark., transited at Leavenworth, Kans., and Sweet 


Springs and Charleston, Mo., not unreasonable or unduly 
prejudicial. 


MINE TIMBER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16255, Collins Timber Company et al. 
vs. Baltimore & Ohio et al., mimeographed, as to the rates ap- 
plied on mine timbers shipped between August 21, 1922, and 
May 29, 1924, from points in Missouri, on the Missouri Pacific, 
Frisco and Mississippi & Bonne Terre to points in Illinois. The 
report by division No. 3 also covers a subnumber, American 
Timber Co. et al. vs. Chicago & Alton et al. The finding is 


based on the principles laid down in Palmer vs. Missouri Pacific, 
87 I. C. C. 622. 


REPARATION AWARDED ON RICE 


In a mimeographed report on No. 16180, Baton Rouge Rice 
Mills et al. vs. New Orleans, Texas & Mexico et al., the Com- 
mission, by division No. 3, has found rates on rice from points 
in Louisiana to Baton Rouge, destined to interstate and foreign 
points, after cleaning in transit, unreasonable and unduly preju- 
dicial, awarded reparation and prescribed rates for the future. 

The complaint alleged that the proportional rates on rough 
rice to Baton Rouge, since August 1, 1922, had been and for the 
future would be unjust, unreasonable, unjustly discriminatory 
and unduly prejudicial to the extent they exoeeded, exceed or 
might exceed rates produced under a distance scale prescribed 
9 Lake Charles Rice Milling Co. vs. Louisiana Western, 69 I. 

. C. 508. 

The Commission found the rates unreasonable to the extent 
they exceeded the following, which were also prescribed and 
ordered into effect not later than November 30: 
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RATES ON PAPER, ETC. 


An award of reparation has been made by the Commission 
in a mimeographed report by division 3 in No. 16365, E. C. Pal- 
mer & Co. vs. Houston & Texas Central et al., on a finding that . 
rates on. paper and paper articles, in mixed carloads, in effect 
prior to September 15, 1922, from New Orleans, La., to Dallas, 
Tex., were unreasonable to the extent that they exceeded 75.5 
cents prior to July 1, 1922, and 68 cents thereafter. The rate 
was $1.08 prior to July 1, 1922, and 97 cents thereafter to and 
including September 14, 1922. Effective September 15, 1922, the 
rate was reduced to 68 cents. 


RATES ON CLEAN RICE 


The Commission, in a mimeographed report by division 3, 
has dismissed the complaint in No. 16481, Memphis Freight Bu- 
reau vs. Ann Arbor et al., on a finding that rates charged on 
shipments of clean rice from Memphis, Tenn., to destinations in 
Canada, were not unreasonable and that no damage had been 
shown by reason of alleged undue prejudice. The report also 
embraces portions of Fourth Section Application No. 2045, filed 
by the Illinois Central, by which the carriers sought authority to 
continue to charge for the transportation of clean rice from New 
Orleans to destinations in Ontario, Canada, rates which are 
lower than the rates in effect on like traffic from Memphis and 
other intermediate points. The Commission, by Fourth Section 
Order No. 9212, denied the authority sought, effective February 
10, 1926. The Commission said a rate of 56.5 cents from New 
Orleans over the Illinois Central through Memphis was a depar- 
ture from the requirements of the fourth section and should be 
corrected immediately. 


STATE RATE CONDEMNED 


A finding of unjust discrimination against interstate com- 
merce has been made in No. 13623, Arkansas City Sand Company 
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et al. vs. St. Louis-San Francisco, mimeographed, as to a switch- 
ing rate of $2.25 per car on intrastate traffic at Arkansas City, 
Kan., while the rate on interstate shipments at the same time is 
$6.30. No order was made in the case but the Commission, by 
division No. 2, in a report written by Commissioner Campbell, 
said the carrier would be expected to remove the undue pref- 
erence and prejudice found to exist. 

As to charges assessed by the St. Louis-San Francisco for 
switching interstate shipments at Arkansas City, between the 
complainants’ plants and its connections, the Commission said 
they were not found unreasonable or unduly prejudicial. 

Among the allegations was one of undue prejudice against 
the complainants and undue preference for persons at other 
points in Kansas and Oklahoma where there were lower charges. 
Mr. Campbell said the evidence was insufficient to show the 
nature and extent of the services performed at the points alleged 
to have been preferred, wherefore the allegation of undue preju- 
dice and preference had not been sustained. 


CARLOAD RATING FOR CIGARS 


The Commission, by division No. 4, in No. 15808, Tobacco 
Merchants’ Association of the United States vs. Pennsylvania 
et al., mimeographed, has put out a corrected report. In the 
report, as first put out, the Commission condemned the first 
class any quantity rating on cigars and ordered the carriers, 
not later than June 23, 1925, to establish a second class rating 
at 30,000 pounds, subject to rule 34. The corrected order directs 
them to establish a carload rating not to exceed 30,000 pounds. 
The report, however, said the record presented no sufficient rea- 
son for a carload minimum of less than 30,000 pounds. 


CARETAKER RULE CASE 


The Commission, by division No. 4, has dismissed No. 16179, 
Cattle & Horse Raisers’ Association of Oregon et al. vs. Atchi- 
son, Topeka & Santa Fe et al., mimeographed, finding the rule 
governing the transportation of a caretaker accompanying single- 
car shipments of live stock from points in Washington, Oregon, 
Idaho and Montana, to points in Oregon and Washington not 
unreasonable and not unduly prejudicial, as compared with the 
rule pertaining to shippers of two cars. The complaint was 
against the requirement that the caretaker pay his fare back 
home. It alleged the failure to provide for free return trans- 
portation was unjust, unreasonable, unjustly discriminatory and 
unduly prejudicial. The Commission said that while the com- 
plaint asked for free return transportaton, on argument counsel 
for the complainants abandoned that prayer and asked only for 
a rule granting return transportation at half fare. 


COAL COMPLAINT DISMISSED 


An order of dismissal has been entered in No. 16354, Marry 
E. Macia vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
the Commission by division No. 3, finding rates on coal and coke, 
from stations in Colorado and New Mexico, groups Nos. 1, 2, 3 
and 4, and from Albuquerque, San Antonio and Gallup, N. M., 
to Tombstone, Ariz., not unreasonable. The Commission said 
the relationship between Gallup and other producing points in 
this case was prescribed by it in Western Coal Rates, 80 I. C. C. 
383. The defendants maintained that a differential complained 
of was approved by the Commission in Arizona Corporation 
‘Commission vs. Atchison, Topeka & Santa Fe, 28 I. C. C. 428, in 
October, 1913. The Commission said there was no showing that 
the conditions under which it found the rates in question rea- 
sonable in Western Coal Rates had changed since then so as to 
make them unreasonable at this time. It said the complainant 
had not shown that there was any impairment of the movement 
of coal because of the alleged excessive rates, adding that the 
defendants showed “there is and has been no complaint by any 
consumers of coal at Tombstone, as to the rates now in effect.” 


FORMER FINDING REVERSED 


The Commission, upon rehearing in I. and S. No. 2228, grain 
from Kansas City to Chicago & North Western stations in Iowa, 
imimeographed, has reversed the former finding, 96 I. C. C. 154. 
Upon an amplified record it has found justified proposed in- 
creased proportional rates on grain and grain: products, from 
Kansas City to Chicago & North Western stations in Iowa, pub- 
lished by the Wabash, upon the Peoria basis of 15.5 cents on 
wheat and 14 cents on corn in$tead of 17.5 and 16 cents, the 
amounts authorized by the North Western. The higher rates are 
those applying, the Commission said, to the Chicago group. The 
North Western, the Commission said, took the position that the 
proposal to place the rates from Kansas City to points in Iowa 
on its line on the Chicago basis was reasonable notwithstanding 
that the, rates from Kansas City to a large group of destinations 
in Iowa, embracing those involved in this case, are on the Peoria 
basis. The fact that the existing rates were established through 
error, it said, did not relieve the carrier from the burden of justi- 
fying the increases when proposed. It added, however, that the 
North Western could not be said to have joined, voluntarily, with 
other carriers, in establishing the Peoria basis. It said that the 
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record did not show that undue prejudice would result if the pro- 
posed rates were allowed to become effective. 

It set aside its order directing the cancellation of the sus- 
pended schedules as of October 31. 


FORMER FINDING AFFIRMED 


Upon further hearing in No. 13472, United Paperboard Com- 
pany, Inc., vs. Greenwich & Johnsonville et al., mimeographed, 
the Commission has affirmed the finding that rates on bird’s-eye 
coal, from groups A, B and C mines in Pennsylvania to Thomson, 
N. Y., were and are unreasonable and that the complainant was 
entitled to reparation. The original report was made in 831. C.C. 
712. An additional finding is that the rates to Ondawa, N. Y., are un- 
reasonable to the extent that they exceeded and exceed those to 
Thomson. The rates to Ondawa were brought into issue by 
Stevens & Thomson Paper Company, an intervener at the further 
hearing. The Commission said it submitted no proof of damage 
and that reparation could not be awarded upon this record. 

Commissioner Woodlock, taking note of the contentions of 
the carrier about the smallness of revenue, in a concurring opin- 
ion, said he concurred in this report because he thought a suf- 
ficient degree of relative unreasonableness had been demon- 
strated in the Thomson and Ondawa rates to overcome the con- 
siderations arising from the carrier’s comparisons of revenue 
returns in the reparation period. 


COPPER CASE DISMISSED 


The Commission, by division No. 3, has dismissed No. 14420, 
Green Cananea Copper Company vs. Director-General, El Paso & 
Southwestern et al:, mimeographed, on a finding that a rate of 
$16.50 per ton, on copper bullion, carloads, from Cananea, Mex., 
to Perth Amboy, Mex., applied on shipments between June 25 
and July 24, 1918, was not unreasonable or otherwise in violation 
of the interstate commerce law. The claim was made that the 
rate ordered by General Order No. 28, because of the law of 
Mexico, could not become effective from Cananea until July 24. 
The Commission said the issue in this casé was similar to that 
in Greene Cananea Copper Company vs. Director-General, 80 I. 
C. C. 121. In that case, as in this, the Commission said the com- 
plainant relied on the allegation that under the law of Mexico 
the increased rate could not be made operative before July 24 
to show its unreasonableness. No evidence, the Commission 
said, was submitted to prove the rate unreasonable per se. 


REPARATION FOR COMPLAINANT 


The Commission, on further hearing in No. 13806, Meyer- 
Vasquez Produce Company vs. Director-General, mimeographed, 
has awarded reparation to the complainant on thirty-four car- 
loads of cabbage shipped from points in Washington to St. Louis 
in the period of federal control. The reparation amounts to 
$1,857.81 and interest. The further hearing was held on petition 
of the Director-General. The original report was made in 891 
I. C. C. 487. Commissioner Hall dissented. 


NORTH CAROLINA SURCHARGE 


Following the precedent set in other cases, the Commission, 
in No. 14789, familiarly known as the North Carolina Pullman 
surcharge case, has found the charges for the transportation of 
passengers in sleeping and parlor cars required by statute of 
that state to be maintained by the respondent steam roads 
within North Carolina to be lower than the corresponding inter- 
state charges authorized in Increased Rates, 1920, 58 I. C. C. 220, 
and to be unduly preferential of intrastate passengers, unduly 
prejudicial of interstate passengers, and unjustly discriminatory 
against interstate commerce. 

The order requires the railroads to put into effect not later 
than December 10, surcharges in consonance with the interstate 
level on not less than five days’ notice. 

The North Carolina commission allowed the interstate level 
of the surcharge to become operative September 15, 1920. It 
remained in effect until March 19, 1923, when it was abolished 
by the North Carolina legislature. One day thereafter the rail- 
roads told the Commission about the act of the legislature and 
asked it to institute a thirteenth section proceeding. At the time 
that petition was filed the Commission was conducting its gen- 
eral inquiry into charges for passengers traveling in sleeping 
and parlor cars. In that case, reported in 95 I. C. C. 469, it 
found the surcharge not unreasonable for interstate application. 
In this case, as in the Alabama surcharge case, 62 I. C. C. and 
the Georgia case, 69 I. C. C. 623, the Commission found that there 
was undue preference for intrastate passengers and unjust dis- 
crimination against interstate commerce. 


SOUTHERN ABANDONMENT CASE 


In a decision on the application of the Southern Railway 
Company for authority to abandon its line of railroad extending 
from Morristown to Corryton, Tenn., a distance of approximately 
40 miles, the Commission, by division 4, which is composed of 
Commissioners Meyer, Eastman and Woodlock, has decided to 
hold the record open for a period of one year from October 1, 
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1925, at the end of which, unless the application is withdrawn, 
the case will be assigned for further hearing. The Commission 
said the present record cast doubt upon the probability of a 
continued increase in tonnage and that abandonment should not 
be permitted without more conclusive evidence on that point. 

A hearing on the application was held by the Tennessee 
commission. Two members of the state commission declined 
to make a recommendation, while the third recommended denial. 
The line, referred to as the “K. & B.,” was built in 1891 and 1892 
by the Morristown & Cumberland Gap Railroad Company, and 
was shortly afterward placed in receivers’ hands, where it re- 
mained until 1898, when it was sold under foreclosure proceed- 
ings and acquired by the Knoxville & Bristol. The new com- 
pany operated the line until 1903, when it was bought by the 
Southern, and the road has been operated since then as a part 
of the Southern system. 


The Southern claimed that the operation of the line had 
never yielded sufficient revenue to pay operating expenses. The 
report said that, while the passenger revenue of the line had 
progressively declined since 1920, freight revenue had shown 
comparatively little change from year to year. According to 
applicant’s exhibits, the report continued, the tonnage carried 
had considerably increased since 1920. 


Witnesses for the City of Morristown opposed the abandon- 
ment principally on the ground that it would deprive a new 
water and power plant, now under construction at Holston 
River, of necessary railroad service. The applicant said it 
would keep in service the track of the line between Morristown 
and the new plant as a spur track, witnesses for Morristown 
having said that, if the line were abandoned, use of that part 
of the line for switching purposes would meet the needs of the 
plant. 

The Commission said the general effect of the evidence was 
that, while there had been some increase in the tonnage of 
freight handled in recent years, there was no probability of such 
increase in the future as would materially increase the earning 
power of the line. Continuing, the Commission said: 


Protestants urge that it is nevertheless the duty and_ obligation 
of the applicant to continue the line in operation, citing Chesapeake 
& Ohio Ry. vs. Public Service Commission, 242 U. S. 603, and Fort 
Smith Light & Traction Co. vs. Borland, decided by the United 
States Supreme Court March 2, 1925. It is shown in this connection 
that for the years 1923 and 1924 the applicant earned railway operat- 
ing income amounting to approximately 6 per cent of its book in- 
vestment in road and equipment, from which it is inferred that the 
losses incident to the continued operation of the “K. & B.’”’ would 
not materially affect applicant’s ability to perform its transportation 
service as a whole. 

_ It should not be held that the mere fact that a branch line of 
railroad does not yield a profit from operation will in every case 
justify its abandonment. On the other hand, there is no doubt a 
point at which lack of earning power will justify the abandonment 
of a portion of a system regardless of the prosperity of the system 
as a whole. The point at which abandonment shall be considered 
justiflable is a matter of sound judgment, and must be determined 
by the circumstances of each case. In this case it appears that the 
line has been long in operation; that it serves a considerable terri- 
tory and population that would be deprived of railroad facilities by 
the proposed abandonment; and that the shippers would be subjected 
to considerable losses and the public deprived of at least a con- 
siderable portion of the commodities now shipped. The freight traffic 
of the line has progressively increased in volume during the past 
four years, the tonnage for 1924 being nearly double that for the 
year 1921. As already stated, the present record casts doubt upon 
the probability of a continued increase in tonnage, but we feel that 
a certificate authorizing abandonment should not be issued without 
more conclusive evidence upon this point. The record will therefore 
be held open for a period of one year from October 1, 1925, at the 
end of which the application, unless withdrawn, will be assigned 
for further hearing at which evidence will be received showing the 
results of operation for the additional period covered by records then 


available, as well as any other material evidence bearing upon the 
question involved. 


C. & N. W. FARE INCREASES 


A temporary injunction was granted to the Chicago and 
Northwestern to prevent the officials of the state of Illinois from 
interfering with the collection of increased intrastate commuta- 
tion order by the Interstate Commerce Commission, by federal 
Judges Wilkerson, Anderson, and Cliffe, sitting en banc at Chi- 
cago, October 23. Judge Anderson, expressing the opinion of the 
court, said the Interstate Commerce Commission had jurisdic- 
tion in the case, by reason of the interstate commerce act, and 
that, therefore, the court was bound to enforce its order. He 
said he and his fellow judges were not there to decide whether 
the order was right or wrong or fair; they were sitting to en- 
force the law. This was said in answer to the statement of 
Attorney-General Oscar E. Carlstrom that the people of the state 
did not like the increase in fares. The judge said that perhaps 
he did not like it either, but that had nothing to do with the 
question. 

_ Judge Wilkerson said that, if the order of the Commission 
bg valid on the face of it, all the court could do was to grant 
= temporary injunction at this time, and the order appeared 
ba id on its face. He said the present hearing was not the place 
Koes ages the rightness or wrongness of the order—that a direct 
attack on the order should be filed and a hearing set on the mat- 
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ter, if the argument was to be made as to the effect of increases 
on persons within the state. 

Attorney-General Carlstrom said the effect of the injunction 
might be to enjoin the state commission from holding hearings 
on the matter; that any hearings it held would be rendered 
futile by the barrier of the court’s order. Judge Anderson said 
the court did not want to prevent the Illinois commission from 
holding hearings, and he asked R. N. Van Doren, general counsel 
of the C. & N. W,, if it was the purpose of the road to prevent 
the state commission from holding hearings. Mr. Van Doren 
said it was not; that all the road wanted was to be protected so 
that the officers of the state could not interfere with the collec- 
tion of the increased fares. Judge Anderson said that was what 
he thought and that it was the opinion of the court that the road 
deserved that protection. 

The temporary injunction will run until further order of the 
court or until it decides on the merits of the case and the hear- 
ing for that has not yet been set. 

A telegram informing officials of the road that the tariffs, 
containing the increases in intrastate commutation fares, filed 
with the Interstate Commerce Commission, were suspended un- 
til February 17, 1926, by the Illinois Commerce Commission, was 
received from the state body by the Chicago & North Western, 
October 20. R. N. Van Doren, general counsel of the road, com- 
menting on the notice received from the state commission, said 
that the tariffs had been filed with the Interstate Commerce 
Commission and copies sent to the Illinois commission for its 
information. He said the state body had no legal right to sus- 
pend the tariffs, and that “what purported to be a suspension or- 
der” would in no way interfere with the carrier’s course of ac- 
tion. He said the next step would be taken when representatives 
of the C. & N. W. would go before Federal Judge Adam Cliffe 


. October 23, the date set for the hearing of the road’s application 


for a temporary injunction against the officials of the state to 
prevent them from interfering with the collection of increased 
fares. 


The increases in fares were put into effect October 20. 


COMMISSION ORDERS 


The Commission has permitted the Atchison, Topeka & 
Santa Fe, Gulf, Colorado & Santa.Fe Railway Company, Pan- 
handle & Santa Fe, C. B. & Q., C. R. I. & P., Colorado & South- 
ern, D. & R. G. W., Great Northern, Missouri-Kansas-Texas, 
Northern Pacific, Union Pacific, Oregon-Washington Railroad & 
Navigation Co., Oregon Short Line, Los Angeles & Salt Lake, 
St. Louis-San Francisco, Canadian Pacific, Minneapolis, St. Paul 
& Ste. St. Marie, Western Pacific, C. M. & St. P,S. P. & S., 
Canadian National, Grand Trunk Pacific, Southern Pacific (Pa- 
cific System), Southern Pacific (Atlantic System), G. H. & S. 
A., Houston, East & West Texas, Houston & Shreveport, Hous- 
ton & Texas Central, Southern Pacific Terminal, Texas & New 
Orleans, Iberia & Vermilion, Louisiana Western, Lake Charles 
& Northern, and Morgan’s Louisiana & Texas Railroad & Steam- 
ship Co. to intervene in No. 17390, Luckenbach Steamship Com- 
pany, Inc., vs. Southern Railway Company et al. 


The Commission has permitted the Western Union Tele- 
graph Company to intervene in Valuation No. 620, the Kanawha 
& Michigan Railway Company et al. 


The Ruberoid Comany has been permitted to intervene in 
No. 17140, Sub-No. 1, Indian Refining Company, Inc., vs. Akron, 
Canton & Youngstown Railway Company et al. 

The Industrial Chemical Company and Rossville Company 
have been permitted to intervene in No. 17329, the American 
Distilling Company vs. the Akron, Canton & Youngstown Rail- 
way Company et al. 

The Colorado and New Mexico Coal Operators’ Association 
has been permitted to intervene in No. 17330, Illinois Coal Traffic 
Bureau vs. the Arkansas Valley Interurban Railway Company 
et al. 

The Commission has permitted the Standard Apple Prod- 
ucts, Inc., New York State Grange, Inc., B. J. Case & Company, 
Inc., New York State Horticultural Society, Inc., and the New 
York State Farm Bureau Federation to intervene in No. 17391, 
American Cider Vinegar Manufacturers’ Association vs. New 
York Central Railroad Company et al. 

Louis Burk, Inc., Central Abattoir Company, John J. Felin 
& Company, Inc., John A. Gebelein, Inc., Greenwald Packing 
Company, Greenwald Packing Corporation, C. Hohman & Sons, 
the Jones & Lamb Company, C. G. Kriel Company, T. T. Keane 
Company, A. Loffler Provision Company, A. H. March Packing 
Company, Reading Abattoir Company, Wm. Schluderberg-T. J. 
Kurdle Company, Wilmington Provision Company, and Shafer 
& Company, have been permitted to intervene in No. 17148, J. 
Needy and Company et al. vs. the Baltimore & Ohio Railroad 
Company. 

The Commission has reopened for oral argument, at such 
time and place as it may hereafter direct, No. 15410, United Fig 
& Date Company et al vs. A. C. L. R. R. Co. et al. 

The order, issued in Finance No. 3644, excess income of 
Brooklyn Eastern district terminal, under date of October 5, 
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1925, reopening said proceeding for argument before the Com- 
mission, is vacated. 

The Commission has reopened for further hearing No. 16160, 
Kanawha Black Bank Coal Co. et al. vs. Kanawha Central Ry. 
Co. et al., upon petition filed on behalf of defendant, Kanawha 
Central Ry. Co., same to be solely on the question of divisions. 

The Commission has reopened for further hearing, solely on 
the question of divisions, No. 13546, Kanawha Black Band Co. 
et al. vs. C. & O. Ry. Co. et al., upon petition filed on behalf 
of defendant, Kanawha Central Ry. Co. 

Upon complainant’s petition for rehearing and oral argu- 
ment, the Commission has reopened for further hearing No. 
14827, National Association of Upholstered Furniture Manufac- 
turers vs. Ann Arbor R. R. Co. et al. 

The Commission has reopened and assigned for further 
hearing on the question of extending the relief contained in 
Fourth Section Order No. 9187 to include Wahpeton and Grand 
Forks, N. D., Fourth Section Application 12732, filed by the 
Northern Pacific Ry. Co. and supplemental fourth section order 
No. 9187, 

The Western Union Telegraph Company has been permitted 
to Intervene in Valuation No. 625, the Atchison, Topeka & Santa 
Fe Ry. Co. et al. 

The order entered in Docket No. 10592, Arkansas Jobbers’ & 
Manufacturers’ Association vs. Director-General et al., under date 
of February 18, 1922, is so modified that nothing therein shall 
prevent the defendants from establishing and maintaining rates 
for the trapsportation of wheat, flour, coarse grains, and articles 
taking the same rates, from St. Louis, Mo., and Cairo and Thebes, 


Ill., to points in Arkansas, which are lower than the rates therein 
prescribed. 


The effective date of No. 10804 (1st Supplemental order), 
Bartnett Oil & Gas Company vs. L. & N. R. R. Co. et al, entered 
herein on September 4, 1925, is postponed to November 28, 1925. 

The Commission has reopened the Ocean Steamship Com- 
pany of Savannah, No. 6672, Application of the Central of Georgia 
Ry. Co., under the provisions of Section 5 of the Act to Regulate 
Commerce, as amended by Section 11 of the Panama Canal Act, 
relative to the Ocean S. S. Co. of Savannah, upon consideration 
of the record heretofore made in above-entitled proceeding, and 
of supplemental application of Ill. Cent. R. R. and the Cent. of 
Ga. R. R. Co., for the purpose of taking testimony on the pro- 
priety of granting the authority sought by said application, upon 
such date as may be hereafter determined. 


The Commission reopened for argument Finance Docket No. 
3284, Abandonment of Midland & Northwestern Ry., upon peti- 
tion filed by the Texas & Pacific Ry. Co. 


The Commission has denied the supplemental petition of 
defendant Texas lines for a perpetual order commanding re- 
moval of discrimination against interstate commerce, persons 
and localities, filed on September 5, 1925, in No. 12244, Corpora- 
tion Commission of Oklahoma vs. Abilene & Southern Ry. Co. 
et al., and related cases. 

The Commission has denied the petition of the Indian Valley 
R. R. Co. for modification of No. 11396, Mason Valley Mines Com- 
pany vs. Western Pacific R. R. Co. et al., No. 14022, Rates and 
Divisions of Rates of the Indian Valley R. R., on ores and con- 
centrates, and No. 14325, Mason Valley Mines Company vs. West- 
ern Pacific R. R. Co. et al., for postponement of the effective date 
of said order and for reargument, the said order of September 9, 
1925, postponing the effective date of the said order of July 1, 
1925, until December 16, 1925, to remain in full force and effect. 

The Commission has reopened for oral argument No. 14573, 
M. G. Lewis, J. J. Lewis, F. J. Jones and F. B. Hill, copartners, 
doing business as Pacific Manure & Fertilizer Company, vs. 
Aberdeen & Rockfish Railroad Company et al., upon petition 
filed on behalf of transcontinental lines. 

The Commission has reopened for further oral argument, at 
such time as it may hereafter direct, No. 15180, Swift & Co. et 
al. vs. Grand Trunk Railway Company of Canada et al. 


The Commission has denied the petitions for further con- 
sideration, rehearing, etc., in No. 13420, Colorado Culvert & 
Flume Company vs. Santa Fe et al; No. 15642, Star Pea Huller 
Company vs. Cincinnati, New Orleans & Texas Pacific Railway 
Company et al; No. 15475, Alaska Junk Company vs. Spokane, 
Portland & Seattle Railway Company; No. 15859, James Johnson, 
Receiver of Pingree Sugar Company, vs. Oregon Short Line Rail- 
road Company et al.; No. 14481, Linn Chapel et al. vs. Pennsyl- 
vania Railroad Company et al.; No. 14140, Solomon-Wickersham 
Company vs. Santa Maria Valley Railroad Company et al.; No. 
15863, Russell-Heckle Seed Company vs. Missouri Pacific Rail- 
road Company et al.; No. 15441, Kieckhefer Container Company 
vs. Chicago & North Western Railway Company and Director- 
General, as Agent; No. 14244, Erie Railroad Company et al. vs. 
Alabama & Vicksburg Railway Company et al., and I. and S. No. 
2107, Commodity Rates in Southwestern Territory. 

The Commission has postponed the effective date of Fourth 
Section Order No. 8966, entered July 10, 1924, in connection 
with its report and order in No. 12545, Hebard Cypress Co. vs. 
Aberdeen & Rockfish et al., so as to become effective January 
25, 1926, instead of November 25, 1925. The postponement was 
made upon the petition of Henry Thurtell, assistant special coun- 
sel for the respondents in that proceeding. 
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The Commission has denied the petition of defendants for 
modification of the report and orders with respect to minimum 
weights on theater chairs entered in No. 9702, Memphis-South- 
western Investigation, and related cases. 

The orders heretofore entered in No. 12478, Allowance of 
Mileage for Mississippi River Crossings, and No. 12009, Natchez 
Chamber of Commerce vs. N. & S. Ry. Co. et al. (corrected), 
whereby certain ferry tolls are added to the distance class and 
commodity rates from and to the west bank point in determining 
interstate distance class and commodity rates to and from Vicks- 
burg and Natchez, Miss., Angola, North Baton Rouge, Harahan 
and New Orleans, La., are modified so as to permit of the addi- 
tion of these ferry tolls to the appropriate joint line bases from 
or to the west bank point in determining interstate distance 
class and commodity rates from or to Natchez, Miss., and North 
Baton Rouge, La., but otherwise said orders shall remain in full 
force and effect. 

The order entered in No. 10417, Arkansas Jobbers’ & Manu- 
facturers’ Association vs. Director-General et al., is modified so 
that nothing therein shall prevent the defendants from estab- 
lishing and maintaining proportional rates for the transportation 
of grain and grain products, including flour, in carloads, from 
St. Louis, Mo., and Cairo and Thebes, IIll., to points in Arkansas, 
which are lower than the rates therein prescribed. 

The Commission has permitted the Town of Concord, Whit- 
ney Coal & Grain Company, Incorporated, Middlesex School and 
Municipal Light Board of Concord to intervene in Finance No. 
5096, in the matter of application of the Boston & Maine Rail- 
road for certificate permitting the abandonment of its so-called 
reformatory branch. 

The Texas Industral Traffic League has been permitted to 
intervene in No. 14685, Dallas Transfer Company vs. Southern 
Pacific Company et al. : 

The Ford Roofing Products Company has been permitted to 
intervene in No. 17328, Certain-teed Products Corporation vs. 
Ahnapee & Western Railway Company et al. 

The Commission has permitted the Board of Trade of the 
City of Chicago to intervene in No. 17399, Board of Railroad 
Commissioners of the State of South Dakota vs. Chicago & 
North Western Railway Company et al. 

The Arizona Corporation Commission has been permitted to 
intervene in No. 171438, Pacific States Butter, Egg, Cheese and 
Poultry Association vs. Southern Pacific et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2532, the Commission has suspended from 
October 22 until February 19, schedules as published in supple- 
ment No. 23 to Kansas City Southern I. C. C. No. 4249. The 
suspended schedules propose to increase proportional rates on 
butter, eggs and dressed poultry, less than carloads, from Ar- 
kansas, Kansas, Missouri and Oklahoma points moving to con- 
centration points in Missouri and Oklahoma on the Kansas City 
Southern Railway for reshipment to destinations beyond. The 
following is illustrative: 

Poultry, dressed, butter and eggs, from Bunch, Okla., to Neosho, 


Mo. (concentration point), present 2514, proposed 381%; from Gentry, 
Ark., to Neosho, Mo. (concentration point), present 18144, proposed 


30%. 

In. I. and S. No. 2533, the Commission has suspended from 
October 22 until February 19, schedules as published in supple- 
ment No. 94 to joint tariff Leland’s I. C. C. No. 1645 and Jones’ 
I. C. C. No. 1461 and other tariffs published by Boyd, Leland, B. 
T. Jones. The suspended schedules propose to revise the rates 
on butter and lard tubs, carloads, from Blytheville, Ark., to vari- 
ous interstate destinations and also to revise the rates on fresh 
meats and packing house products from various western pro- 
ducing points such as Omaha and South Omaha, Neb., St. Paul 
and Minneapolis, Minn., and Sioux City, Ia., to southwestern des- 
tinations. They were filed in purported compliance with the 
Commission’s decision in I. and S. Docket No. 2107 and would 
result in both increases and reductions. 

In I. and S. No. 2530, the Commission has suspended from 
October 16, until February 13, schedules as published in the 
following tariffs: Southern Pacific I. C. C. No. 4410; Western 
Pacific, supplement No. 8 to I. C. C. No. 293; and Gomph, supple- 
ment No. 13 to I. C. C. No. 730. The suspended schedules 
propose to increase rates on ore and concentrates, carloads, 
from points in California and Nevada to destinations in Cal- 
ifornia and Utah. The following is illustrative: 


Rates in cents per ton of 2,000 lbs. 
To Garfield, Utah 
Ores of following values per ton: 


From Spring Garden, Calif., $20 $40 $50 $60 $100 
NE ord Gch a eck a aw ore ale aielaL era ats aero 320 460 530 600 880 
daw e aw sieen canine iueae wena 600 600 600 600 880 

A—Present. B—Proposed. ce—Carload minimum weight 


80,000 lbs. 


In I. and S. No. 2531, the Commission has suspended from 
October 21 until February 18 schedules as published in supple- 
ment No. 8 to Chesapeake & Ohio I. C. C. No. 9513. The sus- 
pended schedules propose to reduce the rate on wood pulp, car- 
loads, from Newport News, Va., to Big Island, Va., from 16 cents 


to 13 cents per 100 pounds, without corresponding reduction 
from Norfolk, Va. 
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WASHING POWDER EASTBOUND 


Examiner Bronson Jewell has recommended the dismissal 
of No. 15917, Citrus Soap Co. vs. Baltimore & Ohio et al., on a 
finding that a rate of $1.58 on washing powder, eastbound, in 
carloads, after June 1, 1923, from San Diego, Cal., to Cleveland, 
is not unreasonable and that the complainant had not been 
shown to have been damaged by any undue prejudice that may 
have existed. 

The complaint alleged the $1.58 rate was unjust, unreason- 
able, and, aS compared with the corresponding rate of $1.40 
contemporaneously maintained in the reverse direction, unjustly 
discriminatory and unduly prejudicial. After the filing of the 
complaint the carriers reduced the eastbound rate to $1.40, the 
lower rate becoming effective March 18, 1925. The prayer was 
for just and reasonable rates for the future and reparation 
amounting to $2,667.10, plus interest. 

Prior to June 1, 1923, the rates on washing powder were the 
same in both directions. On that day the westbound rate was 
reduced to $1.40, minimum 60,000 pounds. Complainant applied 
for a similar reduction, but it was not made until the time 
stated, although the minimum was raised, on February 10, 1924, 
from 40,000 to 60,000 pounds. 

In support of its contention that the same rate should be 
maintained in both directions, the examiner said the complain- 
ant stated that, considering the entire haul, operating conditions 
practically alike, it would be found, eliminating refrigerator cars, 
that there would be a proportionately heavier eastbound than 
westbound movement of empty closed cars; and that the pre- 
vious equality of rates, as well as the restoration of that basis, 
were facts requiring explanation by the defendants of the vari- 
ance in the reparation period. The complainant said that cor- 
respondence between the railroads showed the reason for the 
failure to reduce the rate was due to the refusal of the eastern 
lines to concur. In discussing the situation, the examiner said: 


The reduced rate of $1.40 on washing powder westbound was 
published solely to enable the rail carriers to handle some of the 
business which was being taken by steamships plying through the 
canal, defendants insist, and such a rate affords no measure for a 
reasonable rate in the opposite direction. Assuming the maintenance 
of a contemporaneous rate eastbound of $1.58 constituted undue 
prejudice to complainant, it is argued that no damage is shown to 
have resulted therefrom, as the rate from- San Diego to Cleveland 
could not possibly be a factor in determining the selling price of 
complainant’s product in California where the competition from Cleve- 
land would be met, and vice versa the same situation would be pre- 
sented in competition at Cleveland. 


,, Complainant’s answer that its disadvantage in rates prevented 
it from meeting the prices of its competitors at Cleveland is not 
sufficient to show it could have met such competition on the basis 
of rates sought and that it suffered pecuniary damage through loss 
of sales or profit by reason of the assessment of the higher rate. 
A tabulation showing the history of the rates in both directions in- 
dicates that, in the past, changes in the two sets of rates have not 
generally been made simultaneously or been regarded as a single ad- 
jJustment. While such treatment would appear equitable, it can hardly 
be considered that a reduction in the rate in one direction would 
necessarily require similar treatment in the reverse direction, and that 
failure to make such a change immediately would constitue grounds 
for awarding reparation without specific proof of damage. 


COMBINATION RULE CASE 


In a proposed report on I. and S. No. 2352, Proportional 
Rates on Live Stock from Chicago and related points to C. F. A. 
and Trunk Line Points, and I. and S. No. 2413, Proportional 
Rates on Live Stock from Chicago and Related points to C. F. 
A. and Trunk Line Points (2), Examiner William J. Kobel rec- 
ommended a finding that the proposed proportional rates on 
live stock, lower than corresponding local rates, from Chicago, 
to destinations in Official Classification territory, applicable only 
to traffic from specified sections on the Chicago & North West- 
ern and the Chicago, Milwaukee & St. Paul, in South Dakota, 
and stations intermediate thereto in adjoining states, with the 
proposed concurrent cancellation of the Kelly combination rule, 
would create unlawful combination rates. He said the sched- 
ules should be required to be canceled and the proceedings 
discontinued. 

A proposed report on an investigation and suspension pro- 
ceeding is not in accordance with the usual procedure in such 
cases. The railroads, however, requested that the usual pro- 
cedure be modified, for the purpose of this case, to the extent of 
Providing for service upon the respondents and protestants, of 
the examiner’s report. The protestants had no objection and the 
change was made. 

The schedules were filed by eastern carriers in an effort to 
get rid of the effect of the combination rule on their revenues. 
In Combination Rule on Live Stock, 93 I. C. C. 458, the Commis- 
Sion, in disposing of schedules filed by western lines proposing 


oy 


to cancel the rule, the Commission said the eastern carriers 
might “appropriately” relieve themselves of the duty to shrink 
their revenues in accordance with the combination rule. In this 
case they proposed to get rid, if they could, of that rule; but, 
as pointed out by the examiner, the result would have been 
rates in violation of the fourth section. In disposing of the case, 
the examiner said the Commission should say: 


The proposals here under consideration would apply only from 
the specified stations of origin on the Northwestern and Milwaukee 
affected by the findings in the South Dakota case, 77 I. C. C. 4651. 
The Kelly rule will still apply from South Dakota stations served 
by lines other than the Northwestern and Milwaukee. This is true 
from all stations in South Dakota on the Chicago, Rock Island & 
Pacific, Illinois Central, and Minneapolis & St. Louis, whether local 
to those lines or common with the Northwestern and Milwaukee, be- 
cause the South Dakota case scale rates published therefrom by the 
former lines were and are subject to the Kelly rule. 

Moreover, the Kelly rule will continue applicable from other west- 
ern live-stock shipping points in Iowa, Minneosota and other states 
with which these specified stations are in competition, particularly 
Sioux Falls, which competes with Sioux City, Iowa, and other Mis- 
souri River markets. Shippers from the specified stations on the 
Northwestern and Milwaukee would thus be subjected to the pay- 
ment of rates relatively higher than shippers from western terri- 
tory generally on those and other lines who would still enjoy the 
benefits of the Kelly rule. No justification has been shown for the 
creation of this situation nor for any increased rates. 

Respondents operating west and east of. Chicago participate in 
this through traffic. In United States vs. Illinois Cent. R. R., 263 
U. S. 515, 627, the Supreme Court was dealing with ‘‘not a joint rate, 
but a combination of the trunk line rate to the junction and the 
short line local rate,’’ and held that: 

“The distinction is without legal significance in this connection. 
A through route was established; and the transportation is per- 
formed as a result of this arrangement between the carriers, expressed 
or implied. Undue prejudice may be inflicted as effectively by a 
through rate which is a combination of locals, as by a joint through 
rate. The power of the Commission to remove an unjust discrimina- 
tion exists in both classes of cases.’’ 


When the Commission said that the eastern carriers may ‘“ap- 
propriately” relieve themselves of bearing also the deductions in 
the western rate factors there was no implied approval of unlawful 
combination rates. Co-operative action by the eastern and western 
carriers would have avoided the situation under consideration and 
would have met the commission’s views expressed in I. & S. No. 2197. 

The commission should find that the suspended schedules have 
not been justified in that they would create unlawful combination 
rates on this through traffic. The suspended schedules should be 
required to be cancelled and these proceedings should be discon- 
tinued. If the eastern lines feel that their revenues on this traffic 
are unreasonably low, and if they cannot agree with their western 
connections upon lawful combination rates, or joint rates and 
equitable divisions thereunder, they should bring an appropriate 
proceeding before the commission. 





CANADA MILK RATES 


Examiner Frank C. Weems, in No. 16872, Pet Milk Co. vs. 
Pennsylvania et al., has recommended a finding of unreason- 
ableness as to rates on canned evaporated milk, carloads and 
less than carloads, from Greensboro, Md., to various interstate 
destinations, to the extent they exceeded or may exceed the 
rates on canned goods. The allegation was that fourth and 
third class rates imposed on shipments from Greensboro to 
Wilmington, Del., Chester, Pa., Norfolk, Va., and Baltimore were 
unjust and unreasonable to the extent they exceeded fifth and 
rule 26 rates contemporaneously applicable on canned goods. 
Weems said the Commission had frequently found the rates on 
canned milk, condensed or evaporated, should not exceed those 
on canned fruit and vegetables. In one case only did it not so 
find, but in that case, the examiner said, it abstained because 
the rates on canned goods were depressed. No claim of de- 
pression, he said, was made as to rates on canned goods in 
this case. He also recommended reparation. 


RATES ON CREAM 


Examiner C. W. Berry has recommended an award of rep- 
aration in No. 15564, Hanford Produce Company vs. American 
Railway Express Company et al., on a proposed finding that 
rates on cream from points on the Minneapolis & St. Louis west 
of Winthrop, Minn., to Sioux City, Ia., via Hanley Falls, Minn., 
were, are and for the future will be, unreasonable, to the ex- 
tent they exceeded, exceed or may exceed rates made in con- 
formity with a scale recommended by him. 

The examiner said the facts in this case did not differ ma- 
terially from those considered in Kirschbraun & Sons vs. Great 
Northern, 74 I. C. C. 427, in which the Commission prescribed 
a scale of maximum distance rates from joint line hauls and 
provided for the addition of drayage charges where drayage was 
necessary, as in this case, at several points. 

The scale recommended by him begins with a charge of 
45 cents on a 10 gallon can for 25 miles and under; 40 cents on 
8 gallons, and 31 cents on 5 gallons. At 100 miles the rates are 
60, 54 and 42 cents; at 200 miles, 70, 63 and 49 cents; at 300 
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miles, 81, 73 and 57 cents, and runs out at 340 miles with charges 
of 83, 75 and 58 cents. 


RATES ON LOGS PRESCRIBED 


An award of reparation and reasonable rates have been 
recommended by Examiner C. W. Berry in a proposed report 
in No. 16783, E. Rickards vs. Pennsylvania et al., on a finding 
that rates on carloads of logs from Cooper’s Point, Camden, 
N. J., to Victor Talking Machine Company’s siding, Camden, 
N. J., were, are, and for the future will be unreasonable to 
the exient that they exceeded, exceed or may exceed $13 per 
car. Charges were assessed at the legal rate of 6.5 cents, av- 
eraging $42.32 per car, the report said, adding that, at the time 
of movement, a. switching rate of $11 per car was maintained 
on all carload freight except coal and coke, on which a road 
haul had or would be paid, and that a rate of $13 per car was 
also maintained on all other freight, subject to the exception 
that it did not apply on shipments arriving at or moving from 
Camdet by water. The shipments involved originated in Vir- 
ginia, moving via barge to Baird’s wharf at Cooper’s Point, 


where they were loaded in cars and transported to final des- 
tination. 





RATES ON REFINED SULPHUR 


An award of reparation has been recommended by Exam- 
iner A. S. Worthington in No. 16890, Stauffer Chemical Com- 
pany of Texas vs. Houston & Brazos Valley et al., on a pro- 
posed finding that the applicable joint commodity rate of 48.5 
cents charged on a carload of refined sulphur shipped February 
18, 1923, from Freeport, Tex., to Carl Junction, Mo., was unrea- 
sonable to the extent that it exceeded 46 cents. The lower 
rate was contemporaneously applicable from Sulphur Mine, La., 
which is generally grouped with and takes the same rates as 
Freeport to interstate destinations, according to the report. On 
August 26. 1923, the rate of 46 cents was established by de- 
fendants from Freeport to Carl Junction. 

When the shipment moved, the report continued, the rate 
applicable from Freeport to Pittsburg, Kan., a more distant 
point from Freeport over the route the shipment moved and 
to which Carl Junction was directly intermediate, was 46 
cents and the tariff naming the latter rate provided in ac- 
cordance with rule 77 of Tariff Circular 18-A that upon rea- 
sonable request therefor, a rate not in excess of that applicable 
to the next more distant point would be established on one 
day’s notice. The examiner said the Commission had frequently 
held that under these circumstances it was not necessary for 
a shipper to request establishment of the lower rate applicable 
to the more distant point in order to be entitled to reparation 


on the basis of such rate. No evidence was introduced by de- 
fendants. 


OVERCHARGE CLAIM BARRED 


Examiner R. G. Taylor has recommended dismissal of the 
complaint in No. 16801, Pacific Coast Steel Company vs. Di- 
rector-General, as agent, on a proposed finding that a claim for 
overcharge on one carload of foundry coke, forwarded on De- 
cember 8, 1918, from Jamison, Pa., to South San Francisco, 
Calif., was barred because formal complaint was not filed within 
six months from date of mailing advice to the complainant of 
the failure of informal adjustment, or within two years and 
six months after the termination of federal control. 


RATES ON SULPHURIC ACID 


Dismissal of the complaint in No. 16459, National Zinc Com- 
pany vs. Alabama & Vicksburg et al., has been recommended 
by Examiner F. M. Weaver on a proposed finding that rates on 
sulphuric acid, in tank carloads, from Kansas City, Kan., Gras- 
selli, Ala., and Copper Hill, Tenn., to points in Oklahoma and 
Texas, are not unreasonable or otherwise unlawful. The examiner 
said no evidence was introduced with respect to rates to Texas 
points. The rates from Kansas City to points in Oklahoma are 
based upon National Zinc Company vs. A. T. & S. F., 92 I. C. C. 
587, according to the report. The examiner said the record did 
not warrant a finding contrary to that in the zinc company case. 
He said that in Southern Agriculture Chemical Corporation vs. 
A. & V. et al., Docket No. 16719, now pending, it was alleged 
that the ‘rates charged on sulphuric acid shipped in the two 
years prior to January 31, 1925, from Copper Hill, Tenn., and 
Nashville territory to points in Oklahoma were unjust and un- 
reasonable, and that the rates from Copper Hill were unduly 
prejudicial to complainant and to that point and preferential 


of Nashville territory, Argentine, Kan., St. Louis and other 
points. 


DETROIT CONNECTING CASE 


Attorney-Examiner C. E. Boles and Engineer-Examiner E. 
Gray, in a proposed report on finance docket No. 3079, proposed 
construction of line by Detroit Connecting Railroad, have rec- 
ommended an adverse finding on the ground that the present and 
future public convenience and necessity had not been shown 
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to require the construction, by the applicant, of a railroad in 
Wayne, Macomb and St. Clair counties, Michigan, extending 
from Delray, in Detroit, via Ecorse, Farmington Junction, Pon- 
tiac and Mt. Clemens, to Marine City, a distance of 86.7 miles. 
The cost of the line, which would be a belt outside of the con- 
gested area of Detroit, was estimated, by the proponents, to 
cost $6,838,286. The plan, the examiners said, would provide 
for fifteen miles of siding and that that would be about enough 
to serve as passing tracks, but would not provide connecting 
tracks for interchange yards, or other yards of importance. 

That estimate, the examiners said, might cover the neces. 
sary initial expenditures of the applicant, but would not repre. 
sent the whole capital cost of obtaining the service of the pro- 
posed line. Cost of equipment, they said, was estimated at 
$2,800,000, including that of ten electric locomotives at $80,000 
each, and of freight car equipment not specified. To finance 
the venture, the examiners said, the promoters proposed to issue 
180,000 shares of stock without par, $6,000,000 of non-cumulative 
preferred stock, $3,000,000 of first mortgage 30-year 6 per cent 
gold bonds and $500,000 of equipment trust notes. They said 
it was represented that those interested in the construction and 
operation of the line could take the securities, when authorized 
and issued, for an amount sufficient to provide $7,350,000, the 
general estimate of cost. 

“Leaving out the equipment trust notes, the applicant pro- 
poses to issue $9,000,000 par value, or principal amount of se- 
curities, and 180,000 shares of stock without par value, to pay 
for construction estimated to cost less than $7,000,000,” observed 
the examiners. “The plan provides only $500,000 for equipment 
estimated to cost nearly $3,000,000.” 

This is the second unfavorable report proposed by the ex- 
aminers. Their first was made on a record that showed no 
opposition. No exceptions were filed to that report. Instead a 
supplemental application and petition for public hearing were filed. 
The hearing was held by the Michigan commission. Opposition 
came at that hearing from the Grand Trunk and the Detroit & 
Toledo Shore Line. The state commission made no recommenda- 
tion, but said it had authorized the appilcant to file its articles 
of incorporation with the secretary of state because it believed 
the promoters were sincere and capable of financing the project, 
with reasonable prospects of constructing the line and oper- 
ating it successfully. After the hearing, the applicant filed its 
finance plan, asking that it be made a part of the original ap- 
plication. 

The examiners said the president of the applicant appar- 
ently was unwilling to admit that any steps had or were being 
taken by the existing railroads to relieve traffic congestion at 
Detroit that would be adequate for that purpose. They said it 
appeared that the proposed line was intended to serve Detroit 
somewhat as the Elgin, Joliet & Eastern, commonly known as 
the outer belt road, served Chicago. They said the situation at 
Detroit did not resemble that at Chicago, where all railroads 
entering that city terminated. All roads entering Detroit, ex- 
cept the Ironton, they pointed out, had lines passing through. 
He said they interchanged a very large amount of traffic origi- 
nating at or destined to Detroit, but very little that passed 
through that city and that, therefore, the proposed line would 
be of little use for interchanging business local to that place, 
since it would require much longer hauls. Moreover, they said, 
existing conditions were not shown to be inadequate for that 
purpose. They pointed out that, broadly speaking, no inter- 
change of through business was made in Detroit, but at points 
outside, as far away as Toledo and Huron. They said that so 
far as east and west business was concerned, the proposed line 
probably would not serve to divert any traffic from the con- 
gested district. It might possibly, they said, in connection with 
the Wabash, Pere Marquette or Ironton, especially the latter, 
serve to divert some north and south business, chiefly to Pon- 
tiac. It might also receive some traffic from the New York 
Central for Pontiac and other points not reached by that system, 
but that the route from Detroit to Pontiac would be very indi- 
rect. From Toledo to points east of Pontiac, they said, the loss 
in distance would be very great as compared with existing 
routes. If such a line were built and much traffic moved over 
it, they said, the existing lines would be jutsified in expending 
large sums to facilitate movement over routes much shorter 
than the proposed line. 

To show the need for a line that would enable industries to 
get out of the congested area, a witness from Detroit testified 
that, in twenty-five years, Detroit would have a population of 
2,182,000 and that the population within forty miles of Detroit's 
city hall would be 2,869,000. 

The applicant estimated that at the end of the first year 
it would have a gross revenue of $4,135,400, operating expenses 
of $2,274,470 and a net railway operating income of $1,521,865 
and that in five years its increase in tonnage would be 41.7 per 
cent. The examiners said no agreements covering interchange 
of traffic had been made with existing carriers. The examiners 
said that six of the witnesses were from Pontiac. That fact, 
they suggested, showed a lack of general interest in the project, 
especially at Detroit. In conclusion they said: 


From the facts of record it would seem that the proposed line 
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October 24, 1925 


would be of little use for the interchange of business local to De- 
troit, and would not be a material factor in relieving congestion at 
tht place either by reason of such interchange or by diverting traffic 
from the congested area; and that, except possibly to give Pontiac 
the service of another carrier, no need is shown for the line as a 
link in a through route from Toledo to points north of Detroit. The 
line has possibilities as a means of opening up new territory to 
industries, thus permitting the establishment of industrial plants 
outside the congested area at Detroit, and to this extent preventing 
the further congestion of those areas. Whether industrial develop- 
ment sufficient to contribute materially to the support of the line 
would be immediate, or would await the exhaustion of industrial 
sites closer to Detroit, is largely a matter of opinion. Gross over- 
capitalization is still proposed. The fact that the applicant intends 
to offer its securities at so great a discount does not indicate much 
confidence in the earning power of the road. On the whole, the evi- 
dence is not convincing that the line as proposed should be built. 
If a sound financial plan were offered, doubts might well be re- 
solved in the applicant’s favor to the extent of authorizing con- 
struction of the line from Delray to Pontiac, or even to Mt. Clemens. 
The case for the remainder of the road is extremely weak: 

Upon the facts of record the commission should find that the 
present and future public convenience and necessity do not require 
and will not require the construction by the applicant of the line of 
railroad described in the application. An order should be entered 
denying the application. 


NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 


H. W. Anderson, chief counsel for the protesting C. & O. 
stockholders, began submission of testimony by his witnesses 
when the hearing on the Nickel Plate application was resumed 
October 19. : 

Everett Jacobs, who said he was president of a real estate 
investment company of New York City and a stockholder in 
the C. & O., testified that he had had a conference with W. J. 
Harahan, president of the C. & O., in New York last January 
at which he had protested that the lease of the C. & O. to the 
Nickel Plate was unfair. He said Mr. Harahan had told him 
that he was in accord with the dissenting stockholders and not 
in sympathy with the terms proposed. Mr. Harahan, when he 
was on the stand recently, was asked if he had made such 
a statement to Mr. Jacobs and he denied that he had. 

William A. Baldwin, vice-president of the Erie, was asked 
some detailed questions about the operations of the Erie and 
was asked to furnish copies of all data which he had furnished 
for use in the case. 


George H. Miner, secretary of the Erie, said in reply to 
questions by Anderson, that F. D. Underwood, president of the 
Erie, had criticized the unification plan in some particulars and 
had not voted for it as a director, on the ground that he repre- 
sented all the stockholders of the company. Anderson remarked 
to the effect that it was very refreshing to find a railroad 
president like that. In response to questions, Miner identified the 
connections of the Erie directors, and answered affirmatively 
when Anderson asked if it were not true that when the lease 
of the Erie was approved on January 23, 1925, only seven of 
the directors were present and that of the six who voted three 
were of counsel for the company and three were associated 
with J. P. Morgan & Co., and the First National Bank of New 
York City, and that Underwood had not voted. Anderson asked 
why Underwood had not voted and Miner said Underwood had 
received a good many letters from stockholders opposing the 
plan and that he had thought as president of the road, repre- 
senting all the stockholders, he had better not vote. Miner 
said he had not heard that Underwood was opposed to the whole 
scheme, but he had heard him criticize it, saying some features 
were bad and some good, and that if he were doing it, he 
would do it differently. Miner said he had heard Underwood 
Say that he felt he had built up a good working machine, that 
the road was in good physical condition, and that just as it was 
about ready to come into its own, it was going into a merger 
on the basis of its earnings in the past, whereas if it could 
wait a few years, it might make a better deal. Miner said 
he thought Underwood felt there were some transportation 
advantages to the plan; that he thought Underwood had said 
that he did not see that the merger would give the. Brie any 
additional business, but that the C. & O., and Pere Marquette 
might obtain more business. Earlier in the hearing, Anderson 
had said that he understood that Mr. Underwood was ill and 
that he would try to get along without calling him as a witness. 

‘Mr. Anderson said that, before closing this phase of the 
case, he would like to know when J. R. Nutt, president of the 
Union Trust Company of Cleveland, and a director of the Nickel 
Plate, would be available. Mr. Colston said he did not know 
when he would be available; that he was still in the west and 
that he did not know when he would return. Anderson said 
Nutt was a director of the C. & O., and one of the four men 
through which control of the entire proposed system would be 
exercised, and that he wanted Nutt on the stand. He asked if 
anyone knew where Nutt was so that a process might be served 
on him. Colston said he did not know. 

_ Mr. Anderson then put Mr. Colston on the stand, and ques- 
tioned him about his relations to all the transactions involved in 
the proposed plan. 


An adjournment in the hearing was taken October 20 until 
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October 26, when Mr. Nutt will appear as a witness. Mr. Col- 
ston said he had received a telegram from Mr. Nutt to the 
effect that he was ready to testify any time he was wanted. 

Before adjournment testimony was given by witnesses for 
the New York & Pennsylvania, a 56-mile short-line railroad 
connecting with the Erie at Canisteo, N. Y., and by Ben B. Cain, 
vice-president and general counsel of the American Short Line 
Railroad Association. 

G. M. Beasor, general manager of the N. Y. & P., and the 
Rev. H. L. Somers, of Canisteo, were put on the stand by Moul- 
trie Hitt, counsel for the short line. When Mr. Beasor sug- 
gested that the condition of the line might be improved by 
larger divisions, Commissioner Meyer remarked to the effect 
that it was incumbent on short-line managers to bring such 
situations to the attention of the Commission, and that the 
Commission could not be expected to hunt out such situations 
if those interested did not act. The Rev. Mr. Somers related 
the efforts that had been made to keep the line in operation and 
told of the necessity for the line. He said a fund of $75,000 
had been raised by public subscription to keep the road alive. 

Mr. Hitt asked Mr. Colston to take the stand as a witness. 
The latter said the Nickel Plate had not received a definite pro- 
posal from the short line, but that the Nickel Plate would exe- 
cute an agreement preserving the present status of the line as 
to routing of traffic. He added, however, that he did not think 
that the Nickel Plate was under any obligation to make a pro- 
posal to assume the losses of the road. Commissioner Meyer 
directed Mr. Colston’s attention to the decision of the Commis- 
sion authorizing the Illinois Central to take over the Gulf & 
Ship Island on condition that the Fernwood, Columbia & Gulf 
be operated by the Illinois Central if the Fernwood should find 
itself unable to maintain operations, and inquired if such a con- 
dition might be applied in the case of the New York & Penn- 
sylvania. Mr. Colston thought such an arrangement might be 
made. Commissioner Meyer, speaking “off the record,” said in 
effect that he had felt that the Commission should go as far as 
it could under the law to preserve railroad service for the 
benefit of those dependent on it, but that he did not think the 
Commission should compel the sale of a short line to a larger 
road. He added that Mr. Colston was entitled to some sort of 
proposal from the New York & Pennsylvania. : 

Mr. Cain submitted a list of competitive short lines that 
might be affectead by the proposed Nickel Plate merger. There 
were twenty roads in the list and of the twenty only the Arcade 
& Attica; Chicago, Attica & Southern; Middletown & Union- 
ville; Youngstown & Ohio River, and the New York & Pennsyl- 
vania suggested allocation with the Nickel Plate system. 

Mr. Cain’s views on the consolidation provisions of the 
transportation act which were filed some time ago were filed 
as an exhibit in the Nickel Plate case. He discussed his view 
that such a merger as that proposed by the Nickel Plate could 
not be approved unless it were in the public interest and that 
it would not be in the public interest unless there was some 
provision made for the allocation of the short lines. Commis- 
sioner Meyer said the Commission had had the Bureau of Fi- 
nance investigate short lines that might be affected in cases 
looking to consolidations. Mr. Cain’s view was that if the Com- 
mission authorized acquisitions of control and did not take the 
short lines into consideration, the opportunity for bringing the 
short lines into such groups would be lost. 


SOUTHWESTERN CONSOLIDATIONS 
The Traffic World Washington Bureau 


Although the Commission, usually, is not told anything about 
the acquisition plans of railroad managers and financiers until 
after they have been practically consummated, members of that 
body have received intimations that the plans of L. F. Loree, 
who acquired the St. Louis-Southwestern from the Rock Island, 
do not provide for the inclusion of the St. Louis-San Francisco 
in his system. On the contrary, his plans are said to include 
the acquisition of not only the Cotton Belt but the so-called 
Choctaw line of the Rock Island, as well. The Choctaw line 
runs from El Reno, Okla., through Oklahoma City to Memphis. 
While it is a paying line it is generally regarded as not at all 
essential to the construction of a system around the Rock 
Island while it would be of value to the Loree Kansas City 
Southern scheme. Wall street, however, has had the idea that 
the St. Louis-San Francisco was an essential part of the 
Loree plan. 

Transfers of the kind indicated, would take the Rock Island 
out of Arkansas and Louisiana. Inasmuch as the inclusion of 
the Rock Island in a system in which the Southern Pacific 
would be the backbone is planned, the exclusion of the Rock 
Island from that territory would not mean much as the Southern 
Pacific had lines in that territory. Transfer of Rock Island 
lines mentioned, it is pointed out, would concentrate the Loree 
system in those states, especially if the supposed Loree ambi- 
tion to obtain control of the Louisiana Railway & Navigation 
line and the Vicksburg, Shreveport & Pacific were realized. 

Washington was inclined to assume that, because the Rock 
Island had given the Cotton Belt to the Kansas City Southern, 
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the acquisition of the Choctaw line was a moral, if not an 
actual, certainty. Transfer of the Cotton Belt to the Kansas 
City Southern was ascribed to the unfavorable proposed report 
made on the acquisition of the Cotton Belt by the Rock Island. 
Those interested were inclined to assume that the proposed 
report would be adopted by the Commission; hence, it seemed 
desirable for the Rock Island to let go of the Cotton Belt while 
possible without absolute compulsion. 

The Loree plan, as outlined by those in Washington who 
believe they have received fairly accurate information, includes 
the following: Kansas City Southern; Missouri-Kansas-Texas; 
Cotton Belt; Choctaw line and its branches, from Kansas City 
to Memphis; Louisiana Railway & Navigation Co., giving the 
system an entrance into New Orleans; and the Vicksburg, 
Shreveport & Pacific in which the Illinois Central has an inter- 
est which it is seeking to have the Commission approve and 
some small independent lines in the southwest. 


MAYBROOK ROUTE CASE 


The Traffic World Washington Bureau 


Arguments are to be set soon in No. 16721, The Central 
Railroad Company of New Jersey vs. New York, New Haven & 
Hartford and Central New England, in which the complainant 
alleges that the New Haven disregards its first section duty to 
enter into through route and joint arrangements with it for the 
interchange of traffic via the New York gateway, violates the 
third section by giving the Pennsylvania and Lehigh Valley a 
preference by entering into such interchange arrangements with 
them via the New York route, violates the fifteenth section by 
forcing the Central to short haul itself and finally violates 
section 208 (b) of the transportation act by forcing the com- 
plainant to accept as divisions via the Maybrook route, sums 
less than were in effect when federal control ended. 


The complainant alleges that the action of the New Haven, 
in cutting out carfloat interchange with it in 1908, deprived it 
of 73 miles of its route between Easton, Pa., and Jersey City; 
that while that may not have been illegal at the time it was 
done, it certainly was an illegal situation in 1924 when the 
complaint was filed and the Commission asked to require the 
New Haven to quit, not only its preference for the Pennslyvania 
and the Lehigh Valley but to enter into arrangements for the 
interchange via New York harbor, as required, the Central 
contends, by the statute as it now reads. In addition the Cen- 
tral raised the question as to whether the division allowed by 
the New Haven on anthracite via Maybrook was not discrimin- 
atory in favor of the other trunk lines using the New York 
route. The complainant alleged that 90 per cent of its hard 
coal traffic, by the closing of the New York gateway to its 
traffic, had been forced to the Maybrook route at a division 
lower than via New York. 


The New Haven, in its defense, has asserted that its closing 
of the New York route to Central of New Jersey traffic was to 
prevent congestion of that route. It suggested that the Central, 
by its acts prior to the closing of the New York gate showed a 
preference for the Maybrook route. 

The Central of New Jersey has contended that opening the 
old route would not add more than 85 cars per day to the volume 
of traffic whereas the facilities were equal to the handling of 
150 cars more than are handled. It suggested that by embargo 
on the part of the New Haven the route could be closed in cases 
of real congestion or by the Commission in the exercise of its 
power over car service. 

The complaining road asserted that the refusal of the New 
Haven to restore the gateway closed in 1908 deprived it of 
at least $700,000 a year of revenue in addition to depriving 
shippers from a large part of the territory served by it and its 
connections placed under the interdict of the New Haven of 


alternative routes, via the Central of New Jersey, into New 
England. 


FRISCO BONDS AUTHORIZED 


The St. Louis-San Francisco has been authorized to issue 
$1,750,000 of prior-lien 5%4 per cent mortgage bonds in connec- 
tion with the purchase of stock of the Jonesboro, Lake City & 
Eastern Railroad Company. The Frisco was heretofore author- 
ized to acquire control of the Jonesboro by purchase of stock 
and lease. The bonds will be used to pay for the stock. 

In the formal report authorizing the St. Louis-San Francisco 
to acquire control of the Jonesboro, Lake City & Eastern, ex- 
tending from Jonesboro to Barfield, Ark., with a branch from 
Wilson Junction to Wilson, Ark., a total of approximately 86 
miles, the Commission explained that the Frisco was to acquire 
the Jonesboro’s outstanding capital stock, consisting of 6,000 
shares, for $1,750,000, with interest thereon at the rate of 5 per 
cent from August 1, 1925, to date of payment. Commissioner 
Eastman, dissenting, said: 


In this case the St. Louis-San Francisco proposes to acquire 
all of the capital stock of the Jonesboro, Lake City & Eastern, to 
pay off all of the latter’s indebtedness, and to take a lease of all its 
property for a term of 99 years. In my opinion this is a consolida- 
tion of these carriers into ‘fa single system for ownership and op- 
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eration,”’ which we are without authority to approve under present 
conditions. If it is not such a consolidation, then the distinction 
which paragraph (2) of section 5 of the interstate commerce act at- 
tempts to make between such a consolidation and a mere acquisi- 
tion of control has the substance of a phantom. 


MINIMUM ON POTATOES 


The minimum weight requirement on shipments of potatoes 
from points in Alabama to destinations in Illinois, Indiana, Ohio, 
and Michigan, from May 20 to July 30, 1923, is protested in 
Docket 17164, the Atmore Produce Company against the Mussel 
Shoals, Birmingham & Pensacola et al., heard before Examiner 
Bronson Jewell at Chicago, October 22. 

L. A. Newell, for the complainant, said that all but five of 
the 85 cars shipped originated on the line of the M.S. B. & P., 
and that they moved on the basis of a 30,000 pound minimum. 
It was his contention that this minimum was too high and that 
it was conducive to a spoilage in potatoes of approximately 40 
per cent. He pointed out that, on the shipments north by the 
L. & N., the connecting line, the minimum was 24,000 pounds. 
With that minimum, he said, spoilage only amounted to about 
from 3 to 5 per cent. He testified that efforts were made to get 
the originating carrier to reduce its minimum requirement, but 
it was not until October, 1923, that the minimum was lowered to 
24,000 pounds. The complainant sought reparation to the extent 
that rates based on the greater minimum exceeded those on the 
lower. There were also some instances of straight overcharge 
claims which the complainant had not yet presented to the car- 
rier, according to the witness. 

B. F. Morris, for the L. & N., said that, with regard to the 
overcharges, he had checked the tariffs and found that the rates 
claimed by the complainant were correct and that, if it was 
found the shipments moved over carrier’s party to the L. & N. 
tariff and all conditions of transportation were complied with, 
there would be no objection by the L. & N. to participating in a 
refund io the shipper. With regard to the minimum, he said, he 
hardly thought the later revision of the minimum was a proper 
basis for seeking reparation on earlier shipments. He also testi- 
fied that the 30,000 pound minimum was common on Carriers in 
the south, and said the average loading in the whole United 
States of all potatoes was 32,000 pounds in 1924. 


HEARING ON REPARATION 


Claims for reparation are made in dockets 17109 and 17337, 
Racine Crushed Stone Company against the C. M. & St. P. et al., 
heard before Examiner Bronson Jewell at Chicago, October 20. 
The cases were heard separately and Docket 17109, involving a 
charge for interchange of shipments between the Milwaukee and 
the North Shore at Rondout, Ill., was taken up first. 

Merrit W. Deutsche, general salesmanager for the complain- 
ant, testified as to the movement of shipments of sand from Be- 
loit to Beach and Waukegan, IIl., and to the payment and bear- 
ing of charges by the complainant. 

Burton H. Atwood, for the complainant, said the company 
owned a pit between Libertyville and Rondout through which 
there was a track that could be used to interchange shipments 
from the Milwaukee to the North Shore. He pointed out that, 
coming from Beloit, the C. M. & St. P. normally carried ship- 
ments to Libertyville, at which point the shipments were sent to 
Rondout for interchange and a charge of $2 was made for per- 
forming the service. He said he had held conferences with Mil- 
waukee traffic officials and had reached an understanding that 
shipments might be interchanged through the pit without the 
assessment of the $2 charge. He said he had routed shipments 
to have them move in that fashion, but that they had been sent 
on to Rondout and the interchange charge made. It was for the 
charges made on shipments through the pit tracks, but moved 
otherwise, that reparation was sought. 

O. T. Cull, for the C. M. & St. P., said it was not practicable 
to handle traffic over the track through the pit, for the reason 
that there was refuse on it in places and the track was not in 
good condition. Furthermore, he said, the Milwaukee had no 
authority to send its engine over the track to give cars to the 
electric line. Mr. Cull’s competency as an operating witness was 
questioned, but his testimony was allowed to stand, after he had 
detailed his operating experience, subject to objections by Mr. 
Atwood. 

Docket 17109, involved the absence of any specific rates on 
crushed stone from the quarry of the complainant, shipping at 
Racine Junction, to Chicago and points in Illinois, from June, 
1923, to June, 1924. Previous to the earlier date, a rate of 3 
cents was in effect on crushed stone, according to the testimony 
of Mr. Atwood, but after June, 1923, and until June, 1924, when the 
rate was restored, a cancellation of the tariff carrying the specific 
rate left only the distance scale to be applied. He showed that 
crushed stone was in competition with gravel from Fontana, 
Wis., and that a rate of 3% cents was applicable from that point. 
What the complainant sought was reparation to the basis of 3% 
cents a ton for shipments made in the period when there was nO 
specific rate. 

O. T. Cull, for the Milwaukee, said the distance rates were 
those legally applicable and were reasonable per se and that, 
therefore, the complainant was not entitled to reparation. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Pulishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Railroad Commissioners’ Authority to Compel Train Connections 
of Competing Lines Stated: 

(Supreme Court of North Dakota.) Under section 4777 and 
section 4779, C. L. 1913, the railroad commissioners of the state 
have authority to compel train connections of competing lines 
when they are within one-half mile of any common point, when 
such connection does not place a burden on interstate com- 
merce.—Milhollan et al. vs. Great Northern Ry. Co. et al., 204 
N. W. 994. 

Transportation Act Held Not to Impair Right of State to Require 
Reasonable Service for Intrastate Business, Execpt Regula- 
tions Inconsistent with Order of Interstate Commerce Com- 
mission: 

The federal transportation act Feb. 28, 1920 (U.S. Comp. St. 
Ann. Supp., 1928, sec. 10071%4 et seq.), does not affect intrastate 
commerce only as incidental to the effective regulation of inter- 
state and foreign commerce, and specifically reserves to the 
state the power to compel the construction of spurs, switching 
or side tracks, located or to be located wholly within one state, 
and nothing in said act impairs or affects the right of the state 
in the exercise of its police power to require just and reason- 
able freight and passenger service for intrastate business, ex- 
cept so far as such regulations are inconsistent with any lawful 
order of the Interstate Commerce Commission.—Ibid. 

Evidence Held to Sustain Order Requiring Connection Between 
Railroads; Order Held Not to Take Property Without Due 
Process of Law and Not in Deprivation of Equal Protection 
of Law: 

The evidence in this case sustains the findings, conclusions 
and order of the railroad commissioners, and the findings, con- 
clusions, order, and judgment of the district court, it appearing 
therefrom that the building of the connecting line will not be 
an unreasonable burden upon interstate commerce, nor does it 
take property without due process of law or deprive anyone of 
the equal protection of the law.—Ibid. 


SUPREME COURT ACTION 


The Supreme Court of the United States this week granted 
petitions for writs of certiorari in No. 683, C. R. I. & P. vs. 
A. D. Schendel, administrator, and in No. 684, C. R. I. & P. vs. 
Fred A. Elder, personal injury cases. Petitions were denied in 
the following personal injury cases: No. 617, New York Cen- 
tral vs. Frank Sanders; No. 666, C. & O. vs. John T. Diederich, 
administrator, and No. 669, J. W. Ellenberg vs. Birmingham Belt. 


K. C. S. VALUATION CASE 


The Supreme Court of the United States this week denied 
the petition of the Kansas City Southern and affiliated lines for 
a writ of certiorari in No. 676, United States ex rel. Kansas City 
Southern et al. vs. Interstate Commerce Commission, thus de- 
clining to review decisions of the lower courts of the. District 
of Columbia which refused the carriers’ prayer for a writ of 
mandamus requiring the Commission to do certain things in 
making a valuation of the carriers’ properties (see Traffic World, 
Aug. 29, p. 458). The action of the highest court sustained 
the contention of P. J. Farrell, chief counsel of the Commission, 
that the correctness of the Commission’s conclusions of either 
law or fact in a valuation case could not be challenged in a 
proceeding in mandamus. : 


FREIGHT CLAIM CASE 


A decision giving a freight claim case preference in order 
over other litigation has been handed down by the Supreme 
Court, Erie county, New York. The shipment involved was a 
carload of grapefruit that had frozen in transit and for which 
claim was filed with the carrier by J. H. Eppolito, consignee. 
The car moved by way of the Atlantic Coast Line, issuer of the 
bill of lading, to Buffalo, N. Y. On declination of the claim, the 
consignee filed suit against the carrier. It is common, according 
to the decision, for two years to elapse before the plaintiff can 
get a negligence action to trial in this country. The case in- 
volved here was stipulated as a matter of test to see whether 
freight claim cases might not be considered essentially com- 
mercial causes and to relate to business in which the pubilc 
has a vital interest, and, therefore, receive preference on the 
legal calendar. Judge H. N. Crosby decided that such cases 
were entitled to preference, and decided, in part, as follows: 


ss These freight claims are essentially commercial causes. At 
ast, they arise out of commercial transaction. Moreover, they 
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relate to a business in which the public has a vital interest. 
Plaintiff has to pay his freight before he can even open the car 
and look at his goods to see whether they are damaged or not. 
Months are consumed by the defendant in passing upon plaintiff's 
claim. In this county two years pass before the plaintiff can 
get a negligence action to trial. If a plaintiff, having a legiti- 
mate freight claim, is kept from his relief for two or three years 
or more, a heavy tax is thereby laid upon commercial business. 
If a plaintiff's claim be not legitimate, it does no harm to have 
that fact determined speedily, for railroads are in the highest 
sense public utilities. The rates they may charge to all are, to 
some extent, determined by the claims they pay to some. 


The defendant pleaded that the case was based on negli- 
gence and therefore not entitled to preference, but the decision 
pointed out that the complaint had avoided any claim of neg- 
ligence. The decision, according to parties concerned, will re- 
sult in speeding up freight claim cases from two to three years. 


SAN PEDRO VALUATION 


In a supplemental report in Valuation Docket No. 26, San 
Pedro, Los Angeles & Salt Lake, the Commission has increased 
the final value of the owned and used property from $45,000,000 
to $45,200,000, as of June 30, 1914, the increase resulting entirely 
from an increase in the allowance for working capital. The 
Commission’s valuation in this case was the subject of proceed- 
ings in the United States District Court for the Southern Dis- 
trict of California. The court received evidence in the case 
and transmitted it to the Commission. The Commission then 
issued a report affirming its original finding as to value, but 
reopened the case as to the value of water rights and the amount 
that should be allowed for working capital. The supplemental 
report was the result of the latter action. 
at 


TENTATIVE VALUATION REPORTS 


The East Broad Top Railroad & Coal Co., as of June 30, 1917, 
total owned, $1,645,085 and total used $1,649,685. 

Charlotte, Monroe & Columbia Railroad, owned and used 
$146,880, as of June 30, 1918. 


Marianna & Blountstown, as of June 30, 1918, owned and 
used, $127,945 and total used $190,440. 


SUBSIDY OF MOTOR CARRIERS 


Interstate motor buses, under present conditions of taxation 
in Massachusetts, are practically subsidized, with ruinous re- 
sults to the railroads’ passenger business, Thornton Alexander, 
counsel for the Boston & Maine Railroad, said at the dinner 
meeting of the 13th Annual Tax Conference at Springfield, Octo- 
ber 22. A somewhat similar condition obtains in other New 
England states, he said, adding that the motor vehicle common 
carrier should be made to pay its fair share of the expense 
of constructing and maintaining its right-of-way and, in addition, 
like any other good citizen, should contribute to the general ex- 
penses of government. 


Asserting that under present conditions the railroads are 
made to contribute from 15 to 20 cents of their tax dollar for 
the highways on which their competitors operate, Mr. Alexander 
continued: 


; Mr. Commissioner Long in 1924, told us that, in the year 1923 
in the state of Massachusetts, the expenditures on highways 
amounted to approximately $45,000,000, of which the motor ve- 
hicles paid in taxes, registration and other fees only about $20,- 
000,000, leaving $25,000,000, to be raised from general taxation. 
Put in another way, out of every dollar of taxes collected from 
the general public, including the railroads, 15 cents to 20 cents 
was spent upon the highways. In Massachusetts alone the Bos- 
ton & Maine annually pays nearly $1,500,000, in taxes, of which 
approximately $250,000 goes into highway expenditures for the 
benefit of competing forms of transportation. 
. In Massachusetts there is no gasoline tax. 
istration fee for the motor coach is $20. If operated by a cor- 
poration, there is no personal property tax. The corporation 
may pay an annual tax as low as $5. Usually net income is 
consumed by charging against it an offsetting amount of depre- 
ciation. The result is that the interstate passenger motor vehicle 
common carrier as a rule pays a tax of only $20. It should be 
said, however, that, beginning January 1, 1926, the fees in Massa- 
chusetts will be materially increased. 

Yet we still have a situation where the interstate motor ve- 
hicle passenger common carrier is practically subsidized in its 
operation as compared with the railroads, causing an expansion 
— its proper economic limits to the great injury of the rail- 
roads. 

Consider, if you please, the difficulty which a railroad en- 
counters in keeping its passenger service up to date. The rail- 
road builds its own right-of-way; has an annual maintenance 
charge of from $1,500 to $5,000 per mile, and in addition pays 
heavy taxes for general purposes, a large portion of which goes 
— the building and maintenance of highways for its competitors 
o use, 

On the other hand, the interstate motor vehicle common car- 
rier in Massachusetts has the highway right-of-way built and 
maintained for it; pays a nominal fee annually therefor, and 
practically nothing whatsoever for the general purposes of gov~ 
ernment. 

This subsidized position of the motor vehicle coach in Massa- 
chusetts is ruinous to the railroad’s passenger business, especially 
where there is a large commuting business. 

On the Boston & Maine Railroad 60 per cent of its riders 
bring in 20 per cent of its passenger revenue. If, therefore, you 
reduce the 40 per cent of standard full fare riders, you leave to 
the railroad only its unprofitable commuters. The results, with 
the loss of this profitable business, necessarily must be both a 
diminution of the number of trains and increased commuters’ 


The annual reg- 
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rates. Incidentally, shippers of freight in the end must make up 
any deficiencies of passenger revenues, because, I think it will be 
agreed the railroads are at least entitled to make both ends meet. 

The Boston & Maine Railroad is endeavoring to combat this 
situation by the introduction of gasoline and gas-electric cars. 
For example, in the Connecticut River Valley, where we are at- 
tacked by three outlaw concerns operating in practicaily subsi- 
dized competition with the railroad, we are shortly to install a 
gas-electric car to be the largest in the world, 73 feet long and 
seating 108 passengers, especially designed for the Boston & 
Maine Railroad. : . : 

If, however, the gas car operating in coordination with steam 
rail service which is all-essential for long-haul and peak-load 
business does not stem the tide, then there will be nothing left 
for the railroad to do but reduce the number of trains and increase 
rates, and the patrons of the railroad may then say good-bye to 
low commuters’ fares. . 

And so, I believe that, the motor vehicle common carrier on 
the highway should not only be made to pay its fair share of 
the expenses of construction of its right-of-way and the main- 
tenance thereof, but in addition it should contribute, like any other 
good citizen, to the general expenses of government, thus placing 
itself more upon a parity with the existing forms of transporta- 
tion which must be kept in operation. 


The speaker said he was in favor of gasoline taxes and reg- 
istration fees by motor vehicles sufficient to cover the cost of 
construction and maintenance of the highways, or at least a 
very substantial part thereof. “In addition, I propose that each 
state have a franchise tax upon the common carrier freight and 
passenger motor vehicle operator—an earnings tax on the gross- 
net plan apportionable on the basis of earnings within each 
state.” The gross-net tax was explained as a minimum tax on 
gross earnings where there are no net earnings, or where net 
earnings are relatively small, then increasing gradually as the 
proportion of net earnings to gross earnings increases. 


BUS AND TRUCK OPERATION 


Motor-coach operation, the standardization and regulation of 
motor-coaches, and the handling of freight and store-door deliv- 
eries by motor truck are to be discussed at a national auto- 
motive transportation meeting of the Society of Automotive 
Engineers in Philadelphia November 13 and 14. 

R. B. Stoeckel, Connecticut commissioner of motor vehicles, 
is to present the subject of motor-coast standardization and 
the regulation of motor-coach operation from the standpoint of 
state authorities. 

The handling of freight by motor trucks in cooperation with 
the railroads and the associated subject of direct deliveries of 
freight from railroad terminals to consignees’ doors are to be 
dealt with in papers by Joseph Scott, of Scott Bros., Philadel- 
phia, F. H. Kulp, of the Kulp Transportation Lines, Buffalo, and 
a representative of a Canadian organization. 

Dr. E. J. Cattell, of Philadelphia, is to be the principal 
speaker at the banquet, at which A. F. Masury, of the Interna- 
tional Motor Company, will act as toastmaster. B. B. Bachman, 
of the Autocar Company, F. C. Horner, of the General Motors 
Corporation, and A. J. Scaife, of the White Motor Company, are 
to be chairmen, respectively, of the sessions on standardization, 
freight handling and motor-coach operation. 


EMBARGO ON FLORIDA SHIPMENTS 


The Traffic World New York Bureau 


Following the strike of Atlantic Coast Line telegraphers 
last Monday, the American Express Company has announced an 
embargo on all Florida shipments, including all perishables and 
commodities in transit to or through Jacksonville. The official 


announcement on the strike situation by Atlantic Coast Line 
Officials follows: 


Throughout the negotiations which led up to the present situ- 
ation, the Atlantic Coast Line has scrupulously complied both with 
the letter and the spirit of the law and with the orders of the 
Labor Board. The Order of Railroad Telegraphers agreed readily 
enough to submit the case to the Railroad Labor Board for settle- 
ment, but refused to accept the decision made by the board after 
exhaustive investigation and has ordered a strike because the 
a which they had asked the board to make did not satisfy 
them. 

The Labor Board decided that the demands of the organiza- 
tion for a general increase of wages and for a vacation rule were 
not justified. It instructed both parties to look into the question 
of eliminating inequalities in the pay of some positions. For 
this purpose conferences were held by the Atlantic Coast Line 
with representatives of the telegraphers in an effort to reach an 
amicable settlement of this issue, remanded by the Labor Board, 
and the Atlantic Coast Line, after negotiations lasting for a 
period of five weeks, made an offer to adjust the rates of pay of a 
substantial number of positions involved. 

This offer was refused by representatives of the telegraphers, 
who on September 16 broke off negotiations with the statement 
that they would not further discuss the question of removing 
inequalities, but would demand again a general increase and 
vacation for all men. When the Atlantic Coast Line suggested 
that the matter should be referred again to the Labor Board in 
accordance with directions by the board that this be done if no 
settlement was reached, the representatives of the organization 
refused to join in such action. 

The Atlantic Coast Line, therefore, informed the Labor Board 
of its failure to reach a settlement, and the Labor Board imme- 
diately assumed jurisdiction over the controversy and ordered 
both parties before it at Chicago for a hearing on October 9. 
Officers of the Atlantic Coast Line appeared as ordered, but the 
telegraphers’ organization declined to comply with the boards 
instructions and did not put in an appearance. In view of this 
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the Labor Board decided to send three members to the property 
to investigate the whole situation, one member representing the 
public, who is vice-chairman of the United States Railroad Labor 
Board, one representing the organizations and one representing 
the railroads. 

The representatives of the Labor Board are now on the prop- 
erty getting the facts in regard to the situation, so that a report 
can be made to the full membership of the Labor Board, following 
which the board has announced that a prompt and final decision 
would be made, and the company will be governed by that deci- 
sion. The strike has been called without waiting for this action 
by the United States Railroad Labor Board. It is in direct def- 
ance of the law. 


LABOR BOARD HEARING 


The Railroad Labor Board was asked to proceed no further 
with the hearing and to drop the case with regard to a dispute 
as to wages between the engineers and firemen and the Western 
Maryland, on motion of the carrier at the hearing before the 
board October 19. The hearing was called on petition of the 
men. 
W. H. Maynard, counsel for the carrier, said the men who 
were represented at the hearing by the officers of the organiza- 
tions were not in the employ of the road, having withdrawn 
from service on a strike order from officials of the organization. 
He said that, despite their withdrawal, there had been no inter. 
ruption of interstate traffic, with the exception of freight traffic, 
which was now moving at 100 per cent volume and efficiency. It 
was his position, since there was no interruption of traffic and 
since the workers party to the dispute were not in the employ 
of the carrier, that the board was without jurisdiction in the 
matter. 

Chairman Hooper said that the motion would be considered 
in the disposition of the case, but that the hearing would con- 
tinue. 

Fred Barr, vice-president, Brotherhood of Locomotive Engi- 
neers and Firemen, read a statement into the record, setting 
forth the employes’ view of the facts of the case. He said that 
negotiations had been begun with the road in 1923 and continued 
through a series of conferences for two years. The object of 
the men had been, he said, to get increases in wages. These in- 
creases had been modified, but even then the carrier refused to 
grant them, and finally the carrier issued a bulletin demanding 
that all employes sign up permanently at the old scale. Mr. 
Barr said that the men wanted the equivalent of the New York 
Central increases, or about 5 per cent, that all the employes of 
Class 1 roads had received. The carrier, however, carried out 
its demands and when some of the employes would not sign per- 
manently at the old scale, they were discharged, he said. It was 
not until then, he said, that the strike order was given, and then 
it was done in self protection. 


RATES ON REFUSE 


Hearing in I. and S. 2515, involving rates on ashes, cinders 
and mill refuse between points on the Indiana Harbor Belt, was 
held before Examiner Bronson Jewell at Chicago, October 21. 
The tariff suspended published an increase in the rates on waste 
and refuse from $8.10 to $12 a car. 

A. H. Ward, general freight agent, the I. H. B., testified that 
the low rate on refuse had originally been put in to help the 
industries that were beginning to locate on the tracks of the 
line he represented. He said that formerly this refuse was 
wasted, that it piled up at the different industries and had to 
be got rid of as cheaply as possible, so the road made the low 
rate to enable the industries to waste the refuse at the lowest 
possible cost. He said that now, however, uses were being 
made of the refuse, that it was screened and milled in some 
cases, made into cement in others, and, in several instances, was 
sold for filling purposes and, therefore, the road felt that it no 
longer had to maintain the low rate, which was confiscatory in 
nature and came no where near paying its share of the burden 
of transportation expense. 

Ne: D. Connelly, operating as an individual, said he con- 
tracted to handle refuse from industries along the line of sev- 
eral roads in the Chicago switching district and that the I. H. B. 
was one of them. He said it would be difficult, if not impossible, 
to carry out contracts for the coming year on the basis of the 
higher raté charged for hauling the refuse over the I. H. B. 
He said he had not, to his knowledge, ever handled any ashes 
or refuse of which a commercial product was to be made. 


NATCHEZ CASE MODIFIED 


The Commission, upon petition of the Louisiana & Arkansas 
for modification of the order in No. 16164, Natchez Freight & 
Traffic Bureau vs. Missouri Pacific et al., has issued the fol- 
lowing order: 


It is ordered, That the order entered in this proceeding on July 
16, 1925, whereby certain ferry tolls are added to distance rates on 
grain, grain products, and cotton seed meal and hulls, in less than 
carloads from the west bank of the Mississippi River, in determining 
interstate rates from Natchez, Miss., to points in Louisiana west of 
the Mississippi River, be, and it is hereby, modified os as to permit 
of the addition of such ferry tolls to the appropriate joint line bases 
from the west bank in determining said interstate distance rates, 
but otherwise said order shall remain in full force and effect. 
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N. A. R. U. C. CONVENTION 


The Trafic World Washington Bureau 


The problem faced by state commissions with respect to 
requiring railroads to give service at a loss in competition with 
motor vehicles was submitted for the consideration of the N. A. 
R. U. C. convention last week by Commissioner Greenleaf, of 
Kansas, in the report of the committee on service of public 
utility companies. The report was received for printing. 

“A new problem has been forced upon the public service 
commission by the rapid development of motor vehicles,” said 
the commissioner, continuing, in part, as follows: 


What does the future hold for unprofitable branches of 
railroads? Shall the railroads be allowed to discontinue branch 
lines from which a large part of the business is being taken by 
private cars, busses and trucks, or shall they be compelled to 
increase the frequency of service and render service equivalent 
to that given by motor carriers, and this, even though it necessi- 
tates a change in their equipment and method of operation. Can 
the motor carrier replace the branch line of the railroad in all its 
service or can it only deprive it of enough business to ruin it 
financially? ‘These are vital questions now confronting com- 
missions. 

The use of privately owned car and the motor bus has 
reduced local passenger business of railroads to such an extent 
that they have flooded the commissions with applications to dis- 
continue the operation of many local passenger trains. Recently 
a great railroad company, in the state in which the chairman 
of this committee resides, applied for permission to discontinue 
the only passenger train which was operating over a branch line 
eighty miles in length, traversing a very fertile well-developed 
farming community and serving twelve villages and towns having 
a total population of approximately 100,000 inhabitants, nine of 
these villages and towns having no other railroad service, thus 
leaving nine prosperous agricultural centers totally without 
railroad passenger service if the applications had been granted. 

As a large part of the L. C. I. freight on branch lines is 
handled by trucks and as the passenger business at many of the 
stations has become very light, the carriers are making appli- 
eation for authority to substitute caretakers and custodians for 
agents, and in many instances they are making application to 
close the stations entirely. This elimination of service, long 
furnished to communities by the railroads, is being vigorously 
protested by the patrons. It is, however, difficult to determine 
how much service of this character the commissions are justified 
in asking the carriers to furnish. 

In the matter of service the public service commissions stand 
between the patrons on the one hand and the common carrier 
and the public utility companies on the other. Tact and common 
sense should be used in the exercise of our regulatory authority. 
Efficient, sufficient, and as nearly as possible, equal service, should 
be furnished to all patrons. Unreasonable demands on the part 


of the patrons should be tactfully discouraged by the regulatory 
bodies and refused. 


H. H. Hannah, chairman of the Tennessee commission, de- 
livered an address in which he emphasized the importance of 
cooperation in regulating public utilities. 

O. C. Merrill, executive secretary of the Federal Power 
Commission, spoke on state and federal cooperation in electric 
utility regulation. 


Henry G. Wells, of the Massachusetts commission, sub- 
mitted the report of the committee on public utility rates, 
dealing with street railway, telephone, gas, and electric rates. 

Reports were received from the committee on statistics 
and accounts of public utility companies, W. H. Hammond, of 
Illinois, chairman; and from the committee on capitalization 
and intercorporate relations, Joseph F. Autenreith, of New 
Jersey, chairman, the latter being submitted by Secretary 
Walker. 

Lewis E. Pierson, of New York, vice-president of the Cham- 
ber of Commerce of the United States, in an address at the 
reception given to the commissioners by the Chamber, said the 


task of the commissioners was more than that of policing of 
public utilities. 


“You occupy a key position in the complex machinery of 
industry and commerce upon which America relies for the 
preservation of high wages, steady employment, flourishing 
business and national prosperity,” said he. “Today, as»never 
before, there is need of broad vision in the guidance of the 
great forces which are building for the future prosperity of 
our country.” 

Mr. Pierson said regulation was proper but that the em- 
phasis thus far “has been all too much on the restrictive powers 
of public regulation and too little stress has been plced upon 
public encouragement of the utilities which are essential to our 
national welfare.” 

In response, President Ainey, of the association, said the 
public service commissions desired to encourage and to stimu- 
late public utilities to give adequate service. He said regula- 
tion had not retarded but had rather fostered the progressive 
and stable growth of utilities. He said he could assure the 
Chamber that the commissions “will not knowingly place 
stumbling blocks or needless restrictions in the path of the 
utilities to hamper their progress or stultify their growth.” 


Intercoastal Rate Regulation 


The text of the resolution adopted by the National Associa- 
of Railroad and Utilities Commissioners at its closing session 


providing for regulation of intercoastal water carriers by the 
Commission follows: 
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Resolved, That in order to stabilize rates and services and to 
prevent rate wars between the transcontinental rail lines and the 
ocean lines passing through the Panama Canal between the Atlantic 
and Pacific coasts, as well as to prevent serious rate wars between 
the Canal lines themselves, the National Association of Railroad and 
Utilities Commissioners is of the opinion that such intercoastal or 
Canal lines should be placed under the regulatory jurisdiction of 
the Interstate Commerce Commission as to rates, services, etc., to 
the same extent that the rail carriers now are; 

Resolved further, That the committee on state and federal legis- 
lation be requested to bring this resolution to the attention of Con- 
gress and, on behalf of this association, to support the enactment 
of appropriate legislation providing for such regulation. 


A brief discussion preceded adoption of the resolution. Sev- 
eral members wished to be certain that the legislation proposed 
by the resolution would affect only intercoastal water carriers 
operating through the Panama Canal. Proponents of the resolu- 
tion said that was the purpose and intent of the resolution. Com- 
missioner Otto Bock, of the Colorado commission, submitted to 
the executive committee a draft of a proposed resolution provid- 
ing for regulation by the Commission of the intercoastal carriers 
through the canal. The executive committee redrafted the reso- 
lution and recommended its adoption. Only a few “noes” were 
heard when the resolution was declared adopted. 

The resolution was supported actively by Commissioner 
Shaughnessy of the Nevada commission, and Commissioner Wil- 
liams of the New Mexico commission. Both commissioners have 
reper..c-'y appeared. before congressional committees in support 
of the various long-and-short-haul bills that have been before 
Congress. After adoption of the resolution, Commissioner 
Shaughnessy expressed the opinion that the stand taken by the 
association would go far toward settling the long-and-short-haul 
issue between the intermountain country and the transcontinental 
rail lines. Commissioners Williams and Shaughnessy have advo- 
cated regulation by the Commission of the intercoastal water 
carriers as a solution of the long-and-short-haul problem as it 
has related to the intermountain country. 

The text of the resolution relating to amendment of section 
13 of the interstate commerce act, which was approved and re- 
ferred to the committee on co-operation with the Commission, 
follows: 


Resolved, That this association declare itself in favor of an 
amendment to section 13 of the interstate commerce act to the 
effect that before the Interstate Commerce Commission may issue 
an order directly affecting intrastate rates in any state a rea- 
sonable time must be given to the state authorities concerned to 
make such readjustment of their intrastate rates as will comply with 
the provisions of the federal law found to be contravened. 


In discussion preceding adoption of a motion proposing that 
legislation regulating motor vehicle transportation in interstate 
commerce should be limited to common carriers, General Solicitor 
Benton said the committee handling that subject would be glad 
to have the association express itself on that point. He said the 
proposed bill drafted by the committee was designed to reach all 
transportation for hire by motér vehicles. He said the commit- 
tee would like to know whether the proposed legislation should 
stop at common carriers or go beyond. President Ainey ex- 
pressed the view that there would be no regulation of purely 
private carriers. He said after enactment of legislation disputes 
might arise as to whether, in a given case, a motor vehicle 
operator was a common carrier or a private carrier, and that 
these would naturally have to be settled by the courts. 


Transportation Education 


The following resolution, submitted by Commissioner Lewis, 
of the federal Commission, chairman of the committee on public 
relations was adopted: 


Whereas, the Thirty-Sixth Annual Convention of this Associa- 
tion declared in favor of a well directed program of education, to 
the end that our citizens may obtain a more thorough knowledge and 
appreciation of regulatory problems and of the duties and respon- 
sibilities of regulatory bodies; also declared in favor of the intro- 
duction of instruction in schools and colleges in the fundamentals 
of vaiuation, rate making and regulation, and also requested that 
educators and text book authorities give the subject serious con- 
sideration; and, 

Whereas, the Thirty-Seventh Annual Convention received with 
no adverse comment and expressions of approval a recommendation 
of the standing committee on public relations that steps be taken 
to introduce into the upper grades of the elementary schools, the high 
schools, and higher educational institutions, courses of study de- 
signed to bring into recognition the complexities of modern life that 
have brought into existence regulation of common carriers and public 
utilities, and also the study of regulatory problems and the duties 
and responsibilities of such regulatory bodies. 

Therefore, be it resolved, and directed, that the committee on 
public relations make ‘such survey of what, if anything, on this 
subject and matters of vital concern is now taught in the elementary 
schools, the high schools and higher educational institutions of the 
various individual states, and to take such steps as may be deemed 
to be advisable to bring into realization the declaration of the 
Thirty-sixth Annual Convention. 

Be it further resolved that, if it be found necessary to employ 
expert aid in the drafting of text, for purposes stated in the sup- 
plemental report of the Committee on public relations submitted to 
the convention on October 14, said committee shall take up the matter 
of such an appropriation of funds of this association with the execu- 
tive committee of the association, and the two committees are hereby 
clothed with power to act in such matters. 


Commissioner Webster, of Iowa, submitted the report of the 
committee on state and federal legislation. The report reviewed 
briefly the history of what transpired at the last session of Con- 
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gress with respect to railroad legislation and stated that nothing 
was done. Continuing, the report said: 


Accordingly, the amendments to the transportation act, which 
this association urged by resolution adopted at our conventions held 
in Atlanta, Detroit, Miami and Phoenix, remain as yet unacted 
upon. 

The situation is a strange one. There is fairly general agree- 
ment among those who understand the transportation act, as the 
courts have construed it, that amendments are required and must 
some time be made. 

Before this the act would doubtless have been amended if there 
had been agreement among those who regard amendments as in- 
evitable; but there is no such agreement. 

There are those who would amend the act along the lines advo- 
cated by this association for the restoration and safeguarding of 
the rate-making powers of the states; others would amend only 
to perfect the machinery whereby state rate-making powers may 
be effective and conveniently nullified. In short, there are many 
and varied ideas as to what should be done. 

In the opinion of your committee, however, the dominant senti- 
ment in each House of Congress during the past four years has been 
favorable to amendment substantially along the lines advocated by 
this association; but a like sentiment has not predominated in the 
committees which have dealt with transportation legislation, or 
with those most potent in shaping the activities of Congress. 

It is due to Senator Smith, chairman of the Senate Committee 
on Interstate Commerce at the last session, and to several, if not 
a majority, of his associates, to say that their attitude towards that 
legislation appeared sympathetic. We are hopeful that at the ap- 
proaching session that attitude may continue and prove to be that 
of the committee as a whole. 

That the transportation act will sometime be substantially amend- 


ed we do not doubt. When that time will come we do not attempt 
to foretell. 


As to railroad legislation this committee recommends the adop- 
tion of the same resolutions that were adopted at Phoenix last 


year, which in substance were those adopted also at Miami, De- 
troit and Atlanta. 


A resolution giving effect to the recommendation in the 
preceding paragraph was adopted. 

The report also dealt with the subject of motor vehicle legis- 
lation and recommended that the association go on record as 
favoring the enactment of federal legislation “which shall sub- 
ject interstate motor vehicle transportation for hire to effective 
regulation, similar to that now generally applicable to intrastate 
traffic, through the agency of existing state regulatory commis- 
sions.” This subject was dealt with by the convention as here- 
tofore indicated. The report was received for printing. 

Commissioner Gettle, of Wisconsin, chairman of the commit- 
tee on uniform regulatory laws, did not submit a formal report 
but reviewed the situation as to the efforts to have the states en- 
act such laws on various regulatory subjects. Secretary Walker 
submitted the report of the committee on publication of deci- 
sions and orders of the state commissions. 

President Ainey turned over the office of president to Mr. 
Patterson, the new president, who announced the temporary con- 
tinuance of the committees on co-operation with the Commission, 
on valuation, legislation, special committee on motor vehicle leg- 
islation and the special committegs dealing with the Hoch-Smith 
resolution. Commissioner Bowen, of Minnesota, was made a 
member of the committee on motor vehicle legislation. Mr. Pat- 
terson submitted the reports of the executive committee relating 
to the resolutions adopted. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 10 totaled 
1,106,099 cars, as compared with 1,112,463 cars the preceding 
week, and 1,088,956 and 1,085,938 cars in the corresponding peri- 
ods of 1924 and 1923, respectively, according to the car service 
division of the American Railway Association. This was the 
twelfth consecutive week loading exceeded the million mark. 

As compared with the preceding week, increases were re- 
ported in the loading of live stock, coal, coke, forest products, 
and ore, while decreases were reported in the loading of grain 
and grain products, merchandise, L. C. L., and miscellaneous 
freight. 

Loading by districts the week ended October 10 and for the 
corresponding period of 1924 was reported as follows: 





Eastern district: Grain and grain products, 9,135 and 10,170; live 
stock, 3,614 and 3,282; coal, 31,334 and 47,535; coke, 3,542 and 2,497; 
forest products, 5,176. and 5,689; ore, 4,314 and 4,090: merchandise, 
da Cy. Ene tay 333 and 71,778; miscellaneous, 109,709 ‘and 101,122; total, 
1925, 242° 157; 1924, 246, 163; 1923, 251,441. 

‘Allegheny district: Grain and grain products, 
live stock, 2,933 and 3,115; coal, 
4,406; forest products, 


3,344 and 3,966; 
43,854 and 47,810; coke, 5,920 and 
2,914 and 3,527; ore, 10,140 and 8,229; mer- 
chandise, mm C. ee, 8 429 and 55,289; miscellaneous, 88,235 and 84,378; 
total, 1925, 213, 769; 1924, 210,720; 1923, 219,658. 

Pocahontas district: Grain and grain products, 220 and 215; 


; live 
stock, 366 and 385; coal, 44,111 and 38,033; coke, 620 and 302; forest 
products, 


1,681 and 1,742; ore, 71 and 92; merchandise, L. C. L., 
7,464 and 7,246; miscellaneous, 5,439 and 5,704; total, 1925, 59,972; 
1924, 53,719; 1923, 45,056. 

Southern district: Grain and grain products, 4,010 and 3,984; 
live stock, 2,431 and 2,460; coal, 28,397 and 26,515; coke, 929 and 840; 
—— products, 22,342 and 22,157; ore, 1,326 and 1,321; merchandise, 


L., 43,364 and 41,937; miscellaneous, 62,557 and 53,140; total, 
1925, 165,356; 1924, 152, 354; 1923, 148,573. 

Northwestern’ district: Grain and grain products, 12,725 and 
21,111; live stock, 13,089 and 10,390; coal, 9,753 and 9,775; coke, 1,350 
and 1,035; forest products, 18,503 and 17,814; ore, 32,171 and 29,193; 
merchandise, Ek. CC. tn, Oe 676 and 30, 741; miscelianeous, 46,252 and 
44,035; total, 1925, 167, 519; 1924, 164, 094; 1923, 177,430. 


Central Western district: Grain and grain products, 10,237 and 
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17,529; live stock, 18,512 and 18,280; coal, 20,855 and 22,300; coke, 
300 and 350; forest products, 12,613 and 1i, 179; ore, 3,735 and 3,217: 
merchandise, kL. C. LL, 39,339 and 37,939; ‘miscellaneous, 74,734 and 
72,992; total, 1925, 180,325; ‘1924, 183, 786; 1923, 170,939. 

Southwestern district: Grain and grain products, 3,543 and 5,611; 
live stock, 3,649 and 3,707; coal, 6,027 and 6,872 coke, 207 and 232: 
forest products, 7,700 and 8, 199; ore, 456 and 367: merchandise, L. C, 
L., 15,324 and 14,632; miscellaneous, 40,095 and 38,500; total, 1925, 
77,001; 1924, 78,12 0; 1923, 72,841. 

Total, all roads: Grain and grain products, 43,214 and 62,586; live 
stock, 44,594 and 41,619; coal, 184,331 and 198,840; coke, 12, 868 and 
9,662; forest products, 70, 929 and 70, 307; ore, 52,213 and 46, 509; mer- 
chandise, m Cy. Bas 270, 929 and 259, 562; miscellaneous, 437, 021 and 
399,871; total, 1925, ¥ 106,099; 1924, 1,088, 956; 1923, 1,085, 938. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1925 1924 1923 

Five weeks in January.............. 4,450,993 4,294,270 4,239,379 
Four weeks in February............ 3,619,326 3,631,819 3,414,809 
Pour weeks in March......cccccccce 3,694,916 3,661,922 3,662,552 
DOUP WEGES Th BOP. occ cccccccccvece 3,721,662 3,498,230 3,764,266 
Pe WE Fe i oc.e cceccecivccwnnes 4,854,720 4,473,729 4,876,893 
WOUPr WEGES TH DUNES] 2.cccciccicccvccce 3,956,011 3,625,182 4,047,603 
Four weeks in July ....... Soedmeneiee 3,887,834 3,524,909 3,940,735 
Five Weens I AUSUBt...0.0:0cccicccces 5,364,010 4,843,997 5,209,219 
Four weeks in September........... 4,297,453 4,147,885 4,147,783 
WHGGK GE CUGNOE Bock oiciee ciiccneoeons 1,112,463 1,077,748 1,079,776 
WOOK GF GEIGREr 10... ccc civicesececciwe 1,106,099 1,088,956 1,085,938 

EME. Caacdvaieis coauciaia siasaineleeaaaknnroe 40,065,487 37,868,647 39,468,953 


AUGUST OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and expenses of Class I roads, for August and the eight months 
ended with August, for the United States, follow: 







Item United States 
1925 1924 
average numoer of miles operated....... 236,644.88 236,234.99 
en yarn rr me Ry $ 358,511,414 
Passenger . ..b 103,960,941 ce 104,553,124 
) AE SA 7,650,487 7,815,282 
NT See errr 10,573,339 10,177,309 
All other transportation.. 17,372,919 16,382,759 
Oe 11,950,031 10,541,757 
Joint facility—Cr.......s.eeee . es 846,791 745,279 
AEE, SE oo 0 ob ecosiceeesewses 299,309 221,106 
Railway operating revenues...... 555,366,575 508,505,818 
Expenses: 
Maintenance of way and structure... 77,486,514 73,026,188 
Maintenance of equipment........... - 105,499,783 101,552,114 
EE eacuccnsceccCuatnos cise beeies ane 8,981,027 8,143,091 
TNSINEEIEROEE |b. oi3.niow:é.00'e a0cen0d'ecasee 178,963,154 173,795,746 
Miscellaneous operations...........06. 4,919,966 4,499,191 
eee ee ee 14,297,884 13,835,725 
Transportation for investment—Cr... 1,278,770 1,180,872 
Railway operating expenses....... 388,869,558 373, 671,183 
Net revenue from railway operations.... 166,497,017 134, 834, 635 
Raliway tax accruals......ccccccecese ania 32,715,545 30,410,693 
Uncollectible railway revenues............ 155,038 169,199 
Railway operating income........ 133,626,434 104,254,743 
Equipment rents—Dr. balance............ 7,053,712 6,398,167 
Joint facility rent—Dr. balance........... 1,768,056 2,149,708 
Net railway operating income.... 124,804,666 95,706,868 
Ratio of expenses to revenues (per cent). 70.02 73.48 
FOR EIGHT MONTHS 
Average number of miles operated...... r 236,663.02 236,107.92 
Revenues: 
ere ate aieet ak alarasn: agrialavem arate $2,901,013,986 $2,767,570,497 
BINED - inig crave acnieikiste eiatbecenceens eeeee@ 700,652,473 f 730,960,725 
MEET roi civialawi die duWiclelasaarene obewe cies 63,514,460 63,860,756 
rr re rr 89,992,987 90,780,474 
All other ee brarécovacnatoerarneietn 130,948,744 126,317,642 
NUNES oies <a dheve 4: os braver 0idss-hceamereoretovece . 81,750,665 78,008,445 
Joint facility—Cr.. Sica avekay akpvere ial dratalel eels araers ‘ 6,814,541 6,883,870 
SOME TACHI —— DP sc cicrecicecvccvicsicees ae 1,678,218 1,705,155 
Railway operating revenues...... 3,973,009,638 3,862,677,254 
Expenses: 
Maintenance of way and structure... 540,745,817 528,945,633 
Maintenance of equipment............ 840,592,930 843,311,219 
EEE, Sidic bd vecvieen Se wdaewsrsane eae neces 69,722,996 65,703,033 
yp ne err eeee 1,416,278,548 1,442,795,236 
Miscellaneous operations...........e.. 35,411,811 33,340,471 
BI, A vapbuvenesinik banmowseeeusaaes 115,820,331 112,701,778 
Transportation for investment—Cr... 7,929,008 8,758,206 
Railway operating expenses....... 3,010,643,425 3,018,039,164 
Net revenue from railway operations.... 962,366,213 844,638,090 
Fallway 100 GOCPUGIG 6 6.ccsccccecvces eccce 202,493,243 220; 018,832 
Uncollectible railway revenues........... ‘ 1,156,177 1, 409,110 
Railway operating income........ 728,716,793 623,210, 148 
Equipment rents—Dr. balance..... aie weslerare 50,596,076 46,602,799 
Joint facility rent—Dr. balance........... 15,358,110 14,182,146 
Net railway operating income.... 662,762,607 562,425,203 
Ratio of expenses to revenues (per cent). 75.78 78.13 





b Includes $3,853,452 sleeping and parlor car surcharge. 
cIncludes $3.541,230 sleeping and parlor car surcharge. 
e Includes $25, 711, 147 sleeping and parlor car surcharge. 
f Includes $24,517,961 sleeping and parlor car surcharge. 


AUTOMATIC TRAIN CONTROL 


W. J. Harahan, chairman of the train control committee of 
the railroads, has been advised that the Commission will not 
entertain a blanket petition on behalf of the railroads affected 
by the Commission’s order requiring installation of automatic 
train control devices on additional divisions for postponement of 
the effective date of the order. Petitions by individual lines, 
however, for postponement of the effective date, may be filed. 
The attitude of the Commission became known as the result of 
Mr. Harahan having written the Commission urging postpone- 
ment of the effective date of the order. 
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HOOVER ON INLAND WATERWAYS 


Complete development of the inland waterways of the 
country to provide more transportation for the nation and to 
obtain the cheapest form of transportation of agricultural and 
industrial products, both to domestic and world markets, was 
advocated by Herbert Hoover, Secretary of Commerce, in an 
address on “The Need of Inland Waterways for Agriculture 
and Industry,” at Kansas City, October 19. 

Secretary Hoover said that the terminals and great gate- 
ways of the railroads already had shown premonitory signs of 
congestion and that the capital cost of the vast expansion 
needed would be less by water than by rail. The address fol- 
lows: 


I have been invited by the civic and agricultural organiza- 
tions of the Kansas City region to address you on the develop- 
ment of our Mississippi Valley waterways. I am glad to do so, 
for the subject is one in which I am deeply interested and it is 
one in which the Department of Commerce is enjoined by its 
organic act to assist and promote. 

If we were to make a survey of the many great problems 
of progress which lie before us, the development of our water 
resources would stand in the forefront. For generations we have 
driven our energies in the development of the land. We have 
done a great job. We have done comparatively little with our 
water resources. Today we must speed the development of our 
water in its aid_to the land—power, irrigation, and, above all, 
transportation. This will test our vision and our statesmanship. 
For we must consider these questions, not alone in the light of 
needs today, but of those beyond our time and generation. 

We have reached a new era in the development of our inland 
waterways. We need to take a reinventory of these resources in 
the light of new facts and of older forces that have been slowly 
erystallizing over recent years and we have need to adopt new 
conceptions of them. A survey of these forces assures us that 
if we can guide our national policies aright we can make this 
decade mark the rebirth of our waterways. ; 

The new setting in which we find ourselves develops from 
many causes, which I would enumerate in somewhat this fashion: 

First—We have made great advances in methods of river 
improvement and canal construction. With the depths of water 
which we can now provide we can bring to bear great improve- 
ment in design and the size of water craft, in methods of propul- 
sion, and in loading and discharging cargoes. These inventions 
and improvements restore to the waterways the position of being 
again the most economical transport for many kinds of goods, 
which advantage they lost to the railways in times when they 
could carry boats of only 3 feet of draft. 

Second—Our agriculture and industries are based on higher 
standards of living than those of foreign competitors, and if we 
would maintain these standards we must secure the cheapest 
form of transportation of agricultural and industrial products 
both to domestic and world markets. 

Third—We must face the provision of more transportation 
for the nation. Only a quarter of a century hence we must 
serve an increased 40,000,000 in population, and their traffic will 
increase faster than their numbers. The terminals and great 
gateways of our railways already show premonitory signs of con- 
gestion. We shall need vast expansion by rail and water and the 
capital cost of this expansion in these regions will be less by 
water than by rail. 

Fourth—Because we will have full employment for both rail- 

ways and waterways we can now quit the destructive battle be- 
— waterborne and rail service for an era of mutual coordina- 
ion. 
_ Fifth—We must find some natural curb upon further conges- 
tion of population in the great urban centers through greater 
diffusion of our people throughout the country, and our water- 
ways offer a positive contribution to this accomplishment. 

Sixth—We have today behind us a long suspension of na- 
tional projects due to the war and its aftermath. We have 
recovered a degree of economic strength that makes it possible 
for us to undertake any justifiable task of national development. 

Seventh—Most important of all, we must envisage our in- 
land waterways as great unified transportation systems, not as 
isolated units. We must conceive and attack their construction 
as a connected whole, not as a collection of disconnected local 
river and lake improvement projects, as has been our habit in 
the past. Every great transportation system, whether rail, or 
water, or highway, must consist of main trunk lines between 
great centers of population and industry, with collateral. feeders 
of gathering and distribution service. 

Eighth—The topography of our country, the present and 
future necessities of our population, the development we have 
already accomplished, and above all the goodness of Providence 
in our natural water channels clearly define for us two such 
major inland waterway systems, the Mississippi System and the 
Great Lakes System. 


The Mississippi System 


I visualize the Mississippi System as 9,000 miles of connected 
waterways—a transportation system of which some 3,100 miles 
are trunk lines and 6,000 miles of laterals. That is, a main 
north-south trunk line 1,500 miles in length, reaching from New 
Orleans to Chicago and there connecting with the Great Lakes 
System, and crossing this, a great east-west trunk line 1,600 miles 
in length, from above Pittsburgh through Cairo to Kansas City. 
Over a large part of these main stems we can maintain 9 feet 
of depth. In addition to these main trunks, we must diligently 
improve feeders through the Tennessee, the Cumberland, the 
Arkansas, the Upped Missouri, the Upper Mississippi, the Monon- 
gahela, the Alleghany and other streams to workable deph for 
modern craft. It will serve the vast heart of American agri- 
culture and will place great commercial and industrial cities with 
upward of 7,000,000 people in the cheapest of communication with 
each other and it will contribute to the cheaper transportation 
of agricultural and bulk commodities over a great hinterland of 
States. In this conception your project for the further improve- 
ment of the Missouri between St. Louis and Kansas City has a 
most important setting. 

Nor is this any day dream. We aim merely to restore what 
once existed. In the days of the glory of Mississippi commerce 
the river was one vast system of main channel and tributaries. 
It was the artery of the great valley. Vessels from the upper 
reaches of the Ohio voyaged uninterruptedly down to New Orleans. 
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Louisville is as old a port of entry as New York or Philadelphia. 
The first custom house returns to the U. S. Treasury came from 
Palmyra, Tennessee, on the Cumberland River. Western rivers 
alone once carried a tonnage larger than was then carried along 
the entire Atlantic seaboard. 

Then came the vast improvement in transportation through 
the railways, and the rivers fell into disuse because their 3-foot 
craft could not compete. 


The Rebirth of Waterways 


But now we see these waterways coming into their own 
again. Their rebirth arises from the construction of greater 
depths and the improvement in our craft. Great barges, special- 
ized to different types of traffic, convey ten times the volume of 
their shallow predecessors. Diesel engines, improved steam ap- 
pliances, and better loading and discharging devices, have all 
advanced us a long distance from the old canal boats and the 
packet boat. But the fundamental for use of these appliances is 
that we shall have sufficient and reliable depths of water to make 
them possible of use. Without such depths, our rivers are not 
waterways, they are drainage channels. 


Cheaper Transportation by Water. 


Modern forms of development have made water carriage the 
cheapest of all transportation for many types of goods. Broadly, 
1,000 bushels of wheat can be transported 1,000 miles on the sea 
for $20 to $30, by large lake steamers for $20 to $30, by our 
modern equipped Mississippi Barge service for $60 to $70, and by 
the railroads for $150 to $200. These estimates are based not on 
hypothetical calculation, but on the actual going freight rates. 


The Work to Be Completed and Its Cost. 


Before these services can be effective we must make our 
waterways into full transportation systems by joining up the 
broken links. Of the 3,100 miles of main trunk streams, three 
great links of about 1,100 miles remain to be finished; from Kan- 
sas City to St. Louis, from Cairo to Chicago, and from Cincinnati 
to Cairo. Of our laterals, 5,200 miles have been improved to 
various workable depths, and 744 miles are yet to be improved. 
Certainly we could complete the trunk system for under $65,000,- 
000 and the urgent work on the laterals for another $35,000,000— 
a hundred millions in all. 


The Answer to fhe Claimed Failure of Inland Water Transportation. 


It is often claimed that our past experience with inland water 
transportation demonstrates the futility of its future. In sup- 
port of that claim the point is made that despite our large ex- 
penditures, rivers and canals carry but a microscopic percentage 
of the transport even in their own regions. It is asserted, for 
instance, that the 1,150-mile trunk line from St. Louis to New 
Orleans has proved a failure after deepening it to 9 feet, since 
it carries only 8,700,000 tons of freight per annum, or less than 
= per cent of the trafiic carried by the Illinois Central Railway 
alone, 

But it must be borne in mind that before we can reap the 
full benefit from the deepening of waterways so as to permit of 
modern equipment, we must give time not only for the creation 
of this equipment but for the shifting of the grooves of trade and 
the pressure of increasing traffic as a whole. But of more im- 
portance, it must be recalled that this has never been a real 
transportation system, adapted to modern equipment, and it 
never will be until the whole of the trunk lines are completed and 
the laterals made available to feed it. 

I have said that our Mississippi System upon its trunk lines 
alone has town populations along the bank of over 7,000,000 
people. But these towns and their great agricultural hinter- 
lands are not today connected. They are separated by the shal- 
low sections. If we were to work out the mathematical com- 
binations of interconnection, we would find that less than 15 
per cent of these people now have the full waterborne communi- 
cation with each other, which is possible in this system. In 
other words, from an economic point of view, the system is but 
15 per cent complete, while from a physical point of view, it is 
two-thirds complete. 

I cannot insist too strongly upon the necessity of this con- 
nection, and its analogy to integrated railways. If we were to 
break an important railway system into segments with interme- 
diate stretches of, say, narrow-gauge track at points between 
Chicago and St. Louis, between Kansas City and New Orleans, 
between Pittsburgh and St. Louis, and so on, that system would 
make a very poor showing; yet the Mississippi System is today 
broken into half a dozen segments. Despite all this, if at this 
moment we add up the total annual tonnage moving on the 2,000 
miles of separate segments of the main Mississippi System so 
far completed, and compare it with the Southern Railway of 7,000 
miles all connected, we find that these waterway segments carry 
annually 41 million tons, as compared with 45 million tons by 
this railway. Perhaps a little nearer comparison is the Central 
of Georgia Railway of about 2,000 miles, which carries only one- 
fifth the tonnage of the disconnected 2,000 miles of the main 
Mississippi Waterway System. If a waterway system of stretches 
and patches can make such a showing as this, we need summon 
no special courage to complete it. 


Increase in Construction Skill 


I should like to lay emphasis upon some of the factors that 
I have mentioned which make for a new era and a new starting 
point. Aside from improvement in craft, we have passed through 
the pioneer stage in engineering experiment in the construction 
of our waterways. Our engineers have attained as high a skill 
as exists in the world. We apply new labor-saving devices to 
the excavation of vast quantities of material, to the emplacements 
of works, to the control of floods and currents. We have devel- 
oped new methods and great economies in the construction of 
dams and canals. Many of our efforts in the past have of neces- 
sity been experimental. No ancient Egyptian, Chinese, or modern 
European experience. furnished the guide to projects of the mag- 
nitude which we have undertaken. The experience and _ skill 
which we have developed in the control of floods, in the equal- 
ization of stream flow and in the building of great dams and 
canals and stupendous reservoirs, make us sure in our results. 
We can proceed in the future with a certainty of step which has 
not hitherto been possible. 


The Volume of Traffic Now Available 


The goods available to our inland water naturally divide 
themselves into two parts: First, for port-to-port traffic; that 
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is, goods which originate and find their destination at the water 
side; and second, those which are gathered and distributed by 
rail, but for which the waterways form a transportation link. 

The improvement of highway transport will make a large 
contribution to the first class of business. When we were de- 
pendent upon the horse and wagon for collection and distribution 
to and from the waterside, the port-to-port business on our rivers 
was limited to a belt perhaps five or ten miles wide. With the 
development of our highways and motor trucks, this belt has 
widened many miles and has enormously increased the popula- 
tion who can benefit from port-to-port business. 


As to the other class—those goods which have once been 
loaded into cars with the cost of reloading either once at their 
gathering, or a second time, for their distribution, we have a much 
more complicated problem. Savings through water transport 
warrant this necessary rehandling whenever the economy of the 
river section more than offsets the cost of additional loading 
and reloading. And this only becomes possible when there are 
long waterhauls. This type of business can be built up therefore 
only when we have long stretches of water transportation avail- 
able. We shall not have arrived at this point in any consider- 


able measure until we have completed the system and intercon- 
nected its segments. 


There is a further factor in water transport of great impor- 
tance, and that is the balanced load. We can have little hope 
in securing this until we have a completed system and larger 
populations and more diversified industry in reach. 


Future Growth of Traffic 


I have said that our great railway gateways and terminals 
already show signs of congestion from a traffic that has grown 
from 114 billion ton miles to 338 billion ton miles in the last 
25 years. At one-half this rate of gain, in another quarter of a 
century, we shall need to provide an expansion of facilities to 
handle at least 525 billion ton miles. Our present railways will 
be wholly inadequate to meet that burden. The expansion of 
railway terminals to accommodate the growth of the next quar- 
ter of a century will be accomplished at enormously increased 
costs, due to the increase of land values in our cities. And the 
waterways, because they furnish continuous terminals spread 
along the whole waterfront of our towns, go far to solve the 
problem of increased terminals and crowded streets. 


Improved Waterways Cheaper Than New Railways. 


Furthermore, if we would provide for the 40,000,000 of in- 
creased population that this quarter of a century will bring us, 
we must either build more trunk lines of railways in the states 
which can be served by these waterway systems or we must 
improve our waterways to take part of the burden. I believe 
any study of the comparative capital outlay will show that to 
duplicate this waterway system by rails would probably cost 
three times as much as to complete the waterways which will 
move the goods more cheaply. Nor is this in anywise a state- 
ment that our railways must not be under constant development, 
for they obviously reach scores of millions of people that are 
untouched by the waterways and perform many services that our 
waterways cannot undertake. And their improvement can only 
be accomplished by safeguarding to them such earnings as will 
enable them to provide increasing facilities and increasing effi- 
ciency. 


ay 


Waterway Improvement No Injury to Railways. 


During these many years passed, there has been an unceasing 
battle between the proponents of rail and waterborne traffic. No 
one can read the debates over the last half century without feel- 
ing that the dominant argument for improvement of our water- 
ways has been to club the railways in the matter of rates. On 
the other side, no one can study the competitive tactics of the 
railways against the waterways without conviction that at times 
they throttled water transportation by reducing railway rates 
below what they themselves could in honesty maintain. Regard- 
less of the merits or demerits of the contentions, there is today 
no excuse for continuing this battle between the railways and 
the waterways, for we are faced with a period when both are 
needed. We have had great battles over joint rates, but if we 
have a real system of internal waterways, this problem will 
settle itself, for the day will come when the railways themselves 
will be seeking them. 

Nor do we need overstate the importance of waterborne fa- 
cilities in relation to our other transportation systems—our rail- 
ways and highways. Let us get into the proper setting. Taking 
the country as a whole, the railways and highways must ever 
bear the major burden of our internal traffic. And there are 
many classes of goods which will always go by rail parallel with 
the waterways. But equally wrong are those who do not accord 
internal waterways a great and increasing furture in transporta- 
tion. 

And here is an old saying that is true: New transportation 
facilities create business. Traffic breeds traffic. At one time 
in our history we practically abandoned highways and waterways 
for railways. The invention of the gas engine has restored our 
highways and multiplied their traffic ten thousand fold. Yet the 
total volume of passengers and goods on our railways has never 
been so great as now. Our railways would be incapable of the 
country’s transport today without the aid of the highways. In the 
same way, with greater depths and with the improvements in craft, 
it is possible to restore our waterways. Nor will this jeapordize 
the prosperity of our railways as some predict. 


Vital Importance of Waterways to Agriculture. 


There is another bearing for the urgent completion of both 
the Mississippi and Great Lakes Systems. These waterways pen- 
etrate the heart of American agriculture. Waterborne traffic and 
its cheaper cost is peculiarily adapted to primary agricultural 
products. Our agriculture is based upon higher standards of 
living than those of foreign competitors. If we would maintain 
these standards, we must omit nothing in economy of transporta- 
tion. Every cent we can save in transportation to market is an 
addition to the income of the farmer and an assurance that we 
can mantain these standards in agriculture. 


The Better Distribution of Population. 
And there is another phase of national life which now emerges 


in which our waterways can assist solution. Industry in its 
efforts to find locations where there is equality of advantage in 


THE TRAFFIC WORLD 





Vol. XXXVI, No. 17 


transportation has been forced to congregate unduly around a 
few great terminals, and as a result we already have overgrown 
cities. One of our great social problems today is this overgrowth. 
Through the improvement of our waterways, it will be possible 
to distribute industry and population better, because the water- 
way tends to place many towns and cities upon an equality in 
transportation. Proper development of waterways should con- 
tribute to move industry closer to the agricultural consumer, give 
a nearer market to agriculture and a greater diversification of 
occupation between agriculture and industry to the mutual ben- 
efit of both. 

This is today the greatest system of inland water transporta- 
tion in the world. Its depths bear ships of ocean size. It has 
developed a vast fleet of vessels whose traffic is over 23 per cent 
of the ton miles of all our railways. It is connected with the sea 
by the twelve-foot Erie Canal and the fourteen-foot St. Lawrence 
Canals. Ocean vessels cannot move through these depths. These 
partial links to the sea require that exports and imports shall 
be reloaded twice, and that a part of the journey shall be made 
in more expensively operated craft. There is thus a definite 
handicap on goods that would move to export and import from 
the Middle West to foreign countries and to Atlantic Seaboard 
points. That the Great Lakes shall be opened to the sea, and their 
ports take a direct part in the ocean trade of the world is 
absolutely inevitable. It is demanded by 35,000,000 people in the 
tributary region, and cannot be resisted. 

Our engineers have long since demonstrated that thirty-foot 
canals are feasible from the lakes to the ocean. There are two 
possible alternative routes—the St. Lawrence, and the Erie Canal. 
The St. Lawrence is an international route; we can only engage in 
it with the cooperation of Canada. Before any right conclusions 
can be reached as to which of these routes should be undertaken 
we must know the attitude of Canada, and we must determine 
all of the engineering and economic factors. On my recommenda- 
tion exhaustive investigation is today in progress by our Govern- 
ment Departments, with a view to determining the facts as to both 
routes, and we have a national commission awaiting an expression 
from Canada of her views. When we have the facts and conditions 
in hand we shall then need to hammer out conclusions on the 
anvil of debate. But it is not my purpose to take your time dis- 
cussing these alternative hypotheses based on a thousand uncer- 
tainties. One thing we do know already is that a shipway can 
be built. And I can say emphatically that the needs of our farmers, 
our manufacturers, and indeed the whole of the people in eighteen 
of our states adjacent to the Lakes, today urgently require that 
we provide an outlet for deep sea vessels from the Lakes to the 
ports of the world. And I may add that what benefits 18 states 
benefits all the states. 

There is a further problem in our lakes system that demands 
immediate solution, no matter which route we may take to the 
sea. Both Canada and ourselves are in urgent need that we 
regulate the levels of the lakes by works at the lower end of 
Lake Erie. During the past three years the lowered lake levels 
have greatly handicapped our shipping and our lake ports. This 
decreased level has been due far more to diminished rainfall than 
to the much blamed Chicago diversion. 


Conclusions. 


On the Mississippi system, these engineering questions are 
behind us. We know what we should do. We know its vast ben- 
efits; we know it can be accomplished by a comparatively trivial 
cost compared to these benefits. We should go to it and have 
it completed within the next decade. And it is my own hope 
that we shall see not only the steady completion of the Ohio 
River Section, but also of the Chicago and Kansas City lines. I 
hope we shall follow with the improvement of all laterals which 
will justify themselves—and they will justify themselves with 
much more certainty when they are the outward spread from a 
trunk line system. 

We have been engaged for the last twelve years in fighting 
a great war and in reconstruction of the damage to economic life 
that sprang from it. That period of reconstruction is practically 
over. We have emerged with an economic strength as a nation 
which enables us to enter upon those great undertakings which 
will not only provide for our needs today but lay the foundation 
for progress for the next generation. Despite our losses, we 
rejoice in a national wealth the greatest in our history, and 
in the history of the world. We have learned that expenditures 
on great reproductive works are neither a waste nor a burden 
upon the community. They bring a rich harvest in increasing 
wealth and greater happiness, They tend directly to strengthen 
the foundations of agriculture and industry. Even from the 
narrower point of view of taxation, they are an economy, for it 
is by such works that we increase the income available to tax- 
ation and thus reduce present burdens. 

There is a phrase of all this that is perhaps indirect but of no 
less importance in the long view, which I have already referred 
to. We are competing with the whole world today in our export 
trade. I wish to repeat that our agriculture and our manufac- 
tures are supporting a higher standard of living than any of our 
world competitors. The most vital thing in our economic life is 
to maintain these standards. We can only maintain them if we 
provide the cheapest channels of transportation outward for our 
farmers to the world’s market and if we provide our manufac- 
turers and their workmen with the most economic assembly of 
those materials which they must receive from all parts of the 
world and the cheapest access to the world for their finished goods. 
Thus will the successful use of every resource which God has 
given us become a blessing to every cottage. And God has given 


to us greater resources in waterways than to any other people 
of the earth. 


BUSINESS CONTROL OF CANALS 
The canal committee of the New York Board of Trade and 
Transportation, in a report at the October meeting, suggested 
the appointment of a canal board of governors, consisting of five 
men selected by the commercial bodies of the state, as a means 
of taking the waterway system out of politics and insuring its 


operation on a business basis. Captain Marcus H. Tracy is 
chairman of the committee. 
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What Should Be Done With Transportation Act? 


First of a Series of Four Articles on Present Transportation Problems, Written for The Traffic 
World, By G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Five years’ experience with the transportation act of 1920 
has demonstrated that this piece of legislation has been the 
greatest step forward in transportation regulation that the 
United States has ever taken, and further that the public is 
interested in preserving and developing an adequate and effi- 
cient transportation service that shall be permitted to earn com- 
pensatory rates so that the suppliers of transportation services 
may be able to render efficient service. The act is not com- 
pleted legislation. Amendments must be made from time to time 
as conditions require. The goal is in sight, but is far from being 
reached. 

A number of amendments suggest themselves after five 
years of experience. Some of these suggestions may be de- 
batable points, but all are in the minds of those who are think- 
ing in terms of improvements of American transportation for the 
benefit of the producers as well as of the users of transportation 
facilities. 

The Consolidation Provisions 


In the first place the consolidation provisions should be 
modified, so that consolidations along natural lines of expansion 
and consolidation of roads might be eencouraged without the 
hampering restraint of a tentative plan of the Interstate Com- 
merce Commission. Many believe that more satisfactory con- 
solidations would be promoted if the provisions of the act were 
made more general and the Commission had the power to pass 
on the economic, traffic, operating and financial advisability of 
each merger or consolidation, but was not committed to any one 
plan. The Commission should be cautioned in the act to ob- 
serve certain standards in passing on the consolidations, such 
as the preservation of healthy competition of service, the keep- 
ing of established trade routes, the maintenance of financial 
stability of the combines and the improvement of operating 
efficiency. 

The carriers themselves should be allowed to work out the 
exact programs of consolidations without a more or less definite 
program in mind. Many feel that the Commission should be 
empowered to lend its aid and advice in arranging for consoli- 
dations, but should not be charged with the responsibility of 
seeing that the program was carried out according to any pre- 
conceived national plan. 

There are those who think the owners of each road should 
determine whether or not they desire to enter a consolidation 
and on what terms, and that roads should not have divisions 
of their systems amputated from the rest of the corporate bodies 
so as to make the consolidations fit into the mould. 

Consolidations should proceed along natural lines of growth 
and combination for two reasons: 


(a) A tentative plan tends to discourage otherwise satisfac- 
tory mergers that may conflict with it so that the result of such 
a plan is to hamper rather than facilitate consolidations; and, 

(b) The logical conclusion to a tentative plan, a final plan, 
comes dangerously close to being unconstitutional and is obnox- 
ious to American notions of the nature and extent of government 
regulation of business. 


We have two alternatives confronting us—first, to amend 
the act so as to provide for compulsory consolidation according 
to a definite plan or pattern, and, second, to abandon the plan 
entirely and encourage, aid, and advise roads to consolidate 
along their own lines, subject, of course, to the final approval 
of the Commission. 


The Commission and Carriers by Water 


An amendment extending the jurisdiction of the Commission 
over the all-water carriers in the coastwise and intercoastal 
domestic trades, would strengthen the American transportation 
system. The coastwise and intercoastaal lines have become 
important parts of our national transportation system carrying 
a large tonnage of class and commodity traffic between the north 
Atlantic ports and the Gulf and south Atlantic ports and from 
the east coast to the west coast, and in the reverse direction, 
via the Panama Canal. The rates facilities, and services of the 
coastwise lines, in so far as they are made jointly with rail 
carriers, can be controlled by the Commission under the provi- 
sions of the transportation act as it now stands, but the Com- 
mission has no jurisdiction over these carriers’ port to port 
traffic. This applies to the business that is handled by the inter- 
coastal lines between the eastern and western seaboards, even 
though the traffic originates in and is ultimately destined to 
points in the interior and is moved between the interior points 
and the seaboard ports by the rail lines on local or joint rail- 
road bills of lading. 


This gives rise to the anomolous situation of having the 
traffic that moves from coast to coast via the railroads under 
the regulation of the Commission, while the same kind of traffic 
is free from the regulation of this Commission while it is moving 
between ports and is governed by the United States Shipping 
Board. The railroads are forced to compete under the super- 
vision of the Commission with rival water carriers that are 
under no such restraints. The placing of the water lines under 
the jurisdiction of the Commission would give rise to new prob- 
lems, for these lines are forced to meet the competition of 
tramp vessels for the low grade bulky traffic. Many students 
of the subject believe that this could be met by giving the Com- 
mission jurisdiction over all coastwise port to port traffic, 
whether by line or tramp vessels. The rates on bulk cargoes 
might well be set at such low levels as would preclude railroad 
competition, while the rates on other higher grade commodities 
might be fixed at levels that would give both the steamship lines 
and the railroads an opportunity to compete for the business so 
that each might be properly compensated for its services. 

The steamship lines in the coastwise and intercoastal 
trades are eager to eliminate the disastrous competition that 
robs them of reasonable earnings, the railroads are eager to 
be allowed to make rates that will enable them to meet water 
competition, and the public is better served if rates are placed 
at fair levels to the competing services so that regular and 
healthy all-rail, rail-and-water, and all-water services may be 
depended on. 


Rate wars, such as the recent war among the intercoastal 
lines using the Panama Canal, are costly alike to the carriers 
and to the public. We have outgrown rate wars among com- 
peting railroads and have found the railroad service the better 
for their elimination. We agree that all transportation agencies 
that serve the public well are entitled to compensatory rates 
for their services and to security from disastrous competition. 
This can only be assured if all of the instrumentalities of trans- 
portation are looked on as units in a national transportation 
system and the operation of the whole system, as far as domes- 
tic transportation is concerned, supervised by one federal ad- 
ministrative body. The Commission, by the act to regulate 
commerce, the Hepburn, the Mann-Elkins, and subsequent amend- 
ments up to and including the transportation act of 1920, has 
jurisdiction over railroads, Pullman, and palace car companies, 
pipe line, telephone, telegraph, cable and wireless companies, 
express companies, rail-and-water lines under continuous ar- 
rangements for transportation, so that it seems logical to extend 
the jurisdiction a step further to include all water transportation. 


Inland Water Transportation 


The transportation act of 1920 declares it to be the policy 
of Congress to aid and encourage inland water transportation 
and provide for steps to be taken in this direction. The act, in 
the judgment of many, should go further than this and should 
define just what the place of inland waterway transportation is 
to be and how the inland waterways and inland navigation com- 
panies are to be developed, to what extent the federal government 
is to aid in the improvement and development of waterways, 
terminal facilities, and inland harbors. The coordination of 
inland waterways with coastwise and intercoastaal steamship 
lines, with electric railroads, with motor transport lines, and 
with the railroads should be encouraged and an expression of 
the policy of Congress in this direction should be incorporated 
in the act so that an administrative body might have the benefit 
of this statement of policy. 


We must look ahead in formulating our policies concerning 
transportation. The day of the rapid expansion of rail lines is 
apparently done and, though our inland waterways have been 
of little significance in the last half century, with the noteworthy 
exception of the Great Lakes, yet there are signs of resumption 
in interest in inland waterways. If properly developed and 
stimulated by the development of good channels, adequate ter- 
minals, and provisions for the linking up of waterways with 
other facilities on terms fair to all and the agressive develop- 
ment of traffic by the lines in the inland waterways service, 
there is reason to believe that our waterways may be used to 
advantage to serve territories where. rail facilities are inade- 
quate, to aid the railroads in times of congestion, and to make 
cheap transportation available to shippers and users of low 
grade bulky commodities. Great discretion must be used in 
developing waterways that are really needed for actual or im- 
mediately prospective traffic. Otherwise, we may find that we 
have built up an economical transportation service at great pub- 
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lic cost and done nothing but transfer transportation costs from 
the users to the public through taxation. 


Federal Incorporation 


Provision should be made, many believe, by amendment to 
the act, for the encouragement of federal incorporation of rail- 
roads that are engaged in interstate commerce. The gradual 
assumption of control over railroad rates, services, safety, ac- 
counts, operation, and finances, starting in 1886 with the de- 
cision of the Supreme Court in the Wabash case, through the 
act to regulate commerce of 1887 and its amendments down 
to and including the transportation act of 1920, have so under- 
mined the state regulation of railroads that we have come to 
the stage of development of transportation in which the railroads 
have outgrown state incorporation and, to a large extent, state 
regulation. The larger railroad corporations operate through 
many states and the diverse policies of the states in regulating 
the same railroads result in undue confusion and tend toward 
overregulation. A uniform policy of regulation is being brought 
about by the increasing powers of the Commission over intra- 
state and interstate rates and services and especially finances. 
The development of uniform control can be aided greatly by 
federal incorporation of interstate carriers. 


Highway Transportation 


The coordination of highway with rail transportation should 
be provided for by an amendment to the transportation act, in 
the opinion of many who are close to the subject. Interstate 
carriers by motor over the highways should be federally incor- 
porated and regulated if they are operated as common Carriers. 
The railroads are required to compete with unregulated common 
carriers of passengers and goods. These carriers over the high- 
ways are regulated, if at all, only by the states, and the state 
regulation has not been thorough, in many instances, while, in 
some cases, the states have not acted in the matter at all. As 
in the competition of the railroads with the waterways, in com- 
peting with highway transportation agencies, the railroads are 
governed in their competition with their rivals by stringent 
regulations by a federal Commission, while the motor lines are 
permitted a considerably greater amount of latitude in compet- 
ing with their rivals. 

The transportation needs of this country are of such nature 
that all instrumentalities of transportation are required to sup- 
ply the demands for service. These needs can best be served 
by coordinating the services of all sorts of common carriers so 
as to weld together all the links in the transportation chain into 
a strong and prosperous system, privately owned and operated, 
but publicly controlled. The assumption of federal control of 
interstate common carriers over the highways would benefit the 
railroads, the motor truck operators, and the public alike. The 
railroads would benefit in that they would be protected from 
unfair competition of unregulated motor lines. In short distance 
traffic the railroads would be permitted to recognize the com- 
mon carrier motor lines and be permitted to make through rates 
with them for joint business. Trucks of common carrier lines 
might be used as feeders and connections in sparsely populated 
districts where the passenger traffic is light and in area of light 
freight traffic to the mutual advantage of the motor lines and 
the railroads, not to mention the advantages to be derived by 
the traveling and shipping public. 

The motor lines would benefit through regulation of having 
the “guerilla” competition of irresponsible motor truck operators 
eliminated. The legitimate motor transport lines are eager to 
have motor trucks in the common carrier service recognized 
as interstate common carriers and allowed to divide rates and 
traffic with railroads, steamship lines, and electric lines engaged 
in similar services. These well managed and permanently estab- 
lished lines want and need protection of a strong administrative 
body against the unfair competition of the “fly by night” lines 
that are tending to bring the motor truck haulage business into 
disrepute because of their unfair competitive devices, lack of 
financial and moral responsibility, and their general instability. 

The growing importance of highway passenger and freight 
transportation makes it necessary that steps be taken at once 
in the interests of all concerned so that the competition of 
motor vehicles with other transportation instrumentalities may 


be made permanently healthy and helpful and not disastrous 
to everyone interested. 


Labor Provisions of the Act 


The labor section of the transportation act, many believe, 
needs to be amended. The United States Railroad Labor Board, 
while it has accomplished commendable things in inquiring 
into labor conditions and wage problems, has not justified its 
being continued as a separate administrative body. The attitude 
of several leading railroads in ignoring the orders of the board, 
the stand taken by representatives of organized labor in several 
instances in refusing to bring disputes before the board and in 
refusing to testify in matters before the body, and the decision 
of the Supreme Court denying the board’s right to take juris- 
diction, have seriously discounted its usefulness. 

The tripartite organization of the board is its worst fault. 
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The theory of a three-sided board is as absurd as a court with 
a board of three judges, one representing the plaintiff, one the 
defendant, and one the state. A judicial body should, in the 
very nature of things, be a neutral one before which the striving 
parties may come to lay their disputes for impartial and un- 
prejudiced review and decision. The presence of men who have 
convictions in favor of either of the parties is sure to disrupt 
the impartial discussion and unprejudiced decision of the body. 

Either one of two things should be done: First, the Labor 
Board should be abolished entirely and the system of mediation 
and arbitration provided for by the Erdman and Newlands acts 
should be used to settle labor and disputes between the rail- 
roads and their employes; or, second, the Labor Board should 
be recreated as either a neutral or bi-partisan board. If the 
former, only public representatives should be members of the 
board and they should be selected by the President of the United 
States with the advice and consent of the Senate. If a bi- 
partisan board, representing the employes and railroad manage- 
ment groups, is decided on, the members of the board should 
be entirely disassociated from their former affiliations and should 
be neutral public experts familiar with either the employes’ or 
railroad managers’ viewpoints and fully informed in the highly 
technical problems of railroad wages and working conditions. 
Provision should be made for the selection of a neutral arbitra- 
tion by vote of the board in the event of deadlock. 

Since so large a part of the work of a national board of 
labor adjustment involves operating costs of the carriers in 
interstate commerce and is so closely connected with freight 
rates and passenger fares of these carriers, it seems logical 
that the work of such a board should be made a part of the 
work of the federal administrative body charged with the re- 
sponsibility of making freight rates and passenger fares so that 
the railroads may have an opportunity to earn a fair return on 
the value of the property used in transportation purposes. A 
labor board should, therefore, be constituted as a division of 
the Commission. The widespread public confidence in the Com- 
mission would greatly aid in the settlement of railroad labor 
disputes. 

Compulsory arbitration and the curtailment of the right to 
strike are obnoxious to American ideals of democracy and in- 
dividual freedom. The importance of transportation to society 
is so great, however, that every safeguard should be provided 
to assure uninterrupted transportation service. A labor adjust- 
ment board would, doubtless, have difficulty in obtaining the 
power to enforce its decisions, but a body of the standing of the 
Commission that has built up a tradition of intelligent, unpreju- 
diced, and fearless handling of national railroad problems would 
have less difficulty in persuading the parties to labor disputes 
to adopt its findings than would a public body without such a 
history and standing. 


The Rule of Rate Making 


Section 15-a of the act to regulate commerce, added by the 
transportation act of 1920, should be amplified so as to lay down 
a more definite plan for rate-making. The general provisions of 
section 15-a provide for rates to be made by groups so that the 
carriers within each group may be able to earn, under properly 
efficient management, a fair return on the property used in 
transportation. The general principle of having rates made 
according to such a plan, though it has been roundly criticized 
from many quarters, has come to be generally recognized as a 
just and equitable principle. 

The great rate investigations that have been conducted by 
the Commission in the southeast, in the southwest, and in Trunk 
Line territory, and the Hoch-Smith resolution of Congress di- 
recting Congress to make a general inquiry into the rate struc- 
ture of the country, indicate how widespread the interest in 
railroad rate matters has come to be. The shippers and car- 
riers of the country are no longer willing to have rates made 
on the old trial and error bases. Every rate investigation wit- 
nesses the Commission, the representatives of the shipping pub- 
lic, and the representatives of the carriers seeking further to 
ascertain more scientific principles on which to make rates. 
Rate making, in so far as the details of the actual rate levels 
are involved, is not a subject for detailed legislation, but the 
cardinal principles to insure equitable rate adjustments and a 
statement of the policy of Congress as to ways in which rates 
are to be made should be included in the basic transportation 
legislative enactment. 

Congress has incorporated in the act a provision that rates 
and fares are to be made by territorial groups so that the car- 
riers of the respective groups may earn a fair return. The next 
logical step is the incorporation of a provision directing that the 
users of transportation service be assured of adequate service 
at reasonable prices. 

The signal success of the Commission in distributing cars 
and routing freight shipments and the success of the shippers’ 
regional advisory boards that have been constituted to work out 
the service problems of shippers with the carriers through co- 
operative action, leads many to believe that rate matters could 
be worked out through the combined efforts of shippers and 
carriers working in similar organizations under the supervision 
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of and their findings subject to review by the Commission. Pro- 
vision should be made by an amendment to the transportation 
act for the organization of such bodies and for giving them, as 
well as the shippers’ regional advisory boards, the increased 
prestige of official sanction by the federal government. By this 
means the efforts of the constructive thinkers in transportation 
and traffic problems would be assisted in their efforts to dispose 
of these problems by cooperation rather than by litigation. 


OCEAN RATES REMAIN STRONG 
The Trafic World New York Bureau 


Business in full cargo vessels was less active in the last 
week than previously, but rates held firm in all directions. It 
was evident that at present supply and demand were about 
equally balanced, with a tendency toward higher prices as the 
season advances. 

Grain fixtures were fewer, as shippers had largely covered 
their requirements for October and were awaiting further devel- 
opments for November and December. Rates were steady on 
the basis of 14% cents per 100 pounds for heavy grain from 
Montreal to the Antwerp-Hamburg range, and around 18% cents 
to the Mediterranean; about 13% cents from Atlantic ports to 
the Continent, and 16% to 17 cents from Atlantic ports to the 
West Coast of Italy and western Mediterranean. 

The coal trade was quiet, with rates holding around $4 a ton 
to Rio and $4.25 a ton to the River Plate. There was no notable 
change in the sugar and lumber trades. 

Three separate tariffs, one covering lumber, one for other 
cargo of local origin, and one for overland traffic, have been 
issued by the Pacific Coast Australasian Tariff Bureau to replace 
the single tariff in effect previously. No important rate changes 
are made, but a number of new items have been added and the 
old schedule has been completely revised and brought up-to-date. 

Arbitrary rates on all commodities to ports beyond Shanghai 
have been advanced approximately 10 per cent by the Trans- 
pacific Freight Bureau, according to advices received by E. J. A. 
Watts, general secretary of the Pacific Westbound Conference 
at San Francisco. The increase is effective on shipments from 
United States ports on and after October 12 and at Shanghai on 
November 1. 

A meeting of the informal conference of Pacific Coast-Euro- 
pean lines has been called for next month to fix the new tariff 
on canned goods and dried fruit. The present rates of 60c on 
canned goods and 70c on dried fruit expire March 30. It is ex- 
pected by some that last year’s rates, which were 65c and 80c, 
respectively, may be restored and that the arbitraries to United 
Kingdom and Bordeaux-Hamburg Range outports may also be 
restored, although there may be some. compromise on these 
points. It is expected, too, that the lines will be guided by the 
action of the Intercoastal Eastbound conference in fixing rates 
for the coming year on these commodities. 

Arrival at Oswego of a fleet of barges loaded with wheat, 
marking the opening of the $1,500,000 state grain elevator at 
that point, was announced by the Iroquois Transit Corporation. 
Officials of the line expressed the belief that this is the beginning 
of a large movement of wheat into the new elevator for winter 
storage. 

Oswego is expected by many canal operators and shipping 
men to become the principal terminal port in future development 
of the canal. At one time it was the main shipping point on the 
Erie Canal and the principal grain receiving port on the Great 
Lakes, but with the ascendancy of Buffalo the business drifted 
away from Oswego. Commercial interests of the city have as- 
sured the Iriquois Line of their co-operation in restoring the 
port to the position it held some thirty years ago. 


J. H. Muller, traffic manager of the canal division of the 
Transmarine Corporation, returned from a business trip to Al- 
bany and Troy, where he conferred with members of the Troy 
Chamber of Commerce and representatives of the Boston & 
Maine Railroad on plans for a new Barge Canal service from 
the capital district to Buffalo and points beyond, such as Cleve- 
land, Milwaukee, Chicago, Minneapolis, St. Paul and St. Louis. 

Operation of such a service, it was pointed out, would give 
shippers in New England territory an outlet to the Middle West 
by the water route, at attractive rates. It is indicated that the 
Transmarine may start such a service next spring. The com- 
pany is now operating a carload and less than carload service 
between New York and Buffalo with its own modern steel barges, 
= is ready to offer the same kind of service to the capital 

istrict. 

McDonnell & Truda, representing the Transatlantica Italiana, 
have decided to retain membership in the West Coast of Italy 
Conference, after having given the 10 per cent differential plan 
another trial during the past month. The agency dropped out of 
the conference on August 7 because of diversion of cargo to 
freighters by the differential, but agreed to come into the fold 
again last month with the understanding that if the differential 
was found to be unsatisfactory an effort would be made to ar- 
rive at a compromise. It is understood that no readjustment is 
contemplated. 


Coastwise rate stability, which has been somewhat impaired 
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of late, was believed to have been strengthened this week by the 
announcement of the withdrawal of the Rolph Steamship Line, 
owned by Mayor James Rolph, Jr., of San Francisco, from direct 
participation in the coastal business. Effective at once, the 
company’s two steamers, the Georgina Rolph and Annette Rolph, 
are to be taken over by the Admiral Line as general agents in 
charge of both traffic and operations. 

The Admiral Line will operate the Rolph vessels between 
San Francisco and Portland only, excluding Los Angeles, which 
was served by the Rolph Line. Conference rates for this type of 
vessel will be quoted by the Admiral Line, according to R. J. 
Ringwood, freight traffic manager. The Rolph Line did not be- 
long to the Coastwise Conference and underquoted conference 
rates. 

Meanwhile it is asserted by interested parties that the rate 
difficulties in the San Francisco-Los Angeles trade, which was 
marked last week by a 25 per cent reduction on certain com- 
modities by the McCormick Line, will be settled amicably, and 
reports of an impending rate war are discounted. The competi- 
tion of the Rolph Line was one of the main factors in this situ- 
ation. The Admiral Line has not yet followed the McCormick 
reductions, but the Nelson Line has issued a new tariff of a 
similar nature. 

With John F. Cushing, traffic manager of the American- 
Hawaiian Line, scheduled to return October 17 from New York, 
a special meeting of the Intercoastal Eastbound Conference is to 


be called shortly, to discuss the eastbound intercoastal traffic 
for the year 1926. 


CONFER ON PANAMA CANAL TOLLS 


The Traffic World New York Bureau 


A conference with Colonel M. L. Walker, U. S. A., governor 
of the Panama Canal, and A. L. Flint, chief of office of the Pan- 
ama Canal in Washington, was held in New York by American 
steamship companies, including passenger, general cargo and 
tanker lines using the canal, at the office of the American Steam- 
ship Owners’ Association. Further consideration was had of the 
proposed legislation providing for a single basis of tolls at 
Panama—that is, the Panama Canal measurement. The attitude 
of the steamship companies were expressed to Governor Walker 
in the following resolution: 


Resolved, that it is the sense of this meeting that a toll rate 
not to exceed 80 cents per net ton for loaded ships, and a propor- 
tionate rate for ships in ballast, based on present Panama Canal 
Measurement Rules, will be acceptable to American companies 


using the Canal, and that the same shall be specified in appropriate 
legislation. 


Provided, however, that if such rates cannot be secured, it is the 
sense of this meeting that the present system of measurements at 
the Panama Canal be adhered to until such time as the present na- 
tional rules of measurement are changed by international agreement. 


Governor Walker said he would take the recommendation 
under advisement. It was explained to him that a rate of toll as 
high as had previously been proposed of $1 per net ton Panama 
Canal measurement would compel some passenger and general 
cargo companies, and even some tanker ships, to make a larger 
payment for tolls than under existing law, which provides for 
two alternative systems of measurement at Panama—the Panama 
Canal basis and the United States net register basis, payment 
under the latter being limited to $1.25 per ton. 

There was also discussion of the recommendation of the 
steamship companies that the period of daily operation of the 
Panama Canal be lengthened by at least four hours. Data on the 
economies that would accrue from such extension will be fur- 
nished by the steamship companies to Panama Canal authorities. 


CONDEMNS BOARD ACTION 


On his return to Washington this week from Europe, Com- 
missioner Lissner, of the Shipping Board, expressed disapproval 
of the action of the board in deposing Leigh C. Palmer as head 
of the Fleet Corporation. Mr, Lissner commended the adminis- 
tration of Fleet Corporation affairs under the direction of Mr. 
Palmer. 

Commissioner Lissner left for Europe several weeks ago just 
before the board rescinded the resolution delegating certain 
authority to Mr. Palmer. Shortly after taking that action, the 
board voted to accept Palmer’s resignation. Commissioner Liss- 
ner was one of the few members of the board who was on 
friendly terms with Mr. Palmer. 


WATER-BORNE COMMERCE 


American vessels carried 34.2 per cent, by value, of the 
domestic exports of the United States in August, as compared 
with 38.7 per cent in August, 1924, and 34.7 per cent in the eight 
months ended with August as compared with 39.1 per cent in the 
same period of 1924, according to the monthly summary of for- 
eign commerce issued by the Department of Commerce. Of im- 
ports, American vessels carried 32.7 per cent, by value, in August 
as compared with 31.2 per cent in August, 1924, and 32.1 per cent 
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in the eight months ended with August as compared with 33.4 
per cent in the same period of 1924. The detailed figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF CARRIAGE 
August 


Domestic exports Imports 
1924 1925 1924 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total. ..<.0<< 325,027 327,467 254,542 340,484 
Land vehicles.... 41,819 53,405 25,213 28,570 
Parcel post...... 1,789 2,330 7,809 9,355 
Vessels .......... 281,419 316,732 221,520 302,559 
Amer. vessels (total) 108,767 108,208 69,178 98,857 
For’n vessels (total) 172,652 208,524 152,342 203,702 
CS eee 1,61 3,6 229 30 
Ce 96,303 102,515 88,156 111,588 
J eee 5,740 9,2 3,313 yi 
BEE werisccewees 8,748 14,214 5,936 8,313 
ee 10,728 10,187 8,727 10,961 
EE nics: conatoe 9,045 12,814 5,387 5,679 
rer 9,790 9,699 2,688 5,587 
Japanese ....... 7,704 11,758 18,908 34,260 
Norwegian ...... 7,991 15,477 8,793 11,854 
OS Peer 5,199 ,697 703 62 
a — 4,149 6,286 3,083 2,566 
P| er 5,639 9,033 6,419 6,393 
Per cent of water borne: 
In Amer. vessels. 38.7 34.2 31.2 32.7 
In For’n vessels.. 61.3 65.8 68.8 67.3 
Eight Moths Ending August 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total ..ccvses 2,635,280 3,024,310 2,382,727 2,730,229 
Land vehicles.... 356,254 402,356 237,594 244,947 
Parcel post...... 13,521 16,724 69,674 81,322 
WREEGES cccviscsce 2,265,405 2,605,230 2,075,459 2,403,960 
Amer. vessels (total) 885,683 903,973 693,637 772,247 
For’n vessels (total) 1,379,722 1,701,257 1,381,822 1,631,713 
MOOT: occecews 22,766 24,992 8,009 7,378 
| 734,423 886,507 730,141 900,259 
PE 6ieeeceese 50,456 65,153 43,047 40,524 
CU ee 67,922 107,975 58,707 70,705 
EE 66,827 80,470 88,185 90,304 
GOrMAMR ...cccece 82,844 98,535 46,965 48,209 
0 eee 71,926 91,597 37,491 43,777 
Japanese ....... 96,205 99,571 150,749 227,023 
Norwegian ...... 81,684 112,534 134,397 116,096 
BPGMIE ccccccece 37,183 38,771 11,858 10,000 
PIE. o.cccecwsss 29,754 35,489 28,122 25,138 
All others....... 37,732 59,663 44,151 52,300 
Per cent of water borne: 
In Amer. vessels. 39.1 34.7 33.4 a 
In For’n vessels... 60.9 65.3 66.6 7. 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


August 

Entered Cleared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
Tons tons tons tons 
GN TG ccc ccévecccccaceveses 6,279 6,615 6,713 6,917 
TEE MN, ic o ceccceceerscese 4,087 4,236 5,092 5,285 
Ere re 2,192 2,379 1,621 1,632 
Mmavican’ COtAl)... .....cvccccceccese 2,629 2,469 2,877 2,586 
TRS cds ce csihooeveneets 1,701 1,636 2,040 1,787 
PL Es tnencaisesrts anne wesw 928 833 837 799 
Foreign (total) ......ccccccsscccee 3,650 4,146 3,837 4,331 
EE MING oe a veetedscwecd oes 2,386 2,600 3,052 3,498 
ee 1,264 1,546 785 833 
Per cent Amer. vessels... 41.89 37.37 42.85 37.34 
Per cent For’n vessels... 58.11 62.63 57.15 62.66 

Eight Months Ending August 
Entere Cleared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
tons tons tons tons 
| ae ee errs oe 44,364 45,365 44,953 46,416 
PTE GID, occcrcccenetceeeses 31,998 32,898 34,388 35,925 

Be EN 6 blob ccencereecsnces 10,366 12,467 10,565 1 
American (total)... .cccccseccsece 19,257 17,916 19,533 18,052 
I, cc cas meseccedeseks 14,234 13,480 13,103 12,425 
NN eet Cer 5,023 4,436 6,430 5,627 
Forei eT 25,107 27,449 25,420 28,364 
, ye pee Rese eSene waeeewe 17,764 19,418 21,285 23,500 
PE Pies tecncwen neon nnewws 7,343 8,031 4,135 4,864 
Per cent Amer. vessels... 43.41 39.52 43.46 38.79 
Per cent For’n vessels... 56.59 60.48 56.54 61.21 


SHIP SALES PROGRAM 


The Traffic World Washington Bureat 


Chairman O’Connor, of the Shipping Board, plans to begin 
a campaign to sell idle Shipping Board vessels of the smaller 
types to large automobile manufacturers for direct shipments 
of automobiles from lake ports to foreign ports. He said this 
week he would make a call shortly on Walter Chrysler, of 
Detroit, in an effort to sell the Chrysler company some ships. 
Automobile interests of Detroit have evinced an interest in 
proposals that they acquire vessels for the shipment of their 
products. Studies are being made to determine whether ships 
that will pass through the Welland Canal can be loaded to the 
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point where it will be profitable to make direct shipments of 
automobiles from lake ports. If the vessels are too heavily 
loaded, they cannot pass through the canal, according to officials 
of the board. 

The Pan America Line, operating between New York and the 
east coast of South America, will be offered for sale again soon. 
Chairman O’Connor said the line would be sold and at a price 
considerably in excess of the offer of $770,000 a ship made by 
the Munson Line which was rejected by the board. 

The Admiral Oriental Line, operated for the government 
between Seattle and the Orient by the Dollar interests, also 
will be offered for sale soon, Chairman O’Connor said. Stanley 
Dollar has discussed with board members the question of whether 
the board would charter the vessels used by the Admiral Oriental 
Line. A charter offer, board members said, however, could not 
be considered until the line had been offered for sale or charters, 
If sufficient guarantees were obtained, the ships might be 
chartered, it was said. 


SHIPPING SERVICES INCREASED 


President Crowley of the Fleet Corporation has advised the 
Shipping Board that, effective in December, the Yankee Line, 
which operates a government freight service between Phila- 
delphia and Boston, and Hamburg and Bremen, will include 
Portland, Me., as a port of call. Mr. Crowley expressed the 
hope that Portland interests would get behind the service to 
the end that cargo offerings would be larger than they were 
last year, when Shipping Board vessels called there. The 
Yankee Line now has six ships in operation, two additional 
ships having been recently assigned to the line by the Fleet 
Corporation. The line originally had six vessels, but the num- 


ber was reduced to four under the administration of former 
President Palmer. 


BOARD CHARTERS TWO SHIPS 


The Shipping Board has approved a contract entered into 
between the Fleet Corporation and the Carolina Company, owner 
of the Palmetto Line, for the chartering for six months of two 
vessels at the rate of 25 cents a deadweight ton a month. The 
vessels are the Fluor Spar and Liberty Glo, each of 8,800 dead- 
weight tons. To put the vessels in condition for service, the 
board will expend approximately $11,000 on the Fluor Spar and 
$12,000 on the Liberty Glo. The Carolina Company recently 
bought the Palmetto Line, which was owned by the government, 
and which has services between South Atlantic ports and United 
Kingdom and continental ports. The low charter rate was rec- 
ommended by W. B. Keene, vice-president of the Fleet Corpora- 
tion, on the ground that it would aid the company in making a 
success of private operation of the former government line. The 
line has six vessels and will use the additional ships for the 
movement of cotton.. The company asked for an option giving it 
the right to buy the ships at the end of the charter period on the 
same terms and conditions on which it bought the six vessels of 
the Palmetto Line but the board did not act on the request. 


BOARD SELLS VESSEL 


The Shipping Board has approved the sale of the Lake 
Ellendale, of 4,050 deadweight tons, to William Clifford, of 
Duluth, for $25,000 cash. Mr. Clifford represents the Duluth- 
Superior Dredging Company, which will convert the vessel into 
a dredge at an estimat'ed cost of $175,000. 


WATER-BORNE EXPORTS 


Water-borne exports of the United States to foreign countries 
in the fiscal year ended June 30, 1925, reached an aggregate of 
nearly 52,000,000 tons, an increase of approximately 2,850,000 
tons (6 per cent over the export total of the previous fiscal year, 
according to survey of foreign traffic in preparation by the 
Bureau of Research of the Shipping Board). 

Analysis of the volume of export traffic to various foreign 
trade regions of the world indicates substantial increases in 
nearly all of the more important trade routes. The 1925 export 
tonnage to Great Britain and North Atlantic Europe was 
2,400,000 tons greater than the 1924 total, the Mediterranean 
region exports increased 800,000 tons, the movement to South 
America shows an increase of 600,000 tons and the export totals 
to the Caribbean region and Africa exceeded those of the previous 
year by 400,000 tons and 200,000 tons respectively. 

Decreases in export volume occurred in the Far East trade 
which was 1,200,000 tons less than in 1924, in the Mexican trade 
which declined 200,000 tons, and in the South Atlantic France 
and Spanish trade where our 1925 exports were 150,000 tons 
less than in the fiscal year ended June 30, 1924. 


SHIPPING BOARD CHANGES 


Commissioner Haney, of the Shipping Board, has been 
designated head of the division of regulation of the board, suc- 
ceeding Commissioner Thompson who has resigned effective 
November 1. The division of regulation functions under the 
regulatory provisions of the shipping act. 

Joseph E. Sheedy, vice-president of the Fleet Corporation, 
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has been ordered to return to London as vice-president in charge 
of European affairs. When L. C. Palmer was deposed by the 
Shipping Board as head of the Fleet Corporation and offered the 
London position, Sheedy was ordered to report for another as- 
signment. Palmer refused the London position. Sheedy is 
scheduled to leave for London about November 30. E. R. 
Erckenbrack, director for Europe, has been recalled to Washing- 
ton for another assignment. 

President Crowley, of the Fleet Corporation, has discontinued 
the position of district director at Baltimore, filled by R. T. Mer- 
rill, formerly director of the bureau of research of the Shipping 
Board. The position has been abolished effective November 20. 
A sub-office will be maintained at Baltimore but it will not be 
a district office. It was decided that a district director was not 
necessary at Baltimore because the Washington offices were 


nearby and also because only one government line operates out 
of Baltimore. 


SHIPPERS PROTEST WHARF RATES 


As a result of the proposed increase in wharfage rates the 
trunk lines will ask the shippers to pay in the event of the 
charges going over $1, the New York Merchants’ Association has 
arranged a meeting of protest, to be held at the Trunk Lines 
office, October 28. 


AMERICAN-HAWAIIAN SAILING 


The American-Hawaiian Steamship Company announces hav- 
ing berthed its S. S. “Georgian” from Baltimore, November 12 
and Charleston, November 15, sailing direct to Los Angeles 
Harbor, San Francisco, Oakland, Portland, Seattle and Tacoma. 
This sailing is in addition to regular sailings every five days from 
Boston, New York and Philadelphia to the Pacific Coast. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


This office is in receipt of information that, effective at once, 
the offices of Georgitsion (Laconias) and Kastrion (Arcadia), Greece, 
are authorized to participate in the exchange of parcel-post mails. 

The two offices mentioned above should be added to the list of 
post offices in Greece authorized to exchange parcels, as indicated 
on page 228 of the annual Postal Guide for 1925. 


NEW BILL OF LADING FORM 


Following the adoption of a new shipping instruction form 
in which the limits of liability of the forwarders are clearly set 
forth, the New York Freight Forwarders’ and Brokers’ Asso- 
ciation is developing a new uniform through bill of lading. The 
new form, which is being prepared by a special committee and 
which is to be submitted for approval at the next meeting of 
the association, states the conditions under which shipments 
will be handled and will conform in the matter of liability to 
the forms used by the steamship companies. Heretofore, there 
has been confusion as to the liability to be assumed by for- 
warders and, in many cases, this has been out of all proportion 
to the fees charged. 

A feature of the new shipping instruction form is that it 
contains specific instructions covering acceptance, payment, or 
protest of drafts, the rebates to be allowed, and other charges 
in this connection. It also provides for specific instruction in 
regard to marine insurance and other matters on which mis- 
understandings arose under the old plan of indefinite and in- 
complete instructions from shippers. 





RIVERS AND HARBORS CONGRESS 


John H. Small, president of the National Rivers and Har- 
bors Congress, has issued the official call for the twenty-first 


annual convention of the congress, which will be held in Wash- 
ington December 9 and 10. 


In a statement accompanying the call, S. A. Thompson, 
secretary, said: 


Because of the small appropriations during the past two years, 

the funds available for river and harbor work will be practically 
exhausted by the end of the present fiscal year. The army 
engineers always retain a few millions to provide for unforseen 
contingencies—and they can only do that this time by slowing 
up all the work that is under way and stopping some of it 
entirely. Unless, therefore, an adequate appropriation is voted 
by Congress at its coming session—and anything less than 
$50,000,000 will be inadequate—work on our rivers and harbors 
must proceed more slowly than it should, not only during the 
remainder of the present fiscal year but during the whole of 
the next one. 
: It is safe to say that the average citizen does not realize the 
importance of our waterways, nor the tremendous amount of 
commerce which they carry—even in their unfinished condition. 
A table published with the call shows that, from 1920 to 1924, 
inclusive, the traffic carried on our rivers and harbors has 
amounted to more than 2,000,000,000 tons, with a value of almost 
$95,000,000,000. That is to say, the commerce carried by water 
in the past five years is nearly seventy-five times as much as the 
amount spent on all our rivers and harbors in the past one hun- 
dred and twenty-five years. 

Skimping the appropriations for rivers and harbors is not 
economy but parsimony. It “saves at the spigot and wastes at 
the bung.” It is hoped that every state and city that is interested 
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in waterways will not only send a strong delegation to the De- 
cember convention but will help in every way to secure ample 
funds for river and harbor work. 


RESUME FREIGHT PILFERAGE CAMPAIGN 


The New York Merchants’ Association has announced that 
it will resume its campaign against freight pilferage in the port 
of New York because of renewed complaints of revival of this 
evil. 

Although the pilferage of merchandise in transit from the 
port is now materially less than it was in 1920 and 1921, the 
Merchants’ Association continues to receive complaints of 
losses due to this cause, it reported. It has just completed an 
investigation involving pilferage from shipments arriving from 
New England for distribution through that port to all parts of 
the world. This investigation showed that losses of which com- 
plaints had been made were occurring chiefly in connection with 
shipments to certain parts of Europe and to one or two coun- 
tries of the Far East. 

Changes in the handling of the shipments at one or two 
points were suggested by the association and it is expected that 
pong will reduce the losses which have been sustained in the 
past. 

The association aided not long ago in bringing about the 
apprehension and conviction of certain organized bands of 
thieves who are making heavy depredations upon merchandise 
passing through the port of New York. 


STORE DOOR DELIVERY 


The Traffic World New York Bureau 


The New York Board of Trade and Transportation is send- 
ing to all members and merchants generally a questionnaire and 
the proposed plan for putting into effect a store door delivery 
plan. The questionnaire follows: 





Are you using to any extent the trucks employed by the carriers 
under the arrangement in effect over the Erie, Lackawanna and Le- 
high Valley railroads? 

Is this service entirely satisfactory? 

If carriers should establish complete store door delivery, assum- 
ing responsibility to and from your place of business, giving receipts 
for goods shipped and taking delivery receipts on incoming freight 
at your place of business instead of at their freight stations, would 
you patronize that service? 

In answering this question it must be assumed that there will be 
established a satisfactory cartage charge in addition to the regularly 
established freight rates. 

If you do not object to giving the information, please advise the 
average cost to you at the present time of handling freight between 
your place of business and the railroad terminals. 

What is the general character of your freight shipments? 


Estimated yearly amount of tonnage handled to and from rail- 
road stations? 


The railway committee, headed by E. J. Tarof, quoting a 
report by the Atlantic Shippers’ Advisory Board, in its report on 
the subject, said, in part: 


With the exception hereafter shown, no railroads serving New 
York have arrangements of any kind for trucking services to and 
from the shipper’s place of business or warehouses. 

The Lehigh Valley and the Delaware, Lackawanna & Western 
railroads have arrangements whereby shippers or consignees can 
obtain direct collection or delivery of their shipments at their place 
of business without passing through their New York freight sta- 
ions. 
es The arrangement provides that these companies will pay the 
expense of trucking between the Jersey side and New York City to 
what is known as their “constructive delivery’’ station, which, gen- 
erally speaking, is the center of West street. 

The railroad under the arrangement assumes responsibility be- 
tween its Jersey terminals and West Street, and all cost of trans- 
portation to that point is included in its New York freight rate. The 
shipper or consignee enters into an arrangement with the truckman 
employed by the railroad (not the railroad) for transportation be- 
tween West street and his place of business and pays for this serv- 
ice a trucking charge in addition to the New York freight rate. 

Under an arrangement of this kind the freight is not taken to 
the railroad piers, but upon arrival at the Jersey side is carted direct 
to the place designated by the consignee, or is taken from the ship- 
per’s place of business direct to the Jersey side, where it is loaded 
in the freight cars. 

Under the Erie Railroad arrangement certain inland freight sta- 
tions have been established at points on Manhattan Island. These 
inland stations are designed to take the place of pier delivery. 
The trucking company trucks freight from the Erie terminal on the 
Jersey side to these stations, and freight delivered there is subject 
to the New York rate without any additional charge, the Erie merely 
substituting the inland freight station for its pier delivery. 

Under the Erie Railroad arrangement merchants may arrange 
with its trucking company to carry freight direct between their 
places of business and the Erie Jersey terminal, by paying an addi- 
tional cartage charge to or from the “constructive delivery” point, 
and in such cases the Erie Railroad’s responsibility begins or ceases 
at West street, as in the case of the D. L. & W. and Lehigh Valley. 
None of the above arrangements covers the services known as “store 
door delivery,” as it is understood in Canada and in England, or as 
was in effect at Baltimore and Washington for a number of years. 

Store door delivery as practiced in other countries covers a serv- 
ice by the carriers from the door of the shipper on outbound ship- 
ments, and to the door of the consignee on inbound shipments. 

The advantage to the railroad would be the increased capacity of 
the freight stations resulting from prompt removal of incoming freight 
and direct transportation to and from rail heads of a large part of the 
traffic that is now handled through the freight stations, thus re- 
ducing the need for additional station space which is not and can- 
not be made available except at prohibitive cost at most of the im- 
portant cities. 
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Social Aspects of the Transportation Act Disclosed 
by the Potter Plan 


(Written for The Traffic World by J. Shirley Eaton.) 

In the western railways freight rate case now before the 
Commission, the request of the Chicago, Milwaukee & St. Paul 
Railway that the proceeds of any increase granted be distributed 
among the carriers in the proportion of their respective deficits 
from the reasonable return of 5% per cent, is disconcerting to 
many. It is known as the Potter plan. It is of far-reaching con- 
sequences in itself, but it is of even more importance as disclos- 
ing the character of the transportation act to which it applies. 
The keen discussions caused will assist to clearer understanding 
of the conditions on which such legislation necessarily rests. 

The interstate commerce act, prior to 1920, was directed to 
the elimination of railway abuses. The transportation act of 
1920, now incorporated in the commerce law, carries regulation 
to the broader and surer ground of treating transportation as a 
function that must be conserved and developed as well as 
regulated. The common law right of railway capital to reason- 
able return is specifically affirmed and, under the supervision of 
the Commission, a wide liberty of action is restored to the rail- 
ways in routing freight, pooling revenues and facilities, and con- 
solidating properties, which the anti-trust law had interdicted. 

The social control of railway earnings is now complete. 
This does not mean necessarily that the carriers have been de- 
prived thereby of any original rights, but that they exercise 
these rights under the supervision of the Commission, to which 
body they must fully account. In that accounting the rights of 
the public, no less than those of the railways, are sharply de- 
fined—so far that Justice Brandeis in the New England divisions 
case was led to say in his opinion: “Whether the rate is rea- 
sonable may depend largely upon the disposition which is to be 
made of the revenues derived therefrom.” 


Plan Grows Out of Method of Dealing with Roads as a Whole 


The opponents of the Potter plan describe it as socialistic 
and, therefore, economically unsound. In substance, they aver, 
it takes from the strong to give to the weak, committing the 
double sin of discouraging competence and rewarding incom- 
petence. But in this the opponents have mistaken their mark. 
It is not the Potter plan that has merged the strong with the 
weak, but the principle laid down in the law itself for making 
rates that shall yield to railways, as a whole, in groups a desig- 
nated limited return. Having merged the claims of the several 
individual railways for rate relief into a single budget, the 
authorized rate to produce funds for this budget is a composite 
rate into which the situation of each of the several carriers in 
the group has entered. Had there been a single carrier left out 
or another carrier added or substituted the composite rate 
would have been by so much changed. Inescapably, the pro- 
ceeds, above out of pocket costs, under such a rate must be 
impressed with the composite quality of the rate which pro- 
duced them. 

To pool the elements of the several situations so far as to 
derive from them a composite rate, which is a collectivistic pro- 
cedure, and then to permit the individual carrier levying on the 
shipper, under the composite rate thus derived, to retain all the 
moneys it collects for services under this rate, is a highly in- 
dividualistic process and it is anarchistic to the degree that it 
ignores the prior collectivistic procedure. Yet to do this very 
thing is what is now construed to be the protection of individual 
rights. 

The Potter plan, in restoring to the carrier originally con- 
templated in the construction of the rate, part of the amount now. 
diverted, first directs attention to the impropriety of individually 
distributing what was collectively produced, and, next, draws 
attention to the collective production itself. It is really at this 
point the issue lies. We are confronted sharply with the ques- 
tion: Is the law right in dealing with railways in groups as a 
whole and then in limiting the “profits” of the group as a whole 
to an aggregate compensation? We may, therefore, examine the 
use of the group principle in railway rate making together with 
the principle of a limitation on earnings as controlled through 
the rates authorized. 

The first obvious grouping of freight was by the distance 
or mileage group. ‘This came to be rearranged, as we shall see, 
into groups of movements and classes of goods moved. All of 
the traffic embraced within a particular group would stand a 
common rate. Two or more routes bidding for the same ton- 
nage between the same termini present an illustration of the 
most highly competitive traffic. For such traffic there must be 
a common rate, otherwise all freight would move by the route 
offering the lowest rate. This flat rate used by all the com- 
petitors theoretically represents the price which the marginal 
carrier must charge to break even. Excepting only the marginal 


carrier, the cost of any particular carrier had no part in fixing 
that rate. 

Beginning with this identical traffic which might move 
freely by any one of several routes, the service performed differ- 
entiates through the successive stages of dissimilarity out to the 
purely local and particular. In blocking out these successive 
areas of service the group device is indispensable. 

In respect to the rates that apply to these progressively dis- 
similar groups, just as the cost of the individual road did not 
determine the rate in the area where the traffic was entirely 
competitive, so, by the close meshing of the business intricacies, 
local traffic that seemed entirely non-competitive was, to a de- 
gree, standardized so that the financial situation of the particu- 
lar carrier on whose rails the freight moved had only indirect 
influence in determining the rate of its local business. 

Faced with this condition that, in a given territory, it is im- 
possible to make individual rates, the framers of the transporta- 
tion act fell back on rates that should be adequate to the needs 
of the group of railways as a whole. In no other way could a 
fixed relation be established between traffic rates and the de- 
sired rate of return on property. A rate of return such as this 
was, by its nature, based on an average of conditions of all the 
railways within the group, deduced from both the high and the 
low in equal proportion. From the original grouping of the ton- 
nage and then of the carriers that perform the service, we have 
now passed over to a derivative from this grouping, which is an 
average, into which the rate needs of the several carriers have 
been merged. 

In an average, by its very nature, the position of each with 
reference to the average line is fixed absolutely by the position 
of all the others. In a race between two contestants, the win- 
ner is first only because the loser is second. When there is a 
single stake the winner wins all, though it be by but half a 
neck, and the loser loses all by the same half neck. When the 
competition embraces more than two, the expended effort lost, 
which, for each contestant, corresponds to the stake, is multi- 
plied by each added entrant to the contest. In a group of com- 
peting producers, on the other hand, the winnings are spread in 
declining scale among them all, from the lowest cost producer 
up to the producer at the marginal point. On this last producer 
alone falls such absolute loss as there may be and it represents 
only that part of the whole production whose costs push it be- 
yond the outmost fringe of effective demand. 

Whereas, among railways, the group hitherto was of traffic 
and not of railways, and for such traffic it was a classification 
merely, the group here used is of railways and is not a classifica- 
tion merely, but is a coalescence. Thus, we now have a fully 
socialized group of railways producing among themselves a com- 
posite rate. The difference between this group and the usual 
type of group, whether of traffic or of railways, is profound. 
This difference has generally escaped attention. 


What the Traffic Will Bear 


Railway rates have been described as a system of relativi- 
ties. At each stage from the detail instance of local traffic to 
the larger and larger groups into which its first local grouping 
is successively merged, the rate arrived at is for the railway 
the largest it may consistently secure and for the public the 
lowest the railway can be induced to accept. Regulation apply- 
ing the conceptions of common fairness does not permit the 
carrier to extract at each point and at each instance all that 
the particular instance or point’ under duress might yield. We 
may conceive the process of rate making as a matter of trade 
at each point. Beginning at the single instance or class of 
local traffic and proceeding by concession and compromise, the 
railways and the shippers trade their way out from detail to 
general until the final grouping of the roads as a whole has 
been reached, to determine the compensation for the property 
as a whole of a group of railways, at this point the public makes 
a trade with the railways for a share in the net return or a 
limitation of that return which is another form of sharing the 
proceeds of operation. 

In all these successive negotiations and determinations, the 
expressions “just,” “fair,” “reasonable,” “equitable” are used 
freely as if of direct moral import. But they are merely devices 
for resolving the instance into the group in which it properly 
belongs, the item to its class; not for extinguishing competitive 
or strategic elements of situations, but for broadening and 
stabilizing those elements by organizing them into groups of 
wide base. From these, in the interest of effective and depend- 
able production, erratic, entirely contingent element's have been 
deliberately extracted. 


There is nothing sacrosanct in a declared policy of restrict- 





ing 


Ove 
fer- 
the 
sive 


dis- 
not 
rely 
ies, 
de- 
‘icu- 
rect 


im- 
rta- 
eds 
ld a 


this 
the 
the 
ton- 
have 
S an 
have 


with 
ition 
win- 
is a 
ulf a 
1 the 
lost, 
nulti- 
com- 
ud in 
lucer 
lucer 
sents 
it be- 


raffic 
ation 
sifica- 

fully 

com- 
usual 
ound. 


lativi- 
Tic to 
uping 
ilway 
ec the 
apply- 
it the 
| that 
. We 
trade 
iss of 
e, the 
ail to 
e has 
operty 
makes 
i or a 
ig the 


is, the 
» used 
levices 
‘operly 
etitive 
g and 
ups of 
lepend- 
e been 


estrict- 
















October 24, 1925 THE TRAFFIC WORLD 


ing return on railway investment. But if the social bid for 
railway capital is not sufficiently tempting we shall have diver- 
sions of social wealth to chewing gum production and to beauty 
parlor chain enterprises which might better have been applied 
to transportation. 


Recapture Provisions of Law 


In the transportation act, the intention, apparently, has been 
to “sit in” at the game when there are profits above the com- 
pensation allowed for the use of capital. But, inasmuch as it 
is mandatory on the Commission to make rates that, for the 
group as a whole, shall produce “as nearly as may be,” the 
designated “reasonable return,” it is plain that the only reason 
there could ever be excess or shortage in this reasonable return 
for the group as a whole lies in unforeseen tendencies in the 
volume of traffic or the rate of expense. Such profits as are 
left for recapture by the government then are but the dribble 
arising from miscalculated forecast by the rate making agency. 

Under the present practice of permitting the individual car- 
rier to retain all its collections under an authorized rate, there 
arises a secondary source of funds liable to the recapture clause. 
If, as we think has been shown, the revenues that constitute this 
secondary source of profits are not profits at all but unadjusted 
balances of a social collection, and if the excess earnings of the 
group aS a whole, should they ever occur, are but the results 
of miscalculation in administering the law, then the recapture 
fund rests on a most insecure basis. There are those who, in 
their insistence that the sources of the recapture fund shall be 
inviolate, maintain that the rights of this fund to a share in 
the proceeds that belong to the individual carrier in the group, 
effectually debar such a carrier from recovery of its property. 
That would be abhorrent if it were true. With a little exam- 
ination, however, we see that the claim of the individual carrier 
in the group is for his proper share in gross revenue collections, 
whereas the claim of the recapture fund lies against its share 
in the net earnings, so practically these claims do not collide. 

If the public is to share the profits of the railways then 
we must lift the restriction on return on property. We cannot 
restrict return on property to a meager compensation and, at 
the same time, have an excess of profits that the public shall 
share with the railways. This contradiction in the law has 
caused considerable confusion. 

Society may “trade out” its situation with the railways by 
limitation of profits or by sharing in profits, or more logically 
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TRAFFIC EXECUTIVE, with record of successful achievement 
in handling distribution problems, can shortly offer services to con- 
cerns requiring transportation specialist of proven competency to 


increase net profit. Address L. L. I. 861, care The Traffic World, 
Chicago, Ill. 








FOR SALE—42 feet 80 ton registering beam track scale. Address 
John Gund Brewing Company, LaCrosse, Wisconsin. 








WANTED—Complete or part set I. C. C. Decisions, bound. Must 
be in good condition. Address Nekoosa Edwards Paper Company, W. 
B. Dalton, Traffic Manager, Port Edwards, Wisconsin. 
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by sharing in the extremes of both profits and losses, so that 
the collections of excess profits of one year shall become liable 
to make good the shortage in some subsequent year. 


Shifting the Burden 


Those who have been opposed to the Potter plan for the dis- 
position of the proceeds of revenues collected under a composite 
rate, have, so far, largely confined themselves to the alleged in- 
justice as between carriers, but in a more intensive understand- 
ing they are now shifting their objection to the alleged injustice 
among shippers of different territories. If any road in the 
group, under the authorized rate has a return above the fixed 
figure they reason that the excess belongs to the carrier collect- 
ing it as its proper reward for strategic location or better oper- 
ating efficiency. Or, if that is to be denied, they urge that this 
excess belongs to the shippers from whom it has been collected 
and should not be diverted to sustain the railways of another 
territory. 

At this point it is necessary to pick up some of the collec- 
tivistic concepts already prevailing and long accepted in the 
practical business of railway management. The making of 
railway rates carries quickly into abstruse economic problems. 
The theory previously alluded to that the only basis for just 
rates is the miles hauled, modified as necessary by consideration 
of the special costs of the particular class of movement involved, 
is still widely accepted. A rate structure based on the mileage 
principle would vastly simplify the technique of rate making. 
When all rate problems could be referred to an absolute distance 
scale there would be left no room for manipulation and no 
grounds for centroversy. Unfortunately, the matter is not so 
simple. A system of exact mileage rates far from being infal- 
libly just, might promote the most violent economic distortions 
and result in grave injustice. 

A rate is a charge for service. It is evident that, unless 
the service to the shipper exceeds, in value to the shipper, the 
direct’ cost to the railway to perform the movement, the freight 
will not move at all. At the point where the value of the service 
equals and exceeds the direct cost to the railway, the possibilities 
of service begin. Direct cost of the movement must be refunded 
and this, of course, is proportional to the miles hauled and is, 
therefore, measureable by mechanical units; but the service is 
measured by the economic advantages that the shipper derives 
from the miles hauled. This service may or may not have any 
relation to the precise length of the haul. 


Of course, the refund for disbursements and the charge 
for service are both included in the rate levied. As it would 
be grotesque to proportion, on the basis of service, that part of 
the charge representing the refund of direct costs, it is equally 
grotesque to proportion the charge for service rendered on the 
mechanical units that caused the direct cost. With the enor- 
mous overhead and capital expense of a railway, the direct cost 
usually accounts for but a small part of the total charge. The 
mileage basis of apportioning charges, the major part of 
which represents the charge for values produced above the 
direct cost, which must first be refunded, is obviously unfair and 
by its rigidity it may suppress freight movements that are 
entirely economic and advantageous both to the railway and 
to the shipper. 

Without any pretense to theoretic analysis, the railways 
early found that the rates at which goods would move varied 
widely among different commodities and in different hauls of 
practically equal length. So long as the railway could be 
recompensed for out of pocket cost it was good business to move 
freights at the best price obtainable, whatever that might be. 
It early became a fixed policy to charge what the traffic 
would bear. At first the only parties to be considered in these 
negotiations of a rate were the railway and the particular ship- 
per for whose freight the railway was at the instant bidding. 
When the railway dealt with one of two shippers who were 
competitors, both of whom furnished it tonnage, then what had 
been a private trade came to affect a third party and took on a 
social aspect. The railways were not fully prepared for this 
phase of their problems. In trying to keep peace among “their 
friends” they sometimes resorted to the devious measure of the 
secret rebate. But no public carrier could for long arbitrarily 
make a rate to one shipper that was denied to his competitor. 
To do so was favoritism which broke down the dependable con- 
ditions under which industry and commerce must be carried on. 
Personal discrimination was easily distinguished but adjust- 
ments of rates between commodities, or to markets were not 
so readily identified. These were designed to promote new 
business without compromising existing production. Thus, by 
the device of the blanket rate, a charge of one producer to his 
market was extended back into his hinterland to embrace a 
competing producer many miles further from the common 
market. This was a startling innovation. Sometimes competi- 
tion of different situations was definitely stabilized by arbitrary 
differentials. All kinds of devices were used in setting up and 
maintaining the traffic structure. 

In such variety and extent of rate adjustment’s inevitably 
many were ill considered, some were uneconomic, some’ definitely 
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unfair and positively subversive. But the principle of adjusted 
rates in which distance is only one of the elements became the 
basis of rate making. In this country of wide distances, the 
whole structure of industry and commerce rests on it. Its 
abuses are incidental. Under proper administration the misfits 
are at a minimum. 


Social Consequences of a Rate 


In the course of handling their business, the railways, as 
best as they could, muddled through the problems presented in 
the social consequences of the rates they set up, regarding these 
problems as incidental merely to their main purpose of making 
profits for themselves. Presently, the state took a hand in get- 
ting justice for the individual shipper, who was at strategic 
disadvantage and overborne too often by the preponderant big- 
ness of the railway. With the formal regulation of railways 
by the government, inquiry into these social consequences of 
railway rate making becomes especially the business of the 
supervising agency. Much that the railways had already worked 
out for themselves has been accepted. Classification of goods 
shipped has been recognized; the distinction between carload 
and less than carload rate is accepted. Producing areas serv- 
ing common markets have been confirmed in blanket rates 
equalizing over wide zones, original geographical differences 
among producers. Thus, as an extreme illustration, citrus fruit's 
moving east from California pay the same rate to Maine as to 
Colorado. Railways are permitted to meet water competition 
but, under the long and short haul clause of the law they 
may not ask more for a less haul in the same direction except 
by authorization of the Commission. Established differentials 
have been acknowledged; traffic sheds have been accepted. 

The significance of these accepted practices is that they 
rest on the common basis originally developed by the railways 
themselves of a flexible charge adjusted to the various needs 
of shippers and territories. 

Under the transportation act no longer is railway control 
confined to regulation. The new policy treats transportation 
as an economic function to be fostered as well as regulated. 
Nor is the Commission longer a mere collective bargaining 
agency for the miscellaneous public alone, but an agency 
through which are cleared the negotiations of both sides to a 
collective bargain between public and railways. The same de- 
vices for adjusting rates to conditions to be met, are in force, 
the same use of these devices is permitted in working out the 
economic balances among complex conditions. The manipula- 
tion in placing the burdens of overhead and capital expense 
is now more distinctly in the interest of groups of railways 
as a whole and applies to great bodies of shippers as a whole. 
The general public interest is now more distinctly defined. 
Our railway policy is directed toward a national transportation 
system capable of giving adequate service at reasonable rates 
that shall produce a fair return on capital employed. 

With the new disposition to treat the railway problem in 
a comprehensive and constructive way, and with an agency at 
Washington endowed with enormous powers to execute the solu- 
tion that is adjudged best, we are confronted as never before 
with the social consequences that lie in the freight rate. It 
may not be improper to try to indicate some of the out'standing 
considerations. In one aspect society is a body of consumers. 
The producer’s rights rest on his service to the consumers. The 
consumer’s interest lies in maximum (economically balanced) 
production which means that he is primarily interested in low 
cost production and in the higher cost production only as it 
supplements the output of the low cost producer at a price 
which there is sufficient demand to cover. 

Of this total direct cost which determines a producer’s place 
in the scheme of production, transportation is but one of several 
elements. It is impossible to guage the expensiveness of any 
production by its transportation costs alone which, if high, may 
be offset by reduced costs in other factors of productions. So 
long as a producer holds the low cost posittion even with a 
heavy transportation expense it is uneconomic to supplant him 
by the producer having the shorter haul. Considerations that 
hold good for the low cost producer apply equally to the higher 
cost producers so long as they find a market for their supple- 
mentary production. They may have expensive transportation 
service for which the charge is ever so slightly above the out 
of pocket costs; but, if the aggregate of direct costs of such 
production is still within the area of effective demand the pro- 
duction is socially economic. 

If the U. S. Steel Corporation owned the industries of New 
England and found their costs high and their profits doubtful 
it might dismantle them, salvaging whatever was possible by 
transfer elsewhere. In fact, it would be compelled to do this 
because the advantages to be realized through the profits of 
some remote industry sustained by continued operations of the 
New England plants would not fall to the Steel Corporation. 
Society, however, which embraces all industries, may realize 
these gains provided the intervening operations are at least self 
supporting. From the standpoint of business as a whole it would 
be unthinkable to “scrap” New England or to ignore the claims 
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of the great northwest as parts of the national productivity. 
These regions may be embarrassed by disabilities, some of 
which are cyclic and for these there must be the inevitable 
“come back.” As to other disabilities their very stress may 
promote their cure by substitutions and adaptations. Some, too, 
may not be real economic derangements. The function of pro- 
duction may still be economically performed and there may be 
adequate demand for the goods produced, but the price devices due 
to internal shifts in the forms of the industry may have ceased 
to serve efficiently for collecting and apportioning the awards 
of production. Prices, after all, do not at all times accurately 
register the effects of economic processes. When the per diem 
basis for car service replaced the mileage basis we had a 
striking illustration of this as between line haul and terminal 
carriers. 

Finally, there is disclosed a solidarity of interest among 
producers and consumers. All producers are consumers and the 
great body of consumers are, in turn, producers. The economic 
disability of any wide region of producers quickly reacts through 
interrelation of producer and consumer on other producers, in- 
cluding even those who may be competitive. In this ultimate 
solidarity even under highly competitive conditions, the extraor- 
dinary profits of one section do not long escape the effects of 
depression in other sections. 


Initiative and Efficiency 


In the present discussions we have assumed that the clause 
of the law basing the determination of rates on figures of 
“honest, efficient and economical management” with “reasonable 
expenditures for maintenance,” has been scrupulously observed. 
Capital expenditures and operating expenses should be audited 
for competitive efficiency no less than for honesty. The property 
appraisals should not be on the mere basis of costs of reproduc- 
tion new less depreciation, but should reflect exchange value. 
The public cannot afford to withhold the rewards of foresight, 
initiative, and efficient management. If it does, our whole trans- 
port a¢tion system will gradually go dead and decay. To dis- 
courage a healthy individualism is to destroy society at the 
source. 


Consolidating Weak with Strong 


In the vexing complexity of the railway problem many take 
refuge in the plan of railway consolidations, which is, after all, 
but to accomplish with finality what the several individual rail- 
ways now are to free to do by their integrations under the 
present law, without destroying their identity. Consolidation 
only shifts the problem; it does not solve it. There are still 
among the low and high cost producers served by the railways, 
the same differences of position with reference to raw materials 
and markets. There is still the same burden of overhead and 
capital expense to be allocated. Instead of the sweeping rail- 
way economies predicted there probably would be greater ex- 
pense because of the rigid standardizations that would be set 
up. And the peril of uneconomic and unjust shifts of the trans- 
portation among shippers might be even greater, because, in- 
stead of the inter-regional settlements being cleared through 
many jealous and variously placed individual carriers and sub- 
ject to readjustment from time to time, these settlements would 
become mere administrative detail within the broad reaches of 
a single carrier’s operations. Furthermore, the consolidations 
would be final and the issues, if not properly settled, could not 
be reopened. 

There has been a vague notion about consolidating the weak 
with the strong. It runs throughout the report of the Commis- 
sion on consolidations. The implication is that strong roads 
can be forced to take over weak lines, even possibly on the 
basis of the official valuations at cost of reproduction new 
less depreciation. But this is a fallacy. Either the weak lines, 
and not all of them, will be taken over at any value the 
stronger line sees fit to offer, or they will be scrapped and the 
public will lose their service. 


It is reported that President Coolidge favors early consolida- 
tion of all the railways into a limited number of systems. He 
is said to feel that the farm products of the northwest should 
be relieved by shifting some of the transportation burden from 
the farmer to the manufacturer. If the single railway system 
can be extended to serve both classes of shippers, so far as the 
railway is concerned, such an adjustment could be accomplished 
without hardship. But the arbitrary shift of the transportation 
burden from the shippers of one territory to those of another, 
which is held up as the iniquitous possibility under the present 
law, if it is interpreted in the light of the Potter plan, where 
it would be only an incident, is, under such a plan, the declared 
first intention. Strangely, in much of the discussion of the 
matter it is overlooked that a shift of the transportation burden 
between the shippers of different territories has not lost any 
of its alleged possibilities of economic mischief, simply by the 
fact that the wide extremes affected lie within the embrace of 
a single railway system. 

Equally, under the plan reported to meet the thought of 
President Coolidge and under the logical application of the 
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present law, the shift of the transportation burden, so far as 
it may be a real shift, is dictated by a sense of the essential 
solidarity of farmer and manufacturer, which no maladjustment 
of prices shall be permitted for long to disturb. 

In the making of a railway rate it has been shown that the 
blanket extension of that rate back to the remote fringes of a 
producing area serving a common market did nét work economic 
loss nor individual injustice. In much the same way any appar- 
ent redistribution of the transportation burden between the ship- 
pers of two different territories so that the burden shall be more 
nearly apportioned to their ability to meet it, does not deprive 
the prosperous section of actual property, it only arranges the 
burden on future business more equally and so far tends to 
promote the largest aggregate continued production of both 
regions. It assures the continuance of a general prosperity in 
which the stronger or better placed action enjoys its full share. 


Conclusion 


We have endeavored to make it clear that objection to the 
Potter plan is, in reality, objection to the provision in the present 
law that rates shall “as nearly as may be,” be made to yield a 
reasonable rate of return for groups of railways as a whole. 
The Potter plan, up to the extent of five per cent of the rate 
as proposed, is merely the logical and inevitable derivative of 
this provision, to save it so far from obvious abuse. If the 
terms set up by the law between the railways and the public for 
use of railway capital are not economically sound, this issue 
is to be met squarely on its merits. The profit motive is not 
restored by diverting to the strong lines the proceeds of 
charges levied on shippers for the support of the weak lines. 

The Commission must meet its plain responsibility under 
the law, that the figures on which a general rate is awarded and 
maintained shall reflect “honest, efficient and economical man- 
agement” both in expenses and capital outlay. 

The reapportionment of the revenue collections of the car- 
riers in the western group, to accord with their representation 
in the composite rate, under which these revenues were col- 
lected, results, in turn, in a rearrangement of so much of the 
transportation burden among shippers as is thus affected. It 
is but broader application of the well established and only just 
method of adjusting a transportation charge in the making of 
a freight rate. This method rests on the fact that, fundamen- 
tally, a transportation charge is for service and not for mechan- 
ical units of performance merely. 


CONDITION OF EQUIPMENT 


The Commission’s monthly report to President Coolidge, 
required by a Senate resolution, on condition of railroad equip- 
ment, shows that in September, out of 120,242 freight cars in- 
spected, 4,705, or 3.9 per cent, were defective, as compared with 
95,125 inspected and 3,668, or 3.8 per cent, defective, in Sep- 
tember last year. Out of 2,175 passenger cars inspected in Sep- 
tember, 30, or 1.4 per cent, were defective, as compared with 
2,043 inspected and 25, or 1.2 per cent, defective in September 
last year. 


In September there were 6,556 locomotives inspected, of 
which 2,835, or 43 per cent, were found defective, and 302 were 
ordered out of service. In September, 1924, there were 5,027 
locomotives inspected, and 2,380, or 47 per cent, were found 
defective, and 291 were ordered out of service. 


Freight cars in need of repair on October 1 totaled 179,571, 
or 7.7 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 11,103 cars under 
the number reported on September 15, at which time there were 
190,674, or 8.2 per cent. Freight cars in need of heavy repair on 
October 1 totaled 139,551, or 6 per cent, a decrease of 6,930, com- 
pared with September 15. Freight cars in need of light repair 
totaled 40,020, or 1.7 per cent, a decrease of 4,173 compared with 
September 15. 


Locomotives in need of repair on October 1 this year totaled 
10,643 or 16.7 per cent of the number on line, according to 
reports filed by the railroads with the car service division of 
the American Railway Association. This was a decrease of 643 
compared with September 15 when there were 11,286 or 17.7 
per cent. Of the total number in need of repair on October 1, 
5,552 or 8.7 per cent were in need of classified repairs, a de- 
crease of 342 compared with September 15 this year, while 
5,091 or 8.0 per cent were in need of running repairs, a decrease 
of 301 locomotives within the same period. Class I railroads 
had 5,337 serviceable locomotives in storage on October 1, a 
decrease of 344 compared with the number of such locomotives 
on September 15. 


CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference Association will hold its 
fifth annual meeting and luncheon at the Hotel La Salle, Novem- 
ber 3. President T. C. Powell, of the C. & E. I. will be the 
speaker. 
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« United American , 
| Lines 


INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 













From From From 








New York Baltimore Savannah 
CIEE nakusiwcisevce seenaees i ° aneeseun Oct. 27 
_. oie Oct. 31 Nov. 6 Nov. 10 
ES ee Nov. 14 Nov. 20 Nov. 24 
C0 Nov. 28 Dec. 4 Dec. 8 
gis 2 eae Dec. 12 Dec. 18 Dec. 22 
EASTERN KNIGHT...... Dec. 26 Jan. 1 Jan. 5 
MONTICELLO .......... Jan. 9? Jan. 15 Jan. 19 
MANE scseccceccees Jan. 23 Jan. 29 Feb. 2 





Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 

at Los Angeles Harbor without transfer charge, also to all ports 

of California, Oregon, Washington, British Columbia, Alaska - 
and the Far East. 









A dependable service at differential rates 





Joint Service with 


Fe HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 





NEW YORK TO HAMBURG 






DEUTSCHLAND ....... Oct. 29 THURINGIA .......... Dec. 3 
MONTPELIER ........ Nov. 5 DEUTSCHLAND ....... Dec. 10 
WESTPHALIA ........ Nov. 19 MONTPELIER ........ Dec. 17 
ALBERT BALLIN..... Nov. 26 CLEVELAND ......... Dec. 19 






Steamers sail from Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads).............. Nov. 24 











BALTIMORE TO BREMEN AND HAMBURG 


MONTPELIER (Hamburg only, via New York)........... Oct. 24 
LEGIE (via Hampton Roads).......cccccccccccccccccccses Dec. 1 









NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


COPPER HEHEHE EHH ETE HEHEHE HEHEHE EEE EE EES 


NEW ORLEANS TO BREMEN AND HAMBURG 
WU TI 605660 6 60040. eciccericwencoe Second half of November 















ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 








Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 













ho | ee 327 S. La Salle St., Phone Wabash 4891 
BRANCH OFFICES: 

ee, Sr re me 4128 Jenkins Arcade Bldg. 

IIs o's tia 50550 oe tele Bovine eetanaeus es 1003 Rockefeller Bldg. 






















SE iis: si8 6's: navelearw 30,050 6/6 ee ae enn ase @enieaue John M. Born 
NE sa. 6 000 0:0siccicevevwvices Dichmann, Wright & Pugh, Inc. 
SE so tistnis ic as 6 o10.6ciealae oh vie wleepwerwies C. H. Sprague & Son 
IN 504400 0s0be oawcieneesoumewie M. J. Hogan & Co. 
Be I o.65.5i0 010.6006 nce 060100 ebeeure Los Angeles 8.8. Co. 
IS o55 0:0:0'soicses vevswcevacwseow eee Richard Meyer Co. 
Co me Dichmann, Wright & Pugh, Inc. 
ER iaiiicck 50's .«-d-0:5-00'e 0 owrresiacewa@uaiehe Sudden & Christensen 
PEE EA. oon c cc cccccccce Dichmann, Wright & Pugh, Inc. 
NG soc o:0:6-0 o:0:0 0106s 0. eewees'ee Columbia Pacific Shipping Co. 
I Bila loin cxsipics 9:0,oreie 4. ose en bee eee Sudden & Christensen 
ee IDB is. 6 o:0'86-40 56:0 evicesbecedeemnd Sudden & Christensen 
EE sie Gi tivisie y:d:dindidecawsomormeeatcoiia - Hogan & Co. 

cece EE EI Ri. Sudden & Christensen 





























































































































CANADIAN CAR LOADING 


Car loadings for the week ended October 10 were 1,428 cars 
less than for the previous week. Loadings in the eastern divi- 
sion have been steadily increasing since the first of August ex- 
cept when affected by holidays, but after a sharp upward move- 
ment from the last week in August to September 26, western 
loadings have fallen off, and last week were 5,432 cars less than 
the high record of 34,687 cars for the week ended September 26. 
Compared with the corresponding week in 1924 the increase in 
grain loading was 1,302 cars, miscellaneous, 1,891 cars, and 
total, 5,516 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
For the Week Ending, 




































































Oct. 10 Oct. 3 Get. ii 
Commodities 1925 1925 1924 
Grain and Grain Products.........ccccoes 4,828 4,325 5,948 
RE I icc da cendierdeseaveoeeree stones 1,517 1,325 1,413 
ML. OvsGuvccatcunetonbusescrcnetuiescuseen 4,663 4,749 4,990 
DE SECheiueas nade viene scm anneenenewes as 298 308 315 
Ets he wduncanen ae seedekenewnvakwes 2,854 2,852 2,806 
I, cisiningee vies ececivecs cdvcewoneosene 1,483 1,651 1,512 
ree 1,926 1,965 1,554 
CONC PGROSE PYOGUCIE. 2 ..iccccccvccocces 1,502 1,270 1,063 
ee ee ee Saree meee ee 1,081 1,126 1,148 
DI Sk CS Digase cv erevadonewaceae 11,242 11,533 11,671 
I 54:5 ace, bind. 0'40.o'srdcece 0:5 sere-¥/evee 12,775 12,373 11,578 
WORSE COPE EOROOE «oo cccssdcccccccsce 44,169 43,477 43,998 
Total Cars Rec’d from Connections... 31,614 32,561 28,473 
WESTERN CANADA 
Grain and Grain Products................ 12,321 16,072 9,899 
EE SL a 50d slaeeos106 weirs 8s 00 se 8 bineeevietels 2,136 1,591 1,452 
RE ian Gioia eh ws 6s ved eas 9,61 each oiie re aaa ore aiaeld 3,491 2,468 2,398 
NS nd ota Wass WON wee rhRRadcwewedeweinuee 28 42 4 
I-55 oss nin drpicn ware alainw he cicle ead etre i 945 1,023 902 
ED Hi Etictncih dete: tore ndleatieewplod oes 111 82 42 
oo ee eee eee 125 165 166 
CMiCe POTEst Products. ...cosiccccccesecces 1,384 1,275 1,290 
Bins aacad ate Rise ose Hed da adbnseerewewe 593 623 544 
meereanee, £4 ©. La. ccccveevcacsvencsees 4,301 4,449 4,087 
II, digadaie 4005 en odeSsacwawennces 3,820 3,585 3,126 
mene COPS LOGGER. «0 cele cicsiccccucseve 29,255 31,375 23,910 
Total Cars Rec’d from Connections.. 3,447 3,335 2,861 
TOTAL FOR CANADA 
Grain and Grain Products................ 17,149 20,397 15,847 
BE I a so. eioleWctachask se 60a eeaGrewoklaciuee 3,653 2,916 2,865 
EE WuldW wnwdées dé ocubileees cede teanecwes 9,154 1,217 7,388 
a Be Ud Waveiecenererlbiadeboveviewewewed 326 350 319 
TS Ee oe ee eek mee 3,799 3,875 3,708 
i. eee or oes te 1,594 1,733 1,554 
I SE NN ios 5:5: dos k'n: di 6ce. 6'o.@blaio a diweiare 2,051 2,120 1,720 
Other Forest Products............cccceee 2,886 2,545 2,353 
UN thi NGtal nia area eta hieie: & ed:biee oko eec@nd-wace wilelete 1,674 1,749 1,692 
Ee NCMNINEU Ba? Cis. dvicie screens coesesoesis 15,543 15,982 15,758 
NINES or pilea ob.corvweda ccs bacadsccoos 16,595 15,958 14,704 
Tetal Care Leaded ..ooosiescsicccccccces 73,424 74,852 67,908 
Total Cars Rec’d from Connections... 35,061 35,896 31,334 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products............cce0. 298,027 328,117 
NE IR oe: sidin ho:4- 0s sie wau nueute be benatinks 94,847 91,487 
EE. GUpane tebe decdeube wos sacrnewescaoees 157,419 209,060 
DEEL. Dugcdbawesdodee descteneecewauae sees 11,485 9,345 
I ia audi d owad ioe dew Ghe oh does sieeséi 145,944 147,506 
ED, cra cRgie vig ka dimewsnaeendeahemoees 110,221 109,003 
Ae Pe nner 82,836 80,224 
Sener POTONt Proaucts. «0.0 vcccccccccsecce 114,819 105,542 
IN aaa asks ay eick te Saeee shoes ewnin wie earerere 56,979 51,796 
ee A RS ee err 621,165 593,838 
EEE ET ee ee 512,895 489,392 
WOGRE CUTE SOMGOG. cis cei vvicdecvnces 2,206,637 2,215,310 
Total Cars Rec’d from Connections.. 1,352,392 1,289,677 


CANADIAN BOARD ORDERS 


The board has passed an order approving Edmonton, Dun- 
vegan & B. C. Ry. Standard Mileage Freight Tariff C. R. C. No. 
220 and Central Canada Ry. Standard Mileage Freight Tariff 
Cc. R. C. No. 126. 

The board has passed an order authorizing the C. N. Rys. 
to remove the station agent at Osaca, Ont., a caretaker to be 
appointed. 

An order has been passed directing that Canadian Freight 
Classification No. 17 be amended by adding to the distinctive 
heading “Liquors” on page 174, the provision for “Water, Min- 
eral or Plain, N. O. I. B. N.” as covered by items 34 to 38, in- 
clusive, page 87, and item 1, page 88. 

The board has passed an order directing the Canadian Na- 
tional Railways to appoint an agent at Green Court, Alberta. 

An order has been passed authorizing Nipissing Central to 
open for traffic that portion of extension of its line of railway 
from Larder Lake to Cheminia, Ont. 

The Board of Railway Commissioners for Canada has grant: 
ed the application of the Canadian National to close the engine 
terminals at Depot Harbor and Parry Sound and to create a 
new terminal at James Bay, Ont., subject to and on condition 
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that the right of any employe claiming financial loss caused 
to him by the change of residence necessitated thereby be 
reserved for such disposition as the board, on application, deems 
proper. 

The board has granted the Canadian National permission 
to open for the carriage of traffic that portion of its Hanna-War- 
den branch from the junction at Warden to Endiang, a distance 
of 33 miles, provided the speed of trains does not exceed 15 
miles an hour. 

The board has granted the application of the Canadian 
National to open for the carriage of traffic that portion of 
its Dunblane Central Butte branch from the junction with its 
Conquest Subdivision to a point 11.6 miles distant in a south- 
easterly direction toward the South Saskatchewan River, pro- 
vided the trains do not exceed 15 miles an hour. 

The board has also granted the road permission to open 
that portion of its Eston Southeasterly branch from Elrose Sub- 
division at mileage 84.32 to mileage 29.7, provided trains are 
not operated at a speed in excess of 15 miles an hour. 

The board has issued an order suspending Supplement No. 
28 to Canadian Freight Association’s Tariff, C. R. C. No. 36, 
withdrawing the application of joint rates on lumber from points 
on or via the Canadian Pacific to certain named stations on the 
Canadian National. 


CASE FOR MARITIME PROVINCES 
The Traffic World Ottawa Bureau 


The case for the Maritime Provinces in the freight rates 
matter, which was not ready for presentation at the recent gen- 
eral hearing before the Canadian Board of Railway Commission- 
ers, has now been presented. It recites that, because of peculiar 
geographical position, the nature of their products, and limited 
markets, those provinces should receive special consideration 
from a transportation point of view. It is noted that, during 
the construction of the great Canadian railways (with the excep- 
tion of the C. P. R.) the necessity of creating a rate structure 
that would permit the free interchange of products between the 
Maritime Provinces and central and western Canada and also 
insure a fair volume of export and import traffic through mari- 
time ports, was recognized and incorporated into agreements and 
legislation. Changes in the freight rate structure of Canada in 
the last few years, it is stated, have practically wiped out any 
consideration which the Maritime Provinces had and were justly 
entitled to, and have not followed the principles laid down in the 
agreements and enactments above mentioned. It is claimed that 
an adjustment should be made in the rates on east and west 
bound domestic traffic on competitive commodities as between 
the maritimes and the central and western provinces; that, on 
traffic originating in the maritimes and consigned to points in 
Quebec and the west, the added cost of transportation as com- 
pared with traffic originating in the central provinces should be 
substantially reduced; that the rates applied to import and ex- 
port traffic through maritime ports should be in no case higher 
than rates on similar traffic passing through other North Atlantic 
ports to inland points so situated as to permit competition via 
North Atlantic ports; and that individual shippers in the Mari- 
time Provinces should have special consideration to allow them 
to operate successfully. 


RATES AND POLITICS IN CANADA 


Throughout the tour which the leaders of the two political 
parties in Canada have just completed in the west, freight rates 
were the dominant issue. At Vancouver, where practically noth- 
ing else is discussed nowadays, Mr. Meighen said his opponents 
were trying to misrepresent him by making him out an enemy 
of lower freight rates in the west. Said he: 


Never have I criticized any rates as too low. What I have at- 
tacked is the practice of parliament fixing rates at all. These words 
have been contorted for western consumption into an attack against 
lower freight rates for western Canada, and the grossest misrepre- 
sentation has prevailed. Coming to the Pacific coast I find myself 
accused of having attacked in eastern Canada the recent order 
towering west-bound rates on grain and flour. Never until coming to 
British Columbia have I mentioned that order. 

This government and one or two of its satellites have gone very 
far to degrade the Railway Commission in public estimation, and 
in so doing have wrought much harm to the country. It is per- 
fectly appropriate that provincial governments and other interests 
should appear before them to express their respective viewpoints. 
That is their right and their duty; but to try to make the Commis- 
sion the agent of a political party and to gloat over its decisions 
is fatal to the standing of the commission, and is merely sacrificing 
Canada for the sake of politics. 


CANADIAN RAIL STATISTICS 


Statistics of the steam railways of Canada for 1924 have just 
been issued by the transportation branch of the Dominion Bu- 
reau of Statistics. Referring to the carriage of grain, the report 
says: 


Products of agriculture constitute, on an average, around 
per cent of the total freight carried, but the exceedingly long hau 
of the western grain produces a large ton mileage, so that of the 
total transportation service rendered approximately one-half is moving 
agricultural products. Grain is carried at such a low rate that the 
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the Interstate Commerce Commission; 
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Utility Law, etc.) 


Trucking—Distributing 
UNION Storage — Forwarding 


TRUCKING LARGEST HANDLERS OF 
COMPANY CARLOADS IN MICHIGAN 
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READY NOW 


Hartman’s Eastern Freight Rates 


CLASS RATES 
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BOSTON CLEVELAND MILWAUKEE 
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revenue per ton mile is only about six mills. A heavy grain move- 
ment consequently increases the ton mileage greatly, but does not 
increase the revenues to the same extent. 


Referring to the slump in gross revenues, it says: 


Although the large decrease was in freight revenues, passenger 
revenues also suffered a decline of $4,774,796. This was not due to 
exceptionally large passenger revenues in 1923, but to light passenger 
traffic in 1924, the number carried being smaller than for any year 
since 1912. The passenger traffic density, or passengers carried 
one mile per mile of railway, viz., 1,071, was the lightest since 1907. 

Total operating expenses were less than for any year since 1919, 
the large saving being in transportation expenses, although the 
amounts expended on maintenance of way and structures and on 
equipment were less than for any year since 1918. Traffic expenses, 
which include mainly advertising, soliciting, etc., except for reduc- 
tions in 1915 and 1916, have shown a steady increase each year 
for the past fifteen years, while general expenses, the principal items 
of which are salaries in the general offices, have shown very little 
change during the past five years, the saving from 1923, the peak 
year, for this general account being $474,524. One of the big savings 
in transportation expenses was in fuel for locomotives, which cost 
ay no less than for 1923, with the average cost per ton 6 per 
cent lower. 


HEAVY CANAL TRAFFIC 


The summary of canal traffic for September shows that 
wheat traffic through Canadian canals was the heaviest for any 
September since 1919, when statistics began. This was particu- 
larly true of the Sault canals. Wheat traffic there aggregated 
41,003,444 bushels, as against 19,004,827 last year. Iron ore in- 
creased 1,279,826 tons, but was 1,391,759 tons lighter than in 
August of this year. Coal shipments showed decreases. 

In the Welland Canal total traffic increased 87,147 tons over 
September, 1924. Wheat shipments dropped 139,833 tons, the 
decrease in United States wheat being 186,560 tons. The de- 
crease in shipments of United States wheat affected traffic in 
the St. Lawrence canals also, wheat showing a decrease of 157,- 
365 tons. Pulpwood and soft coal were heavier and the total 
traffic increased 71,552 tons. 


CANADIAN GRAIN RATES 


The Canadian statistical branch has issued a report showing 
average freight rates a bushel on Canadian grain carried by 
water for the four months, April to July inclusive, from the head 
of the lakes to various ports. The rate on wheat to Montreal 
was as follows: April, 10.36 cents; May, 10.06; June, 9.07; July, 
6.53. To Buffalo and United States ports the rates were as fol- 
lows: April, 2.64; May, 1.74; June, 1.58; July, 1.75. The rates 
from Port Colborne to Montreal and from Buffalo to Montreal 
were as follows: From Port Colborne—April, 7.00; May, 6.83; 
June, 6.31; July, 5.19; from Buffalo—April, 6.85; May, 6.69; June, 
6.04; July, 4.67. 


BUSINESS AT PORT OF MONTREAL 


For the last two months there has been a steady decrease in 
the average number of vessels entering the port of Montreal 
weekly, as compared with last year, though the total so far this 
year is still somewhat ahead of last year. There was a notable 
increase in the number of arrivals, particularly between the 
opening of navigation and the end of August. This is attributed 
to several causes. During the winter there was a decrease in the 
amount of grain purchased by European buyers, and soon after 
navigation opened on the St. Lawrence there was a large amount 
of grain required. The import tax on grain imposed by Germany 
September 1 also caused increased buying previous to that date. 
There was a noted decrease in arrivals after August 22, which 
was the latest date after which vessels sailing for Germany 
could get their cargoes there before the operation of the new tax. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian National for the week ended Octo- 
ber 7 were $5,788,613, as compared with $4,882,363 for the same 
period last year, an increase of $906,250, or 19 per cent. Earn- 
ings of the Canadian Pacific for the same period were $4,777,000, 
an increase of $379,000, or 8.6 per cent. 


MID-WEST BOARD MEETING 


The Mid-West Regional Advisory Board held its fall meet- 
ing at Des Moines, Ia., October 21, with 342 delegates in attend- 
ance. 

Governor John Hammill, in welcoming the convention, lauded 
the cooperative spirit of the board and indicated the interest 
of the state of Iowa, as the greatest producer of raw materials 
in the United States, in movements of this character. He asked 
for the square deal for the railroads as well as for agriculture 
and industry. 

Craig B. Hazlewood, vice-president of the Union Trust Com- 
pany, Chicago, and chairman of the banking committee of the 
board, said: 


I can say to you unqualifiedly that one of the most im- 
portant reasons for the comparative ease in the money market 
in the last twelve months has been better railroad facilities in 
getting raw materials, manufactured goods, and farm products to 
market. At one time the curve of money ran to a peak at this 
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time of year, due to the extraordinary need of money for crop- 
moving purposes. This curve has been considerably flattened out 
by. better transportation facilities. The end of 1925 ought to see 
a lot of liquidation through the corn country. Increased loaded 
freight cars will be coming into this territory during the winter 
and spring. 


It is the prediction of the chairman of the brick and clay 
products committee that: winter building, particularly in the 
cities, will witness a tapering off, due to the fact that the build- 
ing program is catching up to demand, and that an increase in 
building in the smaller towns will result as workmen of the 
building trades leave the cities. 

The report of the furniture and fixtures committee forecasts 
about 25 per cent over last year, with some districts much 
heavier than that. 

The grain and live stock committees express the opinion 
that it will be more profitable to feed the grain on the farms 
than to ship to market, and, while there will be 100,000 cars of 
grain shipped to market during the last quarter of 1925, this 
grain will be held as long as possible on farms for expected 
increase in price. On present prices of pork and beef there is 
more profit in feeding grain than in shipping. © 

The day preceding the regular meeting of the board, the 
live stock committee met with District Manager Beck, of Chi- 
cago, for discussion of various questions submitted by the live 
stock men for consideration of the railroads. All roads in the 
district were represented at this meeting by their principal 
transportation and traffic officers. 

Clarence Bather, commerce counsel, Rockford Manufactur- 
ers’ and Shippers’ Association, reporting for the chambers of 
commerce of the territory, reflected an optimistic outlook for 
general business during the remainder of the year. 

Lumber, sash, doors, blinds, and other building material, 
remain in active demand. This is also true of sand, gravel and 
stone. 

M. J. Gormley, chairman of the car service division, who 
had been in Florida for the last two weeks, returned to Des 
Moines for this meeting, and discussed the congestion in Florida 
due to the unprecedented volume of freight destined to Florida 
east coast points. He said it would take at least three weeks 
to clear up the accumulations, and urged shippers to be as 
patient as possible with their Florida consignments until such 
time as shipments might be accepted by the railroads. 

The committee on complete car loading reported progress in 
cooperation with receivers in the campaign to obtain the com- 
plete unloading of the lading from cars. Shippers who have 
cars placed for loading, which, from the standpoint of cleanli- 
ness, are not fit for the commodity to be loaded, were urged to 
report the condition to the principal transportation officer of the 
railroad so that necessary corrective action may be taken. 

The session closed with a banquet at the Hotel Fort Des 
Moines. Dr. R. A. Pearson, president of the Iowa State College 
of Agriculture and Mechanic Arts, was the principal speaker. 


NORTHWEST BOARD TO MEET 


The Northwest Regional Advisory Board will hold its thir- 
teenth formal meeting at Grand Forks, N. D., October 27. It 
has been announced that special attention will be given at this 
meeting to the subjects of grain, live stock and potato move- 
ments. There will also be the regular state, commodity and 
railroad committee reports. Governor A. G. Sorlie, of North 
Dakota, will be the principal speaker. 


LUMBER SHIPMENTS 

Reports received by the National Lumber Manufacturers’ 
Association from 348 of the larger softwood mills of the country, 
for the week ended October 17, in comparison with reports from 
347 mills the week before, showed satisfactory increases in pro- 
duction, shipments and new business. Increases in all three fac- 
tors were also noted when compared with reports for the same 
period a year ago. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding Wk., 
Past wo. 


Week, 1924 1925 (Revised) 
37 347 


Mills ..ccccccccccesece 0 
225,604,156 


Production ...ccccess 233,724,342 232,057,928 
BMIDIMONES o.o.00cecc0e 232,575,623 230,337,021 225,465,207 
Orders (new bus.)... 228,149,136 218,860,827 218,693,163 


The following revised figures compare the lumber movement 
of the seven associations for the first forty-two weeks of 1920 
with the same period of 1924: 


Production Shipments Orders _ 
BE kes neeweseoowomes 10,195,060,055 10,094,253,445 9,909,184,320 
BE 6a GRA eeeewsine 9,667,046,678 9,611,141,108 9,300,596,936 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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The Houston Oil Terminal 
Company 





This concern renders a valuable 
service to the Port of Houston. In 
this small space it is impossible to 
tell the story — but, we have pre- 
pared a booklet which puts before 
you the functioning of THE HOUS- 
TON OIL TERMINAL COMPANY 
in graphic form. The book is FREE 
to all purchasing agents interested 
in fueling at the Port of Houston 
and to all others who are interested 
in any phase of the Oil industry. 


Send for it. 






Address 


The Houston Oil Terminal 
Chronicle Company 


Building 






Houston, 
Texas 
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The perfect combination of our warehouses 
handling all lines of merchandise, automobiles, 
household goods and machinery. Capacity 
330,000 square feet. For freight rates, storage 


and distribution charges on any commodity 
WRITE 


THE TERMINAL WAREHOUSE Co. 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 








TRANSMARINE LINES 


Gulf S ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: 
5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo, Chicago, Cleveland, Dallas, Forth Worth, Los Angeles, Minneapolis, 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to esy simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and wide knowledge will answer questions a practical traffic 


roblems. We do not desire to take the place of 
belp him in his work. ; 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers 
Traffic Service Corporation, Mills Building, 


traffic man but to 


artment, 
ashington, D. C. 





Freight Charges—Liability of Consignor on Shipment Consigned 
to Federal Government Where Consignor Signs Stipulation 
That Carrier Shall Not Deliver Shipment Without Payment 
of Charges by Consignee 
Pennsylvania.—Question: In May, 1925, we made a ship- 

ment consigned to the Commanding Office of Federal Government, 

station located in Maryland, less carload consisting of machin- 
ery, on regular railroad bill of lading, freight collect. We have 
signed the clause in the bill of lading “that the shipment was to 
be delivered without recourse on the consignor.” Recently 
we received a freight bill for the amount of freight on the 
shipment referred to. We refused to pay the bill. The railroad 
company insists upon us uaying the freight, stating that all 
shipments for municipal and federal governments not shipped 
on a government bill of lading would have to be shipped prepaid. 

We have referred them to Item G-400 covering the book of 
instructions to Freight Agents, rule 108 and 109-A, referring to 
prepaid shipments with federal and state property. We would 
be’ pleased to have you give us your opinion as to whether we 
will be compelled to pay the freight. 

Answer: We know of no reason why the provisions of Sec- 
tion 7 of the bill of lading should not operate as a protection 
to a commercial shipper where goods are consigned to the 
federal government on a bill of lading in which the consignor 
has stipulated, by signature, in the space provided for that 
purpose on the face of the bill of lading, that the carrier shall 
not make delivery without requiring payment of the charges. 

Routing and Misrouting—Loss of Transit Privilege 

Maryland.—Question: Kindly let us have your view of the 
carrier’s liability for misrouting in the following instance. 

Carload of grain originated at Station “A,” destined Station 
“B,” the complete movement involving haul over two lines, 
through rate being published from “A” to “B” via two distinct 
junctions. The bill of lading covering shipment in question 
contained no rate and specified the origin and destination car- 
riers as complete route, no junction whatever being mentioned, 
and in the body of bill of lading the words “milling in transit” 
were inserted. The originating carrier elected to forward this 
car via one of the two authorized routes and after arrival at 
destination, it later developed that milling in transit tariff applic- 
able at destination point restricted origin territory in such 
manner as to permit milling in transit at the through rate only 
on traffic from point of origin via authorized junction that was 
not used by the originating line and consequently transit priv- 
ilege was denied. 

Notwithstanding the fact that bill of lading contained the 
words “milling in transit,” I am of the opinion that the Com- 
mission has held in previous cases that originating agent cannot 
reasonably be charged with knowledge of the various terminal 
and transit regulations granted by foreign lines when it comes 
to a question of observing a specific intermediate routing in 
instances where more than one route is available, unless the 
desired routing is specified in bill of lading by shipper. 

If you can enlighten me on the subject, it will be greatly 
appreciated. 

Answer: In its report in Gwinn Brothers & Co. vs. C. & O. Ry. 
Co., 56 I. C. C. 298, the Commission held that shipments of 
wheat forwarded from Chicago, Illinois, to Huntington, W. Vir- 
ginia, on bills of lading which provided for routing via Chicago, 
Indiana & Southern, Big Four, Cincinnati, and C. & O., and 
bore the notation “for milling,” were misrouted by reason of the 
fact that the initial carrier forwarded the shipments via its 
junction with the Big Four at Sheff, Indiana, instead of via 
Kankakee, Illinois, another of its junctions with the Big Four, 
thereby depriving the shipper of the benefit of the through rate 
plus the transit charge at Huntington from Chicago, Illinois, to 
the final destination of the outbound product from Huntington, 
West Virginia, the transit’ point. 

Based upon the opinion of the Commission in the above 
case, it is apparent that the carrier in the instance to which 
you refer is liable for misroute. 

The above conclusion would, however, seem to be subject to 
the limitation, under the principle of the Commission’s findings 
in Bradley Lumber Co. vs. N. O. G. N. R. R. Co., 38 I. C. C. 579, 





Vol. XXXVI, No. 17 


that if transit was available at all at point “B” on grain origin- 
ating at point “A” and moving via the junction through which 
the shipments in question moved, the carrier is not liable 
for misroute. 

Demurrage—Embargoes—Effect of 

Maryland.—Question: Will you please let us have the ben- 
efit of your views regarding the following problem: 

If a carrier accepts a shipment to an embargoed destination, 
holds the car several days in their yards at shipping point, then 
returns it to the original consignor, is the consignor responsible 
for demurrage and switching charges to and from their plant 
siding? Under similar circumstances, what would be the con- 
signor’s liability if carrier had forwarded the shipment to the 
embargoed destination, and held it awaiting instructions from 
the consignor on account of inability of consignee to accept 
delivery? 

An expression of your view regarding these two phases of 
this problem will be sincerely appreciated. 

Answer: As to your first question, the Commission has held 
that where a carrier accepts as a switching line, a shipment 
consigned to an embargoed point, it is the duty of the consignor 
to abate the demurrage by unloading the car within the free 
time or by billing it to an unembargoed point, upon receipt of 
advice from the carrier that the car cannot move in accordance 
with the instructions furnished by him. The above has refer. 
ence to a shipment which is tendered to a switching line for 
delivery to a road haul carrier, which latter line refuses to 
accept the shipment when offered to it by switching line and 
with respect to which the shipper made no inquiry at the time 
of loading the shipment as to whether or not an embargo ex- 
isted. See Cleveland Cooperage Co. vs. Director General, 57 
I. C. C. 423. Under the findings of the Commission in this case 
it is apparent that the shipper could not be assessed with 
switching charges. In this case the Commission said: 


In thus accepting and moving the shipment the Big Four was at 
fault, and it was, therefore, in duty bound either to make -delivery 
to the Erie, to return the car to point of loading without charge, if 
requested, or to hold it subject to the shipper’s instructions. On the 
other hand, upon receipt of advice that the car could not move in 
accordance with its instructions, the duty devolved upon complainant 
to abate the demurrage by unloading the car within the free time or 
by billing it to an unembargoed point. Having failed therein, it 
cannot escape responsibility for fhe detention charges thereafter 
accruing. Although embargoes are placed by reason of a carrier's 
disability, demurrage may properly be assessed for a detention for 
which the shipper is directly responsible and which he can avoid 
or abate. Reconsignment Case, 47 I. C. C. 590, 634. 


See also in this connection, Lafayette Box Board and Paper 
Co. vs. Director General, 59 I. C. C. 105; Kaw Boiler Works 
Company vs. Director General, 83 I. C. C. 339, and John Half- 
penny vs. Director General, 58 I. C. C. 268. 

In the latter case the shipper had inquired as to whether an 
embargo was in effect and was informed that there was no 
embargo. He loaded the car for which the carrier issued a Dill 
of lading, the Commision holding that demurrage charges were 
illegally assessed. 


With respect to the second question, the Commission has 
held that demurrage charges collected on a shipment accepted 
by the carrier for delivery at an embargoed point, the embargo 
being in effect at the time of the acceptance of the shipment by 
the carrier, are illegal. See Parkersburg Rig & Reel Co. Vs. 
Director General, 78 I. C. C. 299; also Empire Lumber Co. vs. 
Director General, 88 I. C. C. 424. 


However, see in this connection, Joseph L. Leiberman Vs. 
C. & N. W., 55 I. C. C. 599, in which the Commission held that 
demurrage charges assessed at point of destination by reason 
of an embargo at the plant of the consignee were not unlawfully 
assessed. The Commission’s findings were based, in this case, 
upon the ground that the inability of the consignee to accept 
delivery, and not the embargo, was the primary cause of the 
accrual of the demurrage charges, notwithstanding the fact that 
the embargo was in effect and the initial carrier had notice 
thereof at the time it accepted the shipment for transportation. 
In this case the Commission said: “The detention of this car 
was not caused by fault or disability of the carriers but was due 
primarily to the inability of the consignee to accept delivery, 
and it does not appear that the charges collected were in excess 
of those which would have accrued if no embargo had beet 
in effect.” 


Limitations—Action by Carrier for Recovery of Its Charges | 

Georgia.—Question: Your answer to “Texas” on page 122 

of the September 26 Traffic World, in regard to limitation 80° 

erning action for amount erroneously refunded as overchargé, 

states that action of the carriers under paragraph 3 of section 

16 of the interstate commerce act would be three years from 
date of delivery. 

The shipment was delivered September 10, 1922, and 02 
March 7, 1924, the claimant, in filing their claim for the alleged 
overcharge, submitted it to the Commission in order to stay 
the statute. ; 

As the statute was stayed by the filing with the Commission 
on March 7, 1924, will it not be possible for the carriers to 
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CARIBBEAN 
Gua LIN b 


Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco, 
Oakland, Portland, Seattle and Tacoma 


Through bills of lading issued to Hawaii, Australia, New Zealand and Dutch 
East Indies for trans-shipment at San Francisco. 


Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 


Through bills of lading issued from Pacific Coast Ports to Mexico, West 
Indies, Central America, South America and Europe. 


THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 


H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. 






St. Louis, Mo. 
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re Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Street, New Yorks, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Chicago, Ill. 
uth St. Drexel Bldg. Oliver Bldg. 307 N. Michigan Ave. 
And at our Branch Offices at ports of call, etc. 





ALBANY, Wi. Y. | 


WORLD WIDE 
AMAVELVE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
106 SHIPS 1,165,441 TONS 
54 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Freight Traffic Manager 
No. 1 Broadway, New York City. J.D. ROTH, Mgr., 327 S. La Salle St., Chicage. 





Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


Merchandise Storage and Pool Car 
Brats cnt Enon Cav Distribution 2,000 CARLOAD 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street _New York 
Passenger and Freight Service Between 


New YorK-HAVANA-MEXIGAN GULF PorTS 


Sai’ings from New York as Follows: 


For Havana—Every Saturday for Passengers and Freight. 
For Havana, Cuba; Progreso, Vera Cruz 


Fortnightly on Thursday for Passengers. 
and Tampico, Mexico | Every Thursday for Freight. 


Special Cruises to Havana and Tropics Now in Effect 


Additional Freight Services from New York as Follows: 


Cuban Ports-—Frequent sailings for freight to Havana; weekly sailings 
for south side Cuban Ports, Guantanamo, Santiago, Manzanillo, and 
eo Sailings to and from other Cuban Ports as freight 
offers. 

Mexican Ports—Frequent sailings to and from Progreso, Vera Cruz, 
Tampico, Puerto Mexico and Frontera as freight offers. 

Nassau, Bahamas—Fortnightly freight service. 


New Orleans Services 


Cuban Ports—Sailings for cargo from New Orleans as follows: Weekly 
to Havana; fortnightly to Cienfuegos, Manzanillo, Santiago, Guan- 
tanamo (south side), and Cardenas, Caibarien, Nuevitas, Matanzas, 
Antilla and Sagua la Grande (north side). 


Mexican Ports—Fortnightly freight service from New Orleans to 
Tampico and Vera Cruz; monthly service to Puerto Mexico. Fre- 
quent service to and from Progreso as freight offers. 


Texas to Mexican Gulf Ports 


Monthly freight sailings between Beaumont and Orange, Tex.; 
Tampico and Vera Cruz, gen 


Note—The New York and Cuba Mail Steamship Company reserves the right to 
change, substitute or withdraw cade without notion, 


AGENCIES 
Chicago, Ill., 1501-2 Marquette Bldg., M. L. Schults, Western Traffic Agent 
Steele Steamship Line, Inc., Agents 
, Dudley Thomas, General Agent. 
ver, ee 
ries Co., 110 California St., C. A. Anderson, 
Havana, ’ a at Manager Desemparado, Wm. Harry Smith, General Agent for 


Mexico City, Cinco de Mayo No. 16, R. C. Burns, General Mexican som 
Liverpool, Eng., Dock Board Bldg., Benj. Ackerley & Son, General European Agents 
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institute suit for the recovery of the amount refunded through 
error, even though suit may be entered after three years from 
date of delivery? 

Answer: The filing of a claim with the Commission by the 
shipper has no effect upon the limitation period, provided for 
in paragraph 3 of section 16 of the act, within which an action 
for the recovery of charges may be brought by a carrier. Under 
the provisions of paragraph 3 of section 16 of the act, the three- 
year limitation period runs from the date of the delivery of the 
shipment, regardless of any action on the part of the shipper 
with respect to the charges on the shipment. 
Reconsignment—Order Notify Shipments Held for Surrender of 

Bill of Lading at Destination 

Illinois.—Question: Rule 16 of the uniform reconsignment 
tariff of all railroads provides for a charge of $6.30 when original 
order bill of lading is not surrendered as provided on shipments 
for delivery on private industry tracks covered by order bill 
of lading and held ONLY for surrender of bill of lading. If the 
shipment arriving at billed destination is held for surrender of 
bill of lading and for freight charges and is then simply re- 
leased by surrender of lading and payment of charges for move- 
ment to private industry, as originally billed, would the charge 
named in rule 16 be applicable? 

Attention is called to the wording of the rule of which a 
literal reading would exclude shipment if held for more than 
the one specified reason, that is, surrender of the lading. The 
word only in the rule is emphasized, and we have contended 
that if a shipment is held for surrender of lading and for freight 
charges, it is not “held only for surrender of bill of lading” and 
that, therefore, the rule is not applicable to such consignments. 
Carriers hold that the matter of freight charges has no con- 
sideration in this rule and yet surrender of the bill of lading 
would not release such shipments. Payment of freight charges 
would also be required, and, therefore, the shipment was not 
held “only for surrender of lading.” 

Answer: With respect to order notify shipments held be- 
yond the credit period, as computed in accordance with the reg- 
ulations promulgated by the carriers in compliance with the 
order of the Commission in Ex Parte Docket No. 73, I. C. C. 
591, it is no doubt true that a literal reading of rule 16 would 
exclude such shipments, as, in addition to being held for sur- 
render of the bill of lading, such cars may be considered as 
being also held for the payment of charges. However, prior 
to expiration of the credit period of forty-eight hours or ninety- 
six hours, in the event that an additional forty-eight hours’ credit 
were applied for and accorded the consignee by the carrier, it 
cannot be said that the car is held for payment of freight 
charges, for the reason that under the carrier’s rules and regu- 
lations, with respect to the payment of freight charges 
if the consignor has credit arrangements with the carrier the 
charges do not become due and payable prior to forty-eight 
hours and not until after the expiration of ninety-six in those 
instances where a bond is executed. 


Demurrage—Reconsigned Shipments 

Michigan.—Question: Have you any ruling that would cover 
the following? Does demurrage charges terminate at each date 
of reconsignment of a car and is it necessary that carrier each 
time a car is reconsigned or reshipped renotify the party to 
whom reconsigned or reshipped of their readiness to make de- 
livery before additional demurrage can be assessed? 

Could a shipper or reconsignor avoid the $5 penalty charge 
for detention if he handled his cars in this manner just prior 
to the time that such penalty charge would apply? Is recon- 
signing or shipping considered a disposition at point of deten- 
tion as outlined in item No. 1-B of the demurrage code? 

Answer: The demurrage rules -provide for a certain period 
of time termed “free time,” during which a car may be held for 
loading, unloading, reconsignment or reshipment without charge. 
Upon its release, where the car is held for loading or unloading 
or the furnishing of instructions to the carrier for the recon- 
signing or reshipment of the car, where the car is held beyond 
the period of free time, the accrual of demurrage ceases. 

The demurrage rules contemplate that notice of arrival 
shall be given each time a shipment is reconsigned or re- 
shipped. In this connection, the note following section A of 
rule 4 of the uniform demurrage rules provides: 


When owner requests that original point of shipment be 
omitted on reconsigned cars, this information shall not be shown 
on notice of arrival at destination. 


If reconsigning instructions are furnished prior to the ex- 
piration of free time provided for in rule 2, in accordance with 
the provisions of rule 3, demurrage charges will not accrue. 
Limitations—Action by Director-General for Charges on Ship- 

ment Moving During Federal Control 

Illinois. —Question: On or about July 25, 1918, this com- 
pany forwarded from Camden, N. J., a car of steel consigned to 
Inman Yards, Ga. The total freight charges, billed collect, ap- 
proximate $170 and were covered by destinations freight bill dated 
5, 1918. Through negligence in not collecting freight charges 
upon delivery or error in construing this as a prepay shipment 
(which it was not), delivery was made without collecting 
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charges from consignee at destination, although they were al- 
lowed to him on our invoice. 

On August 25, 1925, we received a letter from the originat- 
ing carrier requesting us to remit full freight charges, as the 
consignee is out of business and, therefore, cannot be reached. 

I have called the attention of the carrier to the fact that 
this is over seven years old, and they state that, inasmuch as 
this is a federal shipment under decision of the Supreme Court 
of the United States, no charges due the Director-General are 
ever outlawed. 

Will you kindly advise if this is a fact and also if we are 
legally liable for the amount of charges involved? 

Answer: Under the decision in E. I. du Pont de Nemours 
& Co. vs. Director-General, 264 U. S. 456, the Director-Genera] 
is not barred from bringing, at the present time, an action for 
the recovery of charges on a shipment moving. during the 
period of federal control. 

As to your liability for the amount of the charges on the 
shipment in question, the rule is that the person from whom 
the goods are received for shipment ordinarily assumes the ob- 
ligation to pay the freight charges, his obligation ordinarily be- 
ing a primary one. The shipper is presumably the consignor; 
the transportation ordered by him presumably on his behalf; 
and a promise by him to pay therefor is inferred. L. & N. R. 
Co. vs. Central Iron & Coal Co., 265 U. S. 59. 


Tariff Interpretation—Application of Intermediate Rate Clause 


Ilinois.—Question: Tariff contains an intermediate clause 
under which the higher rate published to two points is applica- 
ble to an unindexed intermediate point. Carrier abandons 
freight service on a portion of its line on which one of the 
indexed points is situated, but the rate to the station to which 


freight service was abandoned is not canceled from an agency 
tariff. 


Can it be successfully contended that the tariff is merely the 
instrument from which a rate is determined and notwithstanding 
that there may be no freight service to one of the indexed sta- 
tions, the intermediate clause is operative at the unnamed point 
and has full effect of maintaining at the unnamed intermediate 
station the same rate which was applicable prior to the aban- 
donment of the freight service? 

Answer: While we can locate no opinion of the Commission 
directly in point, it is our opinion that, under the principle of 
the Commission’s findings in I. and S. Docket No. 1412, Non- 
application of Group J Rates, 66 I. C. C. 96, the application of 
the rate to a more distant point at an intermediate point, under 
the provisions of an intermediate clause, being dependent upon 
service via the route of movement through the intermediate 
point to the more distant poinnt, the rate published to the more 


distant point in question is not a rate applicable at the inter- 
mediate point. 


Routing and Misrouting—Terminal Delivery vs. Road Haul for 
Delivering Carrier 


Wisconsin.—Question: Under date of September 26, 1924, 
we had shipped for our account from the Pocahontas district in 
West Virginia a car of prepared Pocahontaas coal consigned to 
A Company, Des Moines, Iowa, on which the routing as given 
to our shippers, and by them to the Y. Railroad, the initial car- 
rier, showed as follows: Y Railroad, Z Railroad to East St. 
Louis, Y Railroad, X Railroad, with the expectations that ship- 
ment would move under N. & W. Tariff 4475, I. C. C. 3036-B, 
which shows rate to East St. Louis of $3.27 per ton, and under 
supplement No. 1 to C. B. & Q. Tariff 16088, which shows rate 
of $2.31 per ton from East St. Louis to Des Moines, Iowa, this 
combination of $5.58 per ton being the lowest in effect betweel 
point of origin and destination at that time. The X Railroad 
was not a party to the above tariffs. 

The shipment moved to East St. Louis properly, and the 
proportional rate to that gateway assessed. The Y Railroad, it 
stead of taking the shipment from East St. Louis direct to Des 
Moines over their own rails, took the car to Clinton, Iowa, the 
nearest connection with the X Railroad, delivered to the X Rail- 
road, who hauled the car from there to Des Moines, Iowa, and 
made delivery to consignee, and the rate assessed from East 
St. Louis to Des Moines was $3.28 per ton, making a total comr 
bination of $6.55 per ton. Just how they arrive at the charge 
of $3.28 per ton we are unable to determine. 

Our customer sent us the necessary papers and requested 
us to file claim for the overcharge, which we did, and on receipt 
of claim by the X Railroad, they returned the papers to us with 
a due bill attached, claiming rate of $3.28 in error, and request: 
ing payment of an amount to increase the charges to a basis 0 
$2.21 from East St. Louis to Clinton, and $2.20 from Clinton 
to Des Moines, Iowa. It is our contention that the X Railroad, 
not being a party to the tariff making the rate from East St. 
Louis to Des Moines, it was the duty of the Y Railroad to Pro 
tect the lowest combination, and that their whole duty to = 
X Railroad would have been performed by hauling the car direc 
to Des Moines themselves and giving to the X Railroad for 
switch delivery, thus protecting the lowest charge in effect. 

Will you please advise if we are correct in our contention, 
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and give us, if possible, decision by the Supreme Court or Inter- 
state Commerce Commission, upholding this claim? 

Answer: In the case of Fechheimer Iron & Steel Co. vs. 
P. R. R. Co., 51 I. C. C. 183, the Commission held that the initial 
carrier had not misrouted a shipment in delivering the shipment 
to a connecting carrier named in the bill of lading for a road 
haul, instead of transporting the shipment to destination over 
its own line and tendering same to the delivering carrier for a 
switch movement, where the bill of lading did not specify a 
delivery service, only. 

In this case shipments of scrap iron were delivered by the 
shipper to the P. R. R. at Rahway, N. J., consigned to Lebanon, 
Pa., with routing “P. & R.” The P. R. R. connects with the 
P. & R. at Belmont, Pa. (in Philadelphia). The shipments were 
forwarded via that route, thereby giving the P. & R. a road haul. 
Had the P. R. R. transported the shipments to Lebanon and 
there delivered them to the P. & R., a lower rate would have 
been applicable, but the P. & R. would have had a switching 
movement only at Lebanon. The Commission held that the no- 
tation “P. & R.,” in the bill of lading, indicated that a road 
haul over the P. & R. was desired, and accordingly dismissed 
the complaint. 

Had the. shipper specified “P. & R. delivery” in the bill of 
lading, the P. R. R. would have been obligated to transport the 
shipment to Lebanon and there deliver it to the P. & R. for a 
switch movement. See Trexler Lumber Co. vs. So. Ry. Co., 42 


I. C. C. 719, and McCoach & Co. vs. N. Y. P. & N. R. R. Co., 
42 I. C. C. 171. 


Demurrage—Legal Holiday—What Constitutes Within Meaning 
of Demurrage Tariff 

New York.—Question: We have an average agreement with 

the Y Railroad at this point and during the month of June were 

rendered a bill for $179, which we cut down to $164, leaving a 

balance of $15 which the railroad is endeavoring to collect from 


This $15 represents demurrage accruing on June 16, 1925. 
Every year at this place the mayor declares a civic holiday 
whic his known as Fireman’s Parade Day and which is treated 
as a holiday by the railroad when figuring demurrage. 


However, this year the mayor neglected to announce this 
in the newspaper of this town and the Y Railroad, on that ac- 
count, are assessing demurrage. 


Could you tell me what constitutes a local civic holiday 
when figuring demurrage? I might add for your information 
that the same day is not picked out every year, although the 


holiday is annual and most of the town celebrates, at least half 
a day. 


Answer: The note at the top of rule 3 of the National Car 
Demurrage Rules and Charges, published in Agent Jones’ I. C. C. 
No. 1581, provides: “In computing time, Sundays and legal holi- 
days (national, state and municipal), but not half-holidays, will 
be excluded, except as otherwise provided in section A of rule 
9. When a legal holiday falls on Sunday the following Monday 
will be excluded.” 

The question is—what is a legal holiday (national, state or 
municipal) within the meaning of this note? 


Section 1, page 761, 29 Corpus Juris, defines a holiday as 
follows: 


The term “holiday” means: (1) A consecrated day, a religious 
festival; (2) a day on which the ordinary occupations are sus- 
pended, a day of exemption or cessation from work, a day of 
festivity, recreation or amusement; and a legal holiday is a day 


designated and set apart by legislative enactment for one or 
more of such purposes. 


Apparently, it is a question to be determined under the 


laws of each of the several states, for a legal holiday must 


necessarily be one authorized by law. 

There are statutory provisions in many, if not all, of the 
states which designate what days are legal holidays, in general, 
or for certain purposes, as, for instance, with relation to com- 
mercial paper. See State vs. Atkinson (Ind.), 39 N. E. 51. 

It would, therefore, seem to be necessary to determine 
whether there is authority, under legislative enactment, for the 
observance of the holiday to which you refer, in order to con- 
stitute this day a legal holiday within the meaning of the note 
in the demurrage tariff, above quoted. 

Damages—Manner of Giving Notice to Carrier in Order to Hold 
Carrier for Special Damages 

Alabama.—Question: Referring to your answer to “New 
York,” page 718, of the September 26, 1925, issue, relative to 
special damages. 

In your answer to New York and previous answers to some- 
what similar questions, we note reference is made to requisite 
notices to the carriers of the special character of the movements 
before recovery can be had. What character of notice should 
be given the origin carrier, and should this notice be made a 
part of the bill of lading contract of carrier. For instance, if 
we tender to an initial line a car of gravel destined for a par- 
ticular job, the delay of which will result in employes being 
forced to hold up works, would a notice of these special condi- 
tions to the origin agent suffice, or would this notice have to 
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be made a part of the contract of carriage, and if it was so made 
a part of the bill of lading and the agent refused to accept the 
shipment under these conditions, what then would be our re. 
course? 

Answer: Where, for special reasons, a shipper desires that 
the transportation of his goods shall be hastened, or at least 
that there be no unreasonable delay in the transportation of 
such goods and the carrier is informed of the special circum. 
stances requiring expedition in the shipment, damages may be 
recovered for the natural consequences of the failure of the 
carrier to promptly transport the goods; that is, where at the 
time of entering into a contract both parties knew and con. 
templated that, if a breach is committed, some injury will occur 
in addition to the natural and ordinary consequences of the 
breach, the person committing the breach will be liable to give 
compensation or damages on the occurrence of the breach. 

As to the manner of giving the notice to the carrier, there 
is no particular method. While a notation on the bill of lading 
is an effective way of giving this notice to the carrier, in that 
this method constitutes certain proof of the giving of the notice, 
we know of no means, except by an appropriate action at law, 
if at all, whereby a carrier can be compelled to sign a bill of 
lading carrying such a notice. However, we do not believe that 
it is necessary to use such measures, for, provided that some 
means of proof of the giving of the notice is provided for, all 
that is necessary to charge the carrier is notice, either verbal 
or written, to the carrier’s agent of the special circumstances 


requiring prompt transportation of the particular shipment cov- 


ered by the notice. 


Demurrage—Surrender of Bill of Lading on Order Notify 
Shipment 

Georgia.—Question: Attached is exact copy of order bill of 
lading covering a shipment from A, Alabama, on the X Railroad 
to B, Georgia. 

Note bill of lading, X Railroad form, carries no other rout- 
ing, the X Railroad being origin and delivering line. 

On receipt of bill of lading, viz., September 18, we imme- 
diately surrendered the original to the agent of the X Railroad 
at destination, obtaining a receipt upon that date. 

On September 20 we received a notice from the Y Railroad 
that the shipment was on hand with them, calling for the origi- 
nal bill of lading. We transferred the original bill of lading 
to the Y Railroad, presenting them with the receipt of the X 
Railroad, showing that the bill of lading had been previously 
surrendered as of September 18, obtaining a new receipt from 
the X Railroad. 

The X Railroad has presented us with a demurrage bill ac- 
count of the original not being in their hands within the free 
time. We took the position that inasmuch as the bill of lading 
was surrendered to the proper line or the only line we knew, that 
we had complied with legal requirements and we were not sub- 
ject to the demurrage charge. The Y Railroad has placed this 
matter before the Southeastern Demurrage Bureau. They have 
ruled that there was no diversion. We still contend that there 
was a diversion, due to the fact that the X Railroad is the origi- 
nal and also in the majority of cases the delivering line. 

Won’t you kindly refer us to any legal ruling covering, also 
your opinion? 

Answer: Whether or not the delivery of a shipment to 4 
carrier which reaches both the point of origin and the destina- 
tion specified in a bill of lading form of that carrier constitutes, 
where neither a rate or route is shown, specific routing by the 
shipper via that line has not been the subject of a report by the 
Commission, so far as we can determine. 

However, regardless of this question, it is our opinion that 
the facts given in your letter do not constitute a basis for @ 
refund of the demurrage charges assessed by Carrier Y, there 
being, so far as we can see, no substantial reason why the bill 
of lading could not have been surrendered to the Y Railroad 
within the forty-eight hour period of free time, allowed in Rule 2 
of the National Car Demurrage Rules and Charges, elapsing 
after receipt of arrival notice from that line. 

Rates—Through Rate Exceeding Combination of Intermediate— 
Factors Must Be Applicable via Interstate Route 
Tennessee.—Question: We recently moved a car of common 

lime from Summittville, Tenn., a local station on the N. C. & St. L. 

to Brownsville, Tenn., a local station on the L. & N. Car 

moving N. C. & St. L. Railroad to Nashville, Tenn., L. & N. 

Railroad to destination. The L. & N. Railroad company has 

assessed a rate of 23 cents as published in N. C. & St. L. Tariff 

I. C. C. 2822-A and Speiden’s Tariff 75-H-I. C. C. 850. 


The Memphis combination rate is $3.37 per ton, made UP 
as follows: 


$2.87 per ton to Memphis as per Glenn’s A-380 and L. & N. 
53 series, I. C. C. A-15195, and Agent Jones’ tariff 228, the factor 
from Memphis to Brownsville being $1.40 per ton, and both tar- 
iffs are subject to Agent Jones’ tariff 228. 


Our. understanding is that where a through rate exceeds 
the combination, that the combination rate should be applie 
instead of the through published rate. Please advise regarding 
this case. 

Answer: While the Commission has held that a through rate 
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which exceeds the sum of the intermediates is prima facie un- 
reasonable (Burns & Knapp vs. B.S. & K. R. Ry. Co., 74 I. C. C. 
111; United Iron Works vs. D. G., 74 I. C. C. 277; Virginia-Car- 
olina Chemical Co. vs. A. C. L., 78 I. C. C. 107), and usually 
awards reparation in the amount of the difference, the through 
rate must be collected by the carrier and reparation sought by 
the filing of a complaint with the Interstate Commerce 
Commission. 

The Commission has further held that a through rate which 
exceeds a combination of intermediates reduced by the com- 
bination rule is not an aggregate of intermediates within the 
meaning of the fourth section. See Caddo Central Oil & Re- 
fining Corp. vs. Director General, 83 I. C. C. 734; Sunderland 
Bros. Co. vs. Director General, 88 I. C. C. 585. 

In the instant case the through rate of 23 cents per one 
hundred pounds in effect prior to July 6, 1925, is applicable via 
the route the shipment moved and would also have been 
applicable had the shipment moved through Memphis. 

The route via which the shipment moved, namely, through 
Nashville, Tenn., in connection with the L. & N. is an inter- 
state route, but the route through Memphis, Tenn., in connec- 
tion with that line, is an intrastate route. Therefore, so far 
as the matter of reparation by reason of the through rate 
exceeding the combination of intermediates is concerned, this 
will evident’ y have to be sought in a complaint before the state 
commission for the reason that the factors composing the 
combination of intermediates via Memphis, Tenn., are intrastate 
rates, insofar as a through movement from and to the points 
involved is concerned. 

See, in connection with this question, the Commission’s 
further report in the American Shipbuilding Case, Docket 12479 
(Mimeographed), decided, October 6, 1925, involving the matter 
of reparation where shipments move via a route other than 
that via which the through rate has been found to be unreason- 
able to the extent it exceeds the sum of the intermediates. 
Routing and Misrouting—Conflict Between Rate and Destination 

in Bill of Lading 

Ohio.—Question: Car of salt was shipped from station “X” 
on the Pennsylvania Railroad. Correct destination was Louis- 
ville, Ohio, but shipper in making out bill of lading showed 
Louisville, Ky., as destination. Routing via Pennsylvania direct 
was specified and rate to Louisville, Ohio, was shown on the bill 
of lading. Shipment was accepted by the carrier without taking 
exception to inconsistency in rate and route specified and trans- 
ported to Louisville, Ky. The route specified is operative to 
both points. Upon whom does the responsibility for error rest, 
the carrier or the shipper? 

Answer: We are unable to locate an opinion of the Com- 
mission directly in point. However, in Hutton & Bourbonnais 
Co. vs. Southern Ry. Co., 50 I. C. C. 434, the facts were as 
follows: 

A shipment was intended for South Fort Plain, N. Y., but 
through error the shipper showed the destination as Fort Plain, 
N. Y. The bill of lading also showed a rate of 29 cents and 
West Shore Railway delivery. Fort Plain is on the New York 
Central only and delivery was made by that line. The shipment 
was reconsigned to South Fort Plain on the West Shore Railway. 
The Commission held that as the routing instructions could not 
be complied with, in view of the conflict between the rate, route 
and destination, the shipment was misrouted. 

In another case, namely, Collins ¥s. T. & G. Railway, Unre- 
ported Opinion 1941, a shipment intended for Holmesburg Junc- 
tion, Philadelphia, Pa., was consigned in error by the shipper 
to Holmesville Junction. There being no Holmesville Junction 
in Pennsylvania and the initial carriers Agent having inserted 
a rate in the bill of lading, the Commission held that his exam- 
ination of the tariffs to ascertain a rate must have disclosed the 
plaintiff’s error in naming the point of destination, and awarded 
reparation. 

The instant case differs from the two cases above referred 
to. In the first case there was a conflict between the rate and 
route as well as between the rate and destination. In the sec- 
ond case the carrier’s agent inserted the rate in the bill of 
lading and there was no station in Pennsylvania of the name 
shown in the bill of lading. In the instant case there was a 
conflict only between the rate and destination. It would seem, 
however, that a conflict between the rate and destination should 
place upon a carrier the duty to call the attention of the shipper 
to his error in naming the point of destination. 
Damages—Expenses of Shipper Incurred in Diminishing His 

Loss 

Missouri.—Question: On June 28rd, 1925, we made an 
L. C. L. shipment to a prepaid station but, not knowing it was 
a prepaid station, we failed to prepay the freight charges. The 
carrier accepted the shipment without demanding prepayment 
and transported it to the nearest open station and tried to effect 
delivery to the consignee from that point. We were notified two 
‘months after the shipment was made that it was on hand, un- 
claimed. After taking up with the consignee and failing to 
effect delivery, we filed claim for loss of the entire shipment, 
based on the fact that the shipment was on hand, refused, on 
account of carrier’s failure to deliver the goods at destination 
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as specified on bill of lading, also error on their agent’s part 
because of him issuing the bill of lading, one of the provisions 
of which he should have known would not be complied with, 
unless the shipment moved on prepaid billing. It later developed 
that the consignee gave instructions to the agent to return the 
shipment, paying the inbound freight and storage charges, and 
gave as his reason that the shipment was not transported to 
the prepaid station and that he had no use for it now. 

We accepted and paid freight charges on its return and 
amended our claim to cover the freight charges and the salvage 
value of the goods, that is, the difference between the amount 
which consignee would have paid if he had received the goods 
and the salvage value of them at point of origin when returned 
in September, 1925. 


Please advise if we have a legitimate claim with the 
carriers. 

Answer: If the carrier at all times refused to make delivery 
in accordance with the bill of lading contract (it being no fault 
of the shipper that the carrier accepted the shipment consigned 
to a non-agency station without requiring prepayment of the 
charges), the return of the shipment to point of origin should 
be considered as in mitigation of the amount of carrier’s liability, 
and, in our opinion, the factors mentioned in your letter would 
determine the amount of the carrier’s liability. This, upon the 
ground that it is the duty of a shipper to make efforts to avoid 
or diminish his loss. Ft. Worth, etc., R. Co. vs. Jordan, 155 


S. W. 676; Missouri, etc., R. Co. vs. Allen, 87 S. W. 168; Gal- 
veston, etc., R. Co. vs. Tuckett, 25 S. W. 670. 





Digest of New Complaints 


No. 14709, Sub. No. 1. Co-operative Glass Co. et al., Los Angeles, 
Cal., vs. Santa Fe et al. 

Unreasonable rates and charges on tank blocks from points in 
Missouri, Indiana and Ohio to Los Angeles and other California 
points because in excess of rates on fire brick. Asks rates for 
future and reparation. 


No. 15382, Sub. No. 1. Phillips Petroleum Co. et al., Bartlesvill 
Okla., vs. Wabash et al. " y 
Unreasonable rates on natural gasoline from Oklahoma and 
Texas points to destinations east of the Mississippi River. Asks 
rates for the future, and reparation. 


No. 17358, Sub. No. 3. Moore & Richolt Lumber Co. et al., Wichita 
Falls, Tex., vs. Santa Fe et al. 

Excessive, unjust and unreasonable rates on roofing, building 
and paving materials from Chicago, East St. Louis, Madison, New 
Orleans and St. Louis to Wichita Falls, and from Madison, III, 
= Vernon, Tex. Asks for just and reasonable rates and repara- 

on. 

No. 17383, Sub. No. 6. The Eastern Carolina Produce Exchange et al., 
Mount Olive, N. C., vs. Atlantic Coast Line et al. 

Excessive and unreasonable rates and refrigeration charges on 
vegetables from Mt. Olive and Calypso, N. C., to various destina- 
tions in the United States. Asks for just and reasonable rates 
and reparation. 


No. 17383, Sub. No. 7. Brock & Scott Produce Co et al., Elizabeth 
City, — Mackey’s and Plymouth, N. C., vs. Norfolk South- 
ern et al. 

Excessive and unreasonable charges on vegetables in that 
charges were collected on the basis of 6-peck containers when as 
a matter of fact the containers were 5-peck capacity. Asks for 
reasonable rates and reparation. 


No. 17390, Sub. No. 1. Southern Traffic League, Atlanta, Ga., vs. Cen- 
tral of Georgia et al. 

This complaint concerns the railroad rates to and from Southern 
ports applicable to water-borne commerce moving via Panama 
Canal from ané@ to Pacific coast ports which are alleged to be in 
violation of Sections 1 and 3 of the act. Asks just, reasonable and 
nondiscriminatory class and commodity rates separately applicable 
to freight traffic between Pacific coast ports on the one hand and 
Southern Classification and Central Freight Association terri- 
tories on the other hand, etc. 


No. 17440. Burlington Shippers’ Association, for Chittenden & East- 
man Co., Burlington, Ia., vs. C. B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial rates on parlor frames 
from Burlington to Wisconsin, Illinois, Iowa, Missouri, Nebraska 
points, also in violation of the fourth section. Asks for reason- 
able rates, and reparation. 

No. 17457. Humphreys-Godwin Co., Inc., Memphis, Tenn., vs. Abilene 
& Southern et al. 

Excessive, unjust and unreasonable rates on cottonseed cake 
and meal and related vegetable cakes and meals, in straight or 
mixed carloads, from various F acco tn in Texas to points in Con- 
necticut, Illinois, Indiana, entucky, Massachusetts, Maine, 
Michigan, New Hampshire, New York, Ohio, Pennsylvania, Ver- 
mont and West Virginia. Asks just and reasonable through routes 
and joint rates, and reparation. 

No. 17465. Traffic Bureau-Chamber of Commerce, Lynchburg, Va2., 
vs. New York Central et al. 

Alleges misrouting of less than carload quantities of printing 
paper from Watertown and Brownsville, N. Y., to Lynchburg. 
Asks for reparation. 

No. 17468. Philip Carey Co. et al., Cincinnati, O., vs. Santa Fe et al. 

Rates in violation of section 1 and 3 of the act, on roofing and 
building materials from Lockland, Carthage and Cincinnati, O., 
East St. Louis, Madison, Marseilles and Chicago, IIl., to points 
in Colorado, Iowa, Kansas, Missouri, Nebraska and South Dakota. 
Asks rates for the future. 

No. 17477. St. Joseph Grain Exchange et al., St. Joseph, Mo., vs. 
Abilene & Southern et al. 

Rates on grain and grain products from Minneapolis, Minn., 
to St. Joseph, Mo., Atchison, Kans., and Kansas City, Mo.-Kans., 
in violation of section 1, from Minneapolis to St. Louis, in vio- 
lation of section 3; from Minneapolis to Cairo, Ill., in violation 
of section 3; from Minneapolis to points in Arkansas, Kansas, 
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MEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 


Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 


Memphis, Tenn. 
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VISUALIZED 
DEMURRAGE 


Cue Funned) 


wy 
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Old and current demurrage claims set- 
tled promptly. 














Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 





Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 














Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 





Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 





We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 











THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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Louisiana, Missouri, Oklahoma and Texas, in violation of section 
3. Asks rates for the future. 

No. 17472. Manufacturers’ Assoc. of Chicago Heights, on behalf of 
American Manganese Steel Co., Chicago Heights, Ill., vs. Chicago 
Heights Terminal Transfer et al. 

Alleges violations of sections 1, 2 and 3 of the interstate com- 
merce act in that the carriers removed a carload of fuel oil that 
had been sent for unloading at the plant of the steel company 
before the unloading was completed and returned the tank car and 
contents to Okmulgee, Okla. Asks for reparation. 

No. —— Eagle-Ottawa Leather Co., Chicago, Ill., vs. C. M. & St. P. 
et al, 

Against a rate of 31% cents on shipments of green salted hides 
from Plymouth, Wis., to Whitehall, Mich., as unreasonable and 
in violation of the fouf&th section. Asks for reparation. 

No. ~~ Joyce-Pruitt Co. et al., Roswell, N. M., vs. Union Pacific 
et al. 

Alleges overcharge by reason of misrouting on nine carloads of 
potatoes from points in transcontinental group J originally billed 
to Denver, Colo., and reconsigned to points in New Mexico. 

No. 17478 The Foiberth Auto Specialty Co., Cleveland, O., vs. New 
York Central et al. 

Unjust, unreasonable, unduly prejudicial and unjustly dis- 
criminatory rates on automatic window or windshield cleaners 
from Cleveland to Western Classification territory destinations, 
particularly transcontinental territory. Asks for reasonable rates, 
and reparation. 

No. 17478, Sub. No. 1. 
St. Louis, et al. 

Alleges violation of the first three sections in the ratings on 
less than carloads of automatic window or windshield cleaners 
from Cleveland to various destinations in Official, Southern and 
Western Classification territory. Asks for ratings not exceeding 
Rule 25 in Official Classification and second class in Southern 
and Western. 

No. 17479. Pratt-Gilbert Co. et al., Phoenix, Ariz., vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, unduly and unreasonably preferential, 
and unduly and unreasonably prejudicial rates on rails and rail 
fastenings from Minnequa, Colo., to Phoenix, Ariz.; similar alle- 
gations as to rates from Chicago and from Birmingham, Ala. 
Asks for reparation. 

No. 17480. Wertheimer Bag Co., Birmingham, Ala., vs. Boston & 
Albany et al. 

Unjust, excessive, unreasonable and discriminatory rates on 
second-hand burlap bags, between July 1, 1922, and December 15, 
1924, from eastern points to Birmingham. Asks for just, reason- 
able and non-discriminatory rates, and reparation. 

No. 17481. Mountain States Roofing Co. et al., Denver, Colo., vs. 
Santa Fe et al. 

Allege that rates on roofing and building paper from various 
producing points to Denver, Colorado Springs and Greeley, Colo., 
were and for the future will be unreasonable to the extent they 
exceeded or may exceed 95 per cent of the newsprint paper rate. 
Asks for reasonable rates, and reparation. 

No. io — Bureau-Chamber of Commerce, Lynchburg, Va., vs. 

rie et al. 

Against the applicable third class rate of 79 cents on fruit 
wrappers, unprinted, from Hamburg, N. J., to Lynchburg, as 
unjust, unreasonable, discriminatory against Lynchburg and un- 
duly preferential of Montview and Lone Jack, Va., and other 
further distant points having lower rates, the rate to Montview 
being alleged to be 52% cents. Asks for reasonable rates, and 
reparation. 


Same vs. Cleveland, Cincinnati, Chicago & 


No. 17483. Norfolk Port Commission, Norfolk, Va., vs. C. & O. et al. © 


Alleges that the through rates and charges on imported wood- 
pulp from Norfolk, shipside, to Big Island, Va., and the local 
charges, regulations and practices of the carriers at Norfolk are 
unjust and unreasonable, unduly prejudicial to Norfolk, ware- 
housemen thereat, and to the traffic in woodpulp handled at and 
imported through Norfolk, and unduly preferential of Newport 
News, warehousemen thereat, and of the traffic in woodpulp 
handled at and imported through Newport News. Asks the Com- 
mission to require the publication of just, reasonable, non-preju- 
dicial and non-preferential through charges, rates, regulations 
and practices. 


No. 17484. C. H. Wheeler Manufacturing Co., Philadelphia, Pa., vs. 
Atlantic Coast Line et al. 

Alleges violation of section 6 in the imposition of rates for the 
transportation of condensing machinery, condenser pumps and 
parts, from North Philadelphia to points in Florida from and after 
January 5, 1923. Asks for reparation. 


No. 17485. Eagle Cotton Oil Co., Meridian, Miss., vs. Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pre- 

judicial rates on coal from points in Alabama to Meridian. Asks 
for reasonable rates, and reparation. 

No. 17486. S. Goldish & Co., St. Paul, Minn., vs. Chicago & North 
Western et al. 

Alleges a rate of 57 cents on a car of turnips from St. Paul to 
Louisville, Ky., in October, 1924, was illegal to the extent it 
exceeded 43% cents. Asks for reasonable rates and reparation. 

No. 17487. The Prairie Pipe Line Co., Independence, Kan., vs. Santa 
Fe et al, 

Unjust and unreasonable rates on boiler flues from Jenks, Okla., 
to Caney, Kan., in February, 1922. Asks for reparation. 

No. 17488. National-American Wholesale Lumber Association, Inc., 
for Robert R. Sizer & Co., New York, N. Y., vs. Atlantic Coast 
Line et al. 

Unjust and unreasonable charges on a carload_ of lumber from 
Charleston, S. C., to Armory, Mass., in November, 1922. Asks 
for reparation. 

No. 17489. Certain-teed Produets Corporation, New York City, vs. 
Aberdeen & Rockfish et al. 

Rates in violation of Sections 1. 2, 3, 4 and 13 of the act, 
linoleum, felt base floor coverings, cork carpet and mats and rugs 
made thereof, and oil cloth, from Philadelphia, Pa., and Trenton, 
N. J., to destinations in all states. Asks rates for future. 

No. 17490. Fred C. Mansfield Co., Johnson Creek, Wis., vs. Chicago 
& North Western et al. 

Unreasonable and prejudicial rates in violation of the long- 
and-short-haul clause of section 4 and illegal in violation of 
section 6, on evaporated milk in cans from Johnson Creek, Wis., 
to points in Eastern Trunk Line and New England Freight As- 
sociation territories. Asks rates for the future, and reparation. 

No. 17491. Washington Building Lime Co., Baltimore, a, ‘ve. B: 
& O. et al. 

Unreasonable rates and charges on lime from Engle, W. Va., 
to Annapolis, Van Bibber, Winchester Station and Glen Burnie, 
Md. Asks rates for the future, and reparation. 
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No. 17491, Sub. No. 1. Same vs. Pennsylvania et al. 

Same complaint and prayer on shipments of lime from Wood- 

ville, O., to Annapolis and Glen Burnie, Md. 
No. 17491, Sub. No. 2. Same vs. B. & O. et al. 

Rates in violation of the first four sections of the act, on lime 
from Engle, W. Va., to Myersville, Middletown and Jefferson, 
Md. Asks rates for the future, and reparation. 

No. 17491, Sub. No. 3. Standard Lime & Stone Co., Baltimore, Md., 
vs. B. & O. et al. 

Unreasonable rates on stone from Martinsburg and Kearneys- 
ville, W. Va., to Annapolis and numerous other points in Mary- 
land. Asks rates for the future, and reparation. 

No. 17492. National Tube Co., Pittsburgh, Pa., vs. Santa Fe et al. 

Rates on wrought pipe in violation of sections 1 and 6 of the 
act from complainant’s mills in Pennsylvania, New York, Ohio, 
and West Virginia, to points in California. Asks reparation. 

No. 17493. Western Bridge & Construction Co., Omaha, Nebr., vs. 
Cc. B. & Q. et al. 

Rates and charges in violation of sections 1 and 6 of the act, 

on structural steel from Red Oak, Iowa, to Bloomfield, Nebr., 


which originated at Chicago, Ill., and was fabricated in transit 
at Red Oak. Asks reparation. 


No. 17494. Thomas Sirles, Rocky Mount, N. C., vs. American Rail- ; 


way Express Company. 

Unreasonable rates and charges on milk and cream from Fred- 
ericksburg, Va., to Rocky Mount, N. C. Asks cease and desist 
order, and reparation. ‘ 

No. hoy —— Oil & Refining Co., Rockford, Ill, vs. C. M. & St. 

. et al. 

Rates in violation of the first four sections of the act, on refined 
petroleum oil from Reno, Pa., to Rockford, Ill. Asks cease and 
desist order, and reparation. 

No. 17496. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
vs. N. Y¥. C. et al. 

Rates and charges in violation of the first four sections of 
the act, on wrapping and printing paper from Niagara Falls, 
= Y., to Lynchburg, Va. Asks rates for the future, and repara- 

on. 

No. 17497. Pendleton & Gilkey, Minneapolis, Minn., vs. Minneapolis, 
Red Lake & Manitoba et al. . 

Charges in violation of sections 1 and 6 of the act, on posts 
from Spur 28, Minn., to Treaty, Ind. Asks reparation. 

No. 17498. Litwood Oil & Supply Co. et al., Fort Worth, Tex., vs. 
Santa Fe et al. 

Unreasonable rates and charges on petroleum oil from Boyn- 
ton and Okmulgee, Okla., to Desdemona, Tex., and on refined 
petroleum oil from Ponca City, Boynton, Tulsa and Okmulgee, 
Okla., and from Coffeyville, Kans., to Fort Worth and Dallas, 
Tex. Asks rates for the future, and reparation. 

No. 17499. Chase & Co., Orlando, Fla., vs. Atlantic Coast Line et al. 

Complains of refrigeration charges on shipment of citrus fruit 
from Frost Proof, Fla., to Mobile, Ala. Asks reparation. 

No. 17500. Thomas Traffic Company, Los Angeles, Calif., vs. South- 
ern Pacific et al. 

Rates in violation of sections 1 and 2 of the act, on crude chalk 
and whiting from Los Angeles Harbor to Los Angeles, Calif. 
Asks rates for the future, and reparation. 

No. 17501. V. Cardosi & Co., Lima, O., vs. Lake Erie & Western et al. 

Charges in violation of sections 1 and 4 of the act, on cabbage 
and potatoes from Mobile, Ala., to Lima, Ohio. Asks cease and 
desist order, and reparation. 

No. 17502. New York and Pennsylvania Company, New York, N. Y., 
vs. D. & H. et al. 

Rates on anthracite coal] from points in Pennsylvania to Wills- 
boro, N. Y., in violation of sections 1 and 3 of the act. Asks 
rates for the future, and reparation. 


No. 17503. New York and Pennsylvania Company, New York, N. Y., 
vs. D. & H. et al. 

Rates on bituminous coal from points in Pennsylvania and 
West Virginia to Willsboro, N. Y., in violation of sections 1 and 
3 of the act. Asks rates for the future. 

~~ — L. Casazza & Co. et al., Newark, N. J., vs. D. L. & W. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on fresh fruits and green vegetables from points in New 
York state to New York, N. Y., Hoboken and Weehawken, N. J. 
Asks rates, charges and practices for the future, and reparation. 

No. 17505. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
vs. Pennsylvania et al. 

Rates and charges in violation of the first three sections of the 
act, on printing paper from Erie, Pa., to Lynchhurg, Va. Asks 
rates for the future, and reparation. 

No. 17506. Humble Oil and Refining Co., Houston, Tex., vs. Alabama 
Great Southern et al. 

Unjust and unreasonable rates on petroleum lubricating oil, in 
tank cars, from points in Ohio and Pennsylvania to Baytown, 
Tex. Asks rates for the future, and reparation. 

No. 17507. Humble Oil and Refining Co., Houston, Tex., vs. Beau- 
mont, Sour Lake & Western et al. 

Unjust and unreasonable rates on pull rods, sucker rods, and 
sucker rod joints, carloads, from St. Louis, Mo., and Toledo, Ohio, 
bel ore in Texas and Oklahoma. Asks rates for the future, and 
reparation. 


No. 17508. Stamm Benjamin Fruit Co. et al., Albuquerque, N. Mex., 
vs. Santa Fe et al. 

Unreasonable and illegal charges on fresh fruits and vegetables 
from El Paso, Tex., to Albuquerque, N. Mex. Asks reparation. 
No. 17509. Indiana Bituminous Coal Operators’ Assn., Terre Haute, 

Ind., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on bituminous coal from complainant’s mines in Indiana to the 
Chicago switching district and to all points taking the Chicago 
rate. Asks rates for the future. 

No. 17510. E. R. Cook et al, West Point, Ga., vs. Southern et al. 

Unreasonable charges on coal from points in Alabama to West 
Point, Ga. Asks rates for the future and reparation. 

No. cnt a Lumber Corporation, Jacksonville, Fla., vs. 

o. ¥. et at. 

Unreasonable charges on lumber from Quitman, Ga., to East 
New York, N. Y. Asks reparation. S 

No. 17512. Peninsular Telephone Co., Tampa, Fla., vs. Southern et al. 

Unreasonable rates on wooden insulator pins and brackets from 
pt a Va., to Tampa, Fla. Asks rates for the future and 
reparation. 

No. 17513. A. Huber et al., doing business as Southeastern States 
Lumber Co., Moultrie, Ga., vs. Georgia & Florida et al. 

Unreasonable and unlawful rates and charges on lumber from 
Douglas, Ga., to Grafton, W. Va., and diverted to Norfolk, Va. 
Asks rates for the future and reparation. 


No. — The Charles Boldt Glass Co., Cincinnati, O., vs: C. & O. 
et al. 
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It Is Like Having a Branch Plant 


or Your Own Warehouse 
In the Metropolitan District When You Secure Space in 






trunklines} KENNA 


and their connection: 





TERMINAL 


This former U. 8S. Army Base is fast becoming a great peace-time 
center for the storage, manufacture and distribution of merchandise 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels. 
e It is just like having a branch of your own when you use Kenna 

ao - Terminal for a distribution point. Your goods are available for 
PENNSYLVANIA RR p immediate delivery in this wonderful market. Goods for domestic 
= = shipment are moved by hand truck across the loading platform to 
the motor truck, freight car or steamer. Goods for export shipment 
are handled on a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 
the car in which they are loaded at your factory. 



















LEHIGH VALLEY RR: 








Such facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 


KENNA TERMINAL, PORT NEWARK, NEW JERSEY 


Charles Milbauer, General Manager, Address P. O. Box 504, Newark, N. J. 
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Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Botonand Daily Deliveries by Zone System 
Railroad within ten mile radius 








Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 


~ 


Wharfage and Dockage 


Free Stores 
Customs Bonded Stores 
Internal Revenue Bonded Stores 
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No. 


No. 


No. 


+ 17515. 


- 17516, 


+ 17518. 


- 17520. 


» 17522. 


. 17523. 


. 17524, 


Carload rates on empty glass bottles from Huntington, W. Va., 
to Columbus, Miss., unreasonable and unjust per se and relatively 
in violation of section 1 to the extent that the rate exceeds 56 
cents per 100 pounds. Asks rate for the future and reparation. 

Tuscaloosa Chamber of Commerce, Tuscaloosa, Ala., vs. 
Mobile & Ohio. 

Alleges that rates maintained on all descriptions of freight 
traffic from Tuscaloosa, Ala., to local stations in Mississippi on 
the Mobile & Ohio are unjust and unreasonable; that defendant 
maintains rates and charges on all descriptions of frejght traffic 
from Meridian, West Point and Columbus, Miss., to all points 
on its line in Mississippi, substantially less, distance considered, 
than it maintains on the same classes and kinds of traffic from 
Tuscaloosa to points on its line in Mississippi, in violation of sec- 
tion 3 of the act. Asks rates for the future. 

North Dakota Fair Freight Rate Assoc. et al., Jamestown, 
N. D., vs. B. & O. et al. 

Alleges that local rates on wheat from all North Dakota stations 
of defendant lines to Duluth, Minn., for further transportation in 
interstate or foreign commerce by water are unjust and unreason- 
able; that local rates on wheat from said stations to Minneapolis 
and Duluth as applied to such grain sold on those markets and 
reshipped to eastern destinations or for export via Atlantic ports, 
are unjust and unreasonable, etc. Asks rates for the future, and 
at ag complaint should be given consideration under Ex 
*arte 


Republic Creosoting Co., Indianapolis, Ind., vs. Alabama 
Great Southern et al. 

Rates in violation of sections 1 and 8 of the act, on creosote 
oil in tank cars from Indianapolis to Chicago and points in the 
Chicago switching district, Cincinnati, Louisville, St. Louis, East 
St. Louis, Granite City and Madison, Ill. Asks rates for the 


future. 
17519. Mohawk Carpet Mills, Inc., Amsterdam, N. Y., vs. New 


York Central, 

Rates and charges in violation of section 1 on bamboo poles in 
official classification territory. Asks classification for the future 
and reparation. 
Clinchfleld Coast Corporation, 
Clinchflield & Ohio et al. 

Complainant states that purpose of petition is to obtain relief 
from excessive, unreasonable and unduly prejudicial rates on coal 
from complainant's mines on the C. C. & O. to points in North 
Carolina and Virginia. (South and East of Roanoke, Va.), on 
and north of the Southern Railway from North Wilkesboro through 
Rural Hall, Winston-Salem, Greensboro, Raleigh and Selma, N. C., 
to Goldsboro, N. C., and points on and north of the line of the 
Norfolk Southern Railroad from Goldsboro through Kinston, New- 
bern and Morehead City to Beaufort, N. C.; via St. Paul and/or 
Carbo, es and the Norfolk and Western Railway Company and 
connections, 


17521. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. 

Pennsylvania et al. 

Rates and charges in violation of the first four sections of the 

act on sugar from Brooklyn and Yonkers, N. Y., to Lynchburg, 

Va. Asks rates for the future and reparation. 
Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. 

Southern et al. 

Unreasonable rates and charges, in violation of sections 1 and 4 
of the act, on lumber from Orangeburg, S. C., to Leesburg, Va. 
Asks reparation. 
Northwestern Fruit Exchange et al., Wenatchee, Wash., 
vs. Great Northern et al. 

Charges in violation of sections 1 and 8 of the act, on boxed 
apples from Wenatchee and Monitor, Wash., to Brainerd, Minn. 
Asks reparation. 

John A. Whittemore’s Sons et al., Boston, Mass., vs. New 
Haven et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 10 of the 
interstate commerce act, on anthracite coal from points in Penn- 
sylvania to the West Roxbury District of Boston. Asks rates for 
the future and reparation. 


17525. Traffic Bureau Chamber of Commerce, Lynchburg, Va., 
vs. Manufacturers Railway et al. 
Unreasonable, discriminatory and preferential rates and charges 


on beverages from St. Louis, Mo., to Lynchburg, Va. Asks rates 
for the future, and reperation. 


Dante, Va., vs. Carolina, 


. 17526.—Nashville Machine & Supply Co., Nashville, Tenn., vs. L. 


& N 


Rates and charges in violation of Sections 1, 3 and 4 of the 
act, on wrought iron pipe from Bowling Green, Ky., to Florence, 


Ala. Asks rates for the future, and reparation. 
No. 17527. Lehigh Portland Cement Co., Allentown, Pa., vs. Big Sandy 
& Kentucky River et al. 

Rates in violation of Sections 1 and 6 of the act, on portland 
cement from Fordwick, Va., to Ivyton, Royalton and West Roy- 
alton, Ky. Asks rates for the future, and reparation. 

No. a Dann-Gerow Co., Inc., St. Petersburg, Fla., vs. A. C. L. 
et al. 

Unlawful rates on building brick from Shawnee, Ohio, to St. 
Petersburg, Fla. Asks reparation. 

No. Treep- Dann-Gerow Co., Inc., St. Petersburg, Fla.,. vs. A. C. L. 
et al. 

Unlawful rate on building brick from Shawnee, Ohio, to St. 
Petersburg, Fla. Asks reparation. 

No. — Dann-Gerow Co., Inc., St. Petersburg, Fla., va A. C. L. 
et al. 

Unlawful rate on building brick from Shawnee, Ohio, to St. 
Petersburg, Fla. Asks reparation. 

No. 17531. Dann-Gerow Co., Inc., St. Petersburg, Fla., vs. Tampa & 
Gulf Coast et al. 

Unlawful rate on building brick from Shawnee, Ohio, to St. 
Petersburg. Asks reparation. 

No. 17532. Dann-Gerow Co., Inc., St. Petersburg, Fla., vs. Tampa & 
Gulf Coast et al. 

Unlawful rate on building brick from Shawnee, Ohio, to St. 
Petersburg, Fla. Asks reparation. 

No. 17533. Hauser Packing Co. et al., Los Angeles, Cal., vs. Southern 
Pacific. 

Unreasonable rates, in violation of Section 4, on calves or cattle 
from Hermanas, Cambray, Arena and Deming, New Mex., to Los 
Angeles, Cal. Asks reparation. 

No. 17534. Empire Refineries, Inc., Tulsa, Okla., vs. Missouri-Kan- 
sas-Texas et al. 

Switching charges in violation of Sections 1 and 8 of the act, 
on tank cars moved into Coffeyville, Kan., for painting. Asks 
reparation. 

No. 17535. Higginbotham-Bartlett Co., Inc., et al., Dallas, Tex., vs. 
A. & V. et al. 


Rates and charges in violation of Section 1, on roofing pitch, 
coal tar and tar in straight and mixed C. L., from Ensley and 
Woodward, Ala., Gulfport, Miss., and Lockland, O., to Dallas and 
other Texas points. Asks rates for the future, and reparation. 
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W. C. Staley has been made general agent of the Gulf Coast 
Lines and the International Great Northern. J. D. Gowin has 
been made assistant general agent and E. F. Bertling has been 
appointed commercial agent. 

J. E. Cushing, traffic manager, the American-Hawaiian 
Steamship Company, has been elected chairman of the Pacific 
Coast committee of the Inter-Coastal Conference. 

The Railway Business Association will hold its seventeenth 
annual dinner at the Hotel Commodore, New York, November 11. 

The Oil and Gas Well Supply Traffic Association met at 
the Jefferson hotel, St. Louis, October 13 and 14, and a resolu- 
tion was adopted expressing regret at the death of the associa- 
tion’s president, R. H. Thompson, traffic manager, the Oil Well 
Supply Company, Pittsburgh. The office of president is being 
held temporarily by J. F. Ryan, general traffic manager, the 
National Supply Company, Toledo. The association will hold 


its next meeting at Memphis, January 12 and 13, at the Peabody 
hotel. 


DOINGS OF THE TRAFFIC CLUBS 


At the Traffic Club of St. Louis luncheon, October 19, Cap- 
tain Robert E. Lee spoke on “Where Is the Third Vest Button?” 





The Richmond Traffic Club met October 12. 


The Bridgeport Traffic Association held its annual meeting 
at the University Club, October 19. 





The Traffic Club of Kansas City met at luncheon at the 
Hotel Baltimore, October 20. Captain N. V. Reynolds, of the 
Kansas City police department, was the speaker. The club now 
has rooms in the Hotel Baltimore and has announced that it 
extends a cordial invitation to visiting railroad and industrial 
traffic managers to make their headquarters in the new club- 
rooms whenever they are in Kansas City. 


The Mobile Traffic and Transportation Club held its regu- 
lar meeting in the Cawthon Vineyard, October 15. T. B. Curtis, 
vice-president of the Associated Traffic Clubs of America and 
general agent of the Charleston & Western Carolina at Atlanta, 
Ga., spoke about the purpose of a traffic club and told the mem- 
bers that each would get out of his club what he put into it. 
He said that traffic clubs were to promote harmony and co- 
operation between carriers and shippers, and were the places to 
thresh out broader problems of transportation and not to settle 
any individual’s switching problems. He reviewed the rapid 
expansion of traffic clubs throughout the country and said they 
must function quickly to keep pace with the rapidly increasing 
population and its growing needs. H. E. Warren, delegate to the 
Louisville meeting of the Associated Traffic Clubs, made his re- 
port. A program of vocal music was given. 


The Transportation Club of Decatur will hold its sixth an- 
nual railroad banquet at the Hotel. Orlando, October 28. The 
banquet will be followed by dancing. 


The Transportation Club of St. Paul held its first fall enter- 
tainment meeting at the St. Paul hotel, October 20. 


The Pacific Traffic Association will hold a meeting at the 
Palace hotel, San Francisco, October 27. W. G. Marvin, interna- 
tional lawyer, New. York, and _G. H. Baker, chairman of the 
drayage and highway transportation committee of the P. T. A., 
will be the principal speakers. 


The Traffic Club of Chicago will hold a memorial meeting, 
October 26, as a tribute of respect to Fred Zimmerman, former 


president of the club and president of the C. I. & W., who died 
October 5. 


The Traffic Club of New York will hold a Hallowe’en supper 
dance at the Waldorf-Astoria, October 30. The club will hold its 
regular meeting October 27. 


The Traffic Club of Wichita will hold its “Railroad Night” 
November 19. The club met at luncheon, October 22, when a 
report was received from P. L. McGue, division freight agent of 
the Rock Island, of his trip as delegate to the Louisville meeting 
of the Associated Traffic Clubs of America. 


The Brooklyn Traffic Club has ratified the resolution, per- 
taining to the regulation of motor carriers, adopted at the Louis- 
ville meeting of the Associated Traffic Clubs of America. 


The Traffic Club of Syracuse met October 19. T. H. Stoffel, 
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WETZEL DROP FRONT TARIFF FILES 
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THRIFT 


—To be thrifty is to 
spend wisely for the 
present and save care- 
fully for the future. 


Write us for information. 


P. A. Wetzel Company 


Manufacturers 


A Stack of Wetzel Drop Front Tariff File Sections SPRINGFIELD, ILLINOIS 


(Measuring outside 45 inches wide, 57% inches high and 18 inches deep) 
This outfit can be obtained with the same sized drawers throughout 
Start with any number of sections and build up as your requirements grow. 


You Don’t Need to Guess at 


TODAY’S FREIGHT RATES 


or next month’s either, for that matter, 
if guessing is not satisfactory, for the 
information now regularly carried in 


THE TRAFFIC BULLETIN 


will enable you to know them. 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 
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special representative, the Westinghouse Electric, at Pittsburgh, 
was the speaker. 





The Traffic Club of Newark has ratified the resolutions 
adopted by the Associated Traffic Clubs of America at Kansas 
City on the subject of the Hoch-Smith resolutions. 





The Traffic Club of Oklahoma City met at luncheon October 


6 for the purpose of discussing amendments to the constitution 
and by-laws. 


NEW ENGLAND CLAIM CONFERENCE 


The New England Traffic League, the Eastern Claim Con- 
ference and members of the Traffic Club of New England held 
a joint freight claim conference at Boston, October 15 and 16. 
The subject of claim prevention was taken up in a number of 
phases, and the prevention of loss and damage, as well as the 
claims on the particular commodities shipped in and out of New 
England, were discussed. 


MELLON TO SUCCEED DAVIS 


The Trafic World Washington Bureau 


Secretary Mellon, of the Treasury Department, probably will 
succeed James C. Davis as the agent of the President under the 
provisions of the transportation act relating to liquidation of 
the affairs of the Railroad Administration. Mr. Davis, who has 
served as agent for the President since March 28, 1921, has 
planned for some time to retire about the first of next year. Un- 
der his administration he has practically completed liquidation 
of the affairs of the Railroad Administration. It will be neces- 
sary, however, for the President to have an agent succeed Mr. 
Davis to handle litigation in which the Railroad Administration 
is involved and to close out accounts between the Administration 
and the railroads. The President, it is understood, has prac- 
tically decided that Secretary Mellon should succeed Mr. Davis. 
The Treasury Department is held to be the logical place, it is 
understood, for completion of liquidation, because it holds the 


securities of the railroads that obtained loans from the revolving 
fund. 


TELEPHONE CONSOLIDATION 


Acquisition by the Southwestern Bell Telephone Company 
of the telephone properties of James Thompson and D. E. McAr- 
thur, doing business as the Sand Springs Telephone Company, 
has been approved by the Commission. 


TELEPHONE EARNINGS 


Seventy telephone companies, each with annual operating 
revenues in excess of $250,000, had an operating income of 
$15,080,464 in August, an increase of $2,806,757 or 22.9 per cent, 
as compared with August, 1924, according to statistics issued 
by the Bureau of Statistics of the Commission. For the eight 
months ended with August the operating income totaled $119,- 
540,314, an increase of $25,292,849 or 26.8 per cent as compared 
with the corresponding period of 1924. 


WIRE COMPANY DATA 


Fourteen telegraph and cable companies doing business in 
the United States, in the last calendar year, had an operating 
income of $20,229,428, a net income of $15,804,902 and disbursed, 
in dividends, $9,385,951, according to a statement of selected 
items from the annual reports of the companies to the Commis- 
sion, compiled by its Bureau of Statistics. The fourteen com- 
panies operated 1,945,943 miles of wire, had an investment of 
$307,142,949 in plant and equipment, $27,565,423 in other things, 
$8,936,556 in cash, $8,852,300 in material and supplies, capital 
stock of $132,884,918 and working assets of $60,849,939. 

The operating revenues amounted to $146,175,685, and ex- 
penses $119,783,001. Their surplus amounted to $79,661,932. 

The Western Union, with wire mileage of 1,593,963, invest- 
ment of $217,129,454, capital stock of $99,786,727, operating rev- 
enues of $112,861,555, expenses of $90,333,963 and operating in- 
come of $17,415,577, of which $13,419,829 was net income, was the 
big unit in the telegraph and cable business. 

The Mackey Companies, with a mileage of 327,608, invest- 
ment of $54,933,096, capital stock not reported, operating rev- 
enues of $22,653,280, expenses of $20,955,502, an operating in- 
come of $1,043,371, of which $330,954 was net, was the second. 

North American Telegraph Company, with a mileage of 
12,189, was the third from a mileage point of view but fifth from 
investment in plant and equipment point of view, being exceeded 
in investment by the Commercial Pacific Cable Company, the 
investment of which was $22,603,268, the Federal Telegraph Com- 
pany, which operates wireless radio stations, its investment be- 
ing $3,678,587 and the Mexican Telegraph Company with an in- 
vestment of $6,763,120. The Mexican Telegraph Company had 
6,052 miles of wire. Other companies with considerable mileage 
were the Canadian Pacific Company lines in the United States 
and the Norther Tetegraph Company with 2,410 miles. 

The Commercial Pacific Cable Company operated 10,029 
nautical miles of cable in the Pacific ocean. The Continental 
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Telegraph Company, one of the fourteen reporting corporations, 
operated 10,748 miles of leased wire and was reported as having 
an investment of $299 in plant and equipment. 

The large dividend payers were the Western Union, $6,982,- 
929, the Commercial Pacific Cable Company, $1,425,000 and the 
Mexican Telegraph Company, $899,140, its rate being 10 per cent, 
that of the Western Union 7 and the Commercial Pacific Cable 
Company 7.5 per cent. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Illinois Central to issue 
$14,218,230 of preferred stock, consisting of 142,182.3 shares of 
par value of $100 each, and to sell the stock at not less than par 
for cash. The proceeds will be used by the carrier to finance its 
terminal construction work in the Chicago district. The carrier 
also was authorized to issue $14,218,230 of common stock in con- 
version of the preferred stock to be issued. 

The Alton & Eastern has been authorized to issue $5,000 of 
common capital stock, consisting of 50 shares of the par value 
of $100 each. 

The Commission, by division No. 4, has authorized the 
Pittsburgh & West Virginia Railway Company to abandon a part 
of its line in Pittsburgh, Pa., known as the south side yard, 
situated at the corner of Carson and First streets. 


FINANCE APPLICATIONS 


The Central of Georgia has applied for authority to issue 
approximately $3,840,000 of 444 per cent equipment trust certifi- 
cates in connection with the acquisition of 15 locomotives and 
1,927 ventilated box cars at a total estimated cost of $5,120,000. 
The applicant said it proposed to sell the certificates to Kuhn, 
Loeb & Co., of New York City, at 96.89 per cent of par. 

The Baltimore & Ohio has applied for authority to issue 
nominally $6,125,000 of 6 per cent refunding and general mort- 
gage bonds in refundment of underlying bonds at maturity. The 
applicant said it was not proposed to sell the bonds at this time 
and that other than the pledge of the bonds for short term loans 
under section 20a of the interstate commerce act no disposition 
would be made of the bonds without further authorization of the 
Commission. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
applied for authority to issue $400,000 of receiver’s certificates 
of indebtedness in renewal of an obligation for a like amount 
now outstanding. The certificates will be payable six months or 
longer from date of issue and bear 6 per cent interest. 

The Pacific Telephone & Telegraph Company and the Tilla- 
mook County Mutual Telephone Company have applied to the 
Commission for approval of sale to the Pacific company of the 
property of the Tillamook company in Tillamook county, Oregon. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables amount- 
ed to 31,840 cars the week ended October 17, as compared with 
31,235 cars (revised) the preceding week, according to the 
weekly report of the Bureau of Agricultural Economics. Ship- 
ments were reported as follows: 


Apples, 9,286 cars; cantaloupes, 14 cars; cabbage, 1,933 cars; 


cauliflower, 120 cars; celery, 630 cars; cucumbers, 11 cars; grapes,’ 


6,860 cars; grapefruit, 160 cars; lemons, 125 cars; lettuce, 422 cars; 
miscellaneous melons, 109 cars; mixed citrus fruits, 1 car; mixed 
deciduous fruits, 66 cars; mixed vegetables, 469 cars; onions, 1,175 
cars; oranges, 229 cars; peaches, 57 cars; pears, 674 cars; peppers, 
68 cars; plums and prunes, 6 cars; spinach, 28 cars; string beans, 
95 cars; sweet potatoes, 856 cars; tomatoes, 480 cars; watermelons, 
6 cars; potatoes, 7,959 cars. 


CHANGES IN DOCKET 


Hearing in No. 17301, Lukens Steel Company vs. Penn. R. R. 
Co. et al., assigned for October 19, at Philadelphia, Pa., before 
Examiner Berry, was postponed to a date to be hereafter fixed. 

Hearing in No. 17267, Asbestos Wood & Shingle Co. et al. 
vs. Boston & Maine R. R. et al., assigned for October 22, at New 
York, N. Y., before Examiner Berry, was canceled. 


COAL PRODUCTION AND SHIPMENT 


Bituminous production in the first full week in October 
showed a decidedly upward turn, says the Bureau of Mines in 
its weekly coal report. Total output the week ended October 
10 was estimated at 11,696,000 net tons, an increase of 688,000 
tons as compared with the revised figures for the preceding 
week. It was the highest output since the middle of January. 
Preliminary reports indicated that the loading on October 12 
and 13 was about 3 per cent higher than for the corresponding 
period of the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended October 3 were re- 
ported as follows: Bituminous, 3,669; anthracite, 982. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 10 amounted to 388,685 tons, of which 
260,384 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports 


the week ended October 11 amounted to 935,687 tons. No 
anthracite was shipped. 
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USE THIS METHOD OF 


SOUND- _ 
—EXPANSION 


Retain Control of Your Merchandise Yet Place 
It Within Close Reach of all of Your Prospects 


Store and distribute from a Merchandise Warehouse according to your 
customers’ needs with minimum credit risks. Using this method, some of 
our accounts have tripled their volume of business. 





We are in a position to store your stock, any quantity. Reship 
L.C.L. beyond Chicago by trap car or tunnel. Deliver locally, 
re-pack, re-mark, collect, furnish inventories and help build your 
business thru our advantageous locations and facilities. With 
such service your business must prosper. All buildings are strictly 
modern with insurance rates as low as 12 cents per hundred. 






BURLINGTON DOWNTOWN WAREHOUSE—2 Blocks from Union Station—CHICAGO 
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CHICAGO'S MOST MODERN WAREHOUSES 


SOUTH SIDEEWAREHOUSES—5801-5967_W. 65th St.—50_Car Switchtrack—CHICAGO 


CROOKS TERMINAL WAREHOUSES 


CHICAGO Owned and Directly Managed by H. D. CROOKS KANSAS CITY 
NEW YORK OFFICE: WOOLWORTH BUILDING 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
iattons and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 26—Chicago, Ill.—Chairman Aitchison: 
17000—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 


October 26—Washington, D. C.—Examiner Roberts: 


‘ Valuation No. 548—In retentative valuation of the property of the 
Gulf & Sabine River R. R. Co. 


October 26—San Francisco, Calif.—Examiner Howell: 


1. & S. No. 2503—Lumber and related articles from South Pacific 
Coast states to Eastern Canada. 


October 26—Washington, D. C.—Examiner Law: 


Finance No. 3756—Excess income of the Gulf & Sabine River Rail- 
road Company. 


October 26—Fargo, N. D.—Examiner Fleming: 
16999—Commercial Club of Fargo, N. D., et al. vs. Santa Fe et al. 


October 26—New York, N. Y.—Examiner Berry: 
17194—Robert Blank vs. C. R. R. of N. J. et al. 


October 26—Dallas, Texas.—Examiner Cheseldine: 
17242—Lone Star Gas Co. et al. vs. Santa Fe et al. 
Portions Fourth Section Application Nos. 700 and 702, issued by 
Agent Leland, and Leland jointly with Agent J. F. Tucker. 


October 26—Jackson, Miss.—Examiner Konigsberg: 


oa Cotton Oil Co., J. V. Wright, Lessee, vs. A. & V. Ry. 
o. et al. 


October 26—Chicago, Ill—Examiner Jewell: 
17210—Hyman-Michaels Co. vs. A. C. L. R. R. Co. et al. 


October 26—Washington, D. C.—Examiner Kelley: 
Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 
Valuation No. 405—In re tentative valuation of the property of the 
Glasgow Ry. Co. 
Valuation No. 456—In re tentative valuation of the properties of the 
L. & N. R. R. Co., et al. 


Valuation No. 463—In re tentative valuation of the property of the 
Tennessee Western Ry. Co. 


October 26—Washington, D. C.—Examiner Woodrow: 

Valuation No. 236—In re tentative valuation of the property of the 
Baltimore, Chesapeake & Atlantic Ry. Co. (Further hearing.) 
October 26—Kansas City, Mo.—Public Service Commission of Mis- 

souri and Public Service Commission of Kansas: 

Finance No. 4906—Joint application St. Louis-San Francisco Ry. Co. 
and the Kansas City, Fort Scott & Memphis Ry. Co. for authority 
to abandon the so-called Rich Hill Branch. 

October 27—Jackson, Miss.—Examiner ‘Konigsberg: 
1. & S. No. 2517—Warehousing of cotton at Mississippi Valley points. 
October 27—Fargo, N. D.—Examiner Fleming: 
as yee Clubs of Fargo, N. D., et al. vs. Great Northern 
y. et al. 


16956 and Sub No. 1—The Grand Forks Commercial Club. vs. Great 
Northern Ry. Co. et al. 
October 27—New York, N. Y.—Examiner Berry: 
17320—Somerville Iron Works et al. vs. C. R, R. of N. J. et al. 


October 27—Chicago, Ill.—Examiner Jewell: 
17316—Consolidated Paper Co. vs. N. Y. C. R. R. Co. 


October 27—San Francisco, Calif.—Examiner Howell: 
17227—The Stuart S. Smith Co. vs. Santa Fe et al. 
17118—Albers Bros. Milling Co. vs. Southern Pacific Co. et al. 


October 27—Washington, D. C.—Examiner Marchand: 
Valuation No. 202—In re tentative valuation of the property of 
Chicago & Eastern [Illinois Railroad. 


October 27—Montgomery, Ala.—Alabama and Mississippi Commissions: 
Finance No. 4776—Application Meridian & Bigbee River Ry. Co. for 


authority to construct a line of railroad from Meridian, Miss., to 
Myrtlewood, Ala. 


October 27—Argument at Washington, D. C.: 
15508—French Battery & Carbon Co. vs. Chicago & North Western 
Ry. Co. et al. 
October 28—Washington, D. C.—Examiner Turner: 
Finance No. 3778—Excess Income of the Jonesboro, Lake City & 
Eastern R. R. Co. 
October 28—San Francisco, Cal.—Examiner Howell: 


17143—Pacific States Butter, Egg, Cheese and Poultry Assn. vs. 
Southern Pacific Co. et al. 


Fourth Section Application No. 11428. 
October 28—St. Joseph, Mo.—Examiner Stough: 
1707i—Hunt Brothers Fruit Co. et al. vs. A. & W. Ry. Co. et al. 
October 28—Kalamazoo, Mich.—Examiner Kettler: 
17128—Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 
Portions Fourth Section Application No. 703 filed by A. C. L. R. R. 
‘1. & S. No. 2521—Potatoes from Southeastern and Carolina Terri- 
tories to Northern and Western points. 
October 28—Shreveport, La.—Examiner Konigsberg: 
17221—Louisiana Oil Refining Co. vs. St. L. S. W. Ry. Co. 
October 28—Dallas, Texas.—Examiner Cheseldine: 
‘Il. & S. No. 2527—Potatoes from Colorado to Texas points. 
October 28—New York, N. Y.—Examiner Berry: 
I. & S. No. 2525—Soda products from Syracuse and Solvay, N. Y., 
to New York Lighterage points. 
October 28—Argument at Washington, D. C.: 
15722—American Graphite Co. vs. D. & H. Co. et al. 
=a Bedford Copper Co. vs. N. Y. N. H. & H. R. RB. 
et al. 
15876—The Columbia Steel Co. et al, vs. B. & O. R. R. et al. 
14663—The Columbia Steel Co. vs. B. & O. R. R. et al. 


e-Commission 


October 29—New York, N. Y.—Examiner Berry. 

bes ag gy od No. 1)—American Linseed Co. vs. N. Y. S. & W. 

. KR. et al. 

13229—Spencer Kellogg & Sons, Inc., vs. D. L. & W. R. R. et al. 

14829—American Linseed Co. vs. Erie R. R. Co. (Further hearing.) 

October 29—Argument at Washington, D. C.: 

15414—Marcellus & Otisco Co. vs. N. Y. C. R. R. 

15498—General Refractories Co. vs. E. J. & E. Ry. 

15850—Colgate & Co. vs. Penn. R. R. et al. 

15994—-Colgate & Co. vs. N. Y. C. R. R. et al. 

October 30—Chicago, Ill.—Examiner Jewell: 

14234—Parlor Frame Manufacturers’ Assn. vs. A. A. R. R. Co. et al. 

October 30—Washington, D. C.—Examiner Brown: 

* Finance No. 5087—Application of Kansas City Southern Ry. Co. for 
authority to acquire control of the Kansas City & Grandview 
Ry. Co. by purchase of capital stock. 

October 30—San Francisco, Calif—Examiner Howell: _ : 

* 1, & S. No. 2530—Ore and concentrate between California, Nevada 
and Utah, 

October 30—Houston, Texas—Examiner Cheseldine: 

‘1. & S. No. 2269, Commodity rates from Texas and other southwest- 
ern states. 

* 15989—Mountain Valley Springs Co. vs. C. R. I. & P. Ry. et al, 

+1. & S. No. 2240 (and supplemental orders 1 to 8, inclusive)—Com- 
modity rates in Southwestern Territory. 

October 30—Memphis, Tenn.—Examiner Konigsberg: 

17366—American Grain & Hay Co. et al. vs. Ill. Cent. R. R. Co. et al. 

October 30—Galesburg, Ill.—Examiner Kettler: 

17110—George Adam Schneider vs. C. B. & Q. R. R. et al. 

17321—Illinois Electric Porcelain Co. vs. Santa Fe et al. 

October 30-31—Argument at Washington, D. C.: 

15511—Board of Trade of the City of Chicago vs. Santa Fe et al. 

October 31—Chicago, Ill.—Examiner Jewell: 

* 10255—J. D. Hollingshead Co. vs. Director-General, as agent, A. & 
St. L. R. R. et al. : 

17296—Hyman-Michaels Co. vs. Director General, as Agent, C. C. C. 
& St. L. Ry., et al. 

October 31—Memphis, Tenn.—Examiner Konigsberg: 

* 17353—Orgill Brothers and Company vs. C. R. I. & P. Ry. et al. 

October 31—Hastings, Neb.—Examiner Stough: 

bee ess D. Hawkins & Earl C. Chitwood vs. C. B. & Q. R. R. 
et al. 

November 1—Los Angeles, Calif.—Examiner Howell: 

“— 4 S. No. 2526—Lettuce from Pacific Coast territory to eastern 
points. 

November 2—Memphis, Tenn.—Examiner Konigsberg: 

*.Fourth Section Application No. 464 et al. 

November 2—Washington, D. C.—Examiner O’Neill: 

‘Valuation No. 84—In re tentative valuation of the property of the 

Peoria Ry. Terminal Co. (Further hearing.) 

‘Valuation No. 172—In re tentative valuation of the property of Rock 
Island Frisco Terminal Ry. Co. (further hearing.) 

November 2—Washington, D. C.—Examiner Brown: 

> Finance No. 4818—Application of C. & O. Ry. Co. for a certificate 
of public convenience and necessity authorizing the construction 
of (1) an extension of its line of railroad from a point at or near 
Gilbert, Mingo County, to a point at or near Mullens, Wyoming 
County, West Virginia; and (2) an extension of its line of rail- 
road from a point at or near Stone Coal, Raleigh County, to a 
point at or near Mullens, Wyoming County, W. Va. 

November 2—Jacksonville, Fla.—Examiner Hillyer: 

* 17269—Jacksonville Traffic Bureau vs. A. C. L. R. R. et al. 

November 2—Bismarck, N. D.—Examiner Fleming: 

1. & S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. (Further hearing.) 

November 2—Chicago, Ill.—Examiner Jewell: 

171 9—Tomkins-Summer Co. vs. B. & O. R. R. Co 
November 2—Los Angeles, Calif.—Examiner Howell: 
16797—C. M. Brown vs. C. R. I. & P. Ry. et al. 
17020—American Fruit Growers, Inc., of Calif., et al. vs. Southern 

Pacific Co. et al. 

Fourth Section Application No. 11428, filed by J. E. Fairbanks— 
In re charges for refrigeration of shipment of cantaloupes, etc. 

Novemher 2—Washington D. C.—Examiner Quimby: 

Val. Dkt. No. 498—In re tentative valuation of the property of the 
Cambria and Indiana Railroad Company. 

November 2—New York, N. Y.—Examiner Berry: 

* 17259—Taunton-New York Bedford Copper Co. vs. N. Y. N. H. & H. 
R. R. Co. et al. 

* 17293—Federated Metals Corp. vs. Penn. R. R. Co. et al. 

November 3—Washington, D. C.—Examiner Hill: 

14012—Sewell Valley R. R. vs. C. & O. Ry. 

17014—-Greenbrier & Eastern R. R. Co. vs. C. & O. Ry. Co. et al. 

November 3—Memphis, Tenn.—Examiner Konigsberg: 

+1. & §S. No. 2524—Combination rule on cotton and cotton linters 
from Southern Points to Kentucky and Tennessee points. 

November 3—Washington, D. C.—Examiner Boles: 

Finance No. 5062—Application Chicago & North Western Ry. Co. 
for authority to acquire further control of the Chicago, St. Paul, 
Minneapolis & Omaha Ry. Co. by acquiring additional common 
stock of that company and to insure certain securities. 

November 3—Decatur, Ill.—Examiner Kettler: 

1. & S. No. 2502—Grain products from Chicago, Joliet, Lockport and 
Peoria, Ill., to Arkansas points. 

November 3—Chicago, Ill—Examiner Jewell: 

* 1. & S. No. 2532—Butter, eggs and poultry, L. C. L., between points 
in Western Trunk Line Territory. 

November 4—Chicago, Ill—Examiner Jewell: 

* 1. & S. No. 2533—Butter and lard tubs, meats and packing house 
products from and to southwestern points. 

November 4—Washington, D. C.—Examiner Fowler: 


Valuation 487—In re tentative valuation of the property of Doniphan. 
Kensett & Searcy Ry. 


. et al. 
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The Inau an of Magnificent 


| Bannef Blue Jimitea” 


* Dhe Yvan of Frais” 


St. Louis ~ Chicago 


Rich in furnishings, handsome in decorations, luxurious in comfort, the 
New “Banner Blue Limited” between St. Louis and Chicago, stands as 
an exemplification of Wabash supremacy in railroad transportation. 


The new Pullman Observation-Lounge 
car, with Sun Room, Living Room, 
Women’s Lounging Room and Buffet 
is a radical departure in passenger equip- 
ment design. Handsome furnishings and 
fixtures with beautiful decorations 
throughout present travel refinements 
and appointments hitherto unknown. 
The new Pullman Parlor car rivals the 
Observation-Lounge car in elegance and 
luxury with its magnificent furnish- 
ings and decorations. 

The New ‘Banner Blue Limited”’ 
between St. Louis and Chicago. 


H.E. Warts, Passenger Traffic Manager, St. Louis. 


The wide, deeply-cushioned chairs in the 
new free Reclining Chair cars are a rev- 
elation in ease and comfort. 

There is an exquisite elegance in the 
furnishings and decorations of the Din- 
ing cars with heavy grain Cuban mahog- 
any finish, chairs of special design, Royal 
Wilton carpet and silk faced curtains. 
The equipment of the entire train is 
richly enameled in deep Banner blue 
striped and lettered in gold, presenting 
a very handsome appearance. 


is the fast 614 hour afternoon train 
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November 4—Orlando, Fla.—Examiner Hillyer: 
Me bes ae 9 Commissioners of the State of Florida vs. A. & R. 
.R etal | 
November 4—Elmira, N. Y.—Examiner Berry: 
17313—Frank P. Case & Sons, Troy, Pa., and Elwin Allen, Canton, 
Pa., vs. Penn. R. R. Co. 
November 4—Los Angeles, Calif.—Examiner Howell: 
17082—California Farm Bureau Federation et al., vs. Southern Pa- 
cific Co. et al. 
November 4—Omaha, Neb.—Examiner Stough: 
17271—John Deere Plow Co. vs. Director General, as Agent. 
17344—M. C. Peters Mill Co. vs. James C. Davis, Director General 
of Railroads, as Agent. 
November 4—Argument at Washington, D 


bas 
1. & S. No. 2447—Iron and steel articles in Official Classification 
territory. 


1. & S. No. 2456—Definition of Tank Cars in the Consolidated Classi- 

fication. 

November 5—Washington, D. C.—Examiner Hendon: 

‘Valuation No. 518—In re tentative valuation of the property of 
Gulf, Florida & Alabama Ry. Co. 

November 5—Washington, D. C.—Examiner Harraman: : 

'l. & S. No. 2523—Classification Ratings on Radio Sets in Official 
Territory. 

November 5—Argument at Washington, D. C.: 


1. & S. No. 2444—Cheese from Iowa, Minnesota and Wisconsin to 
Illinois and Wisconsin. 


16314—Northern Potato Traffic Assn. vs. B. & O. R. R. Co. et al. 
November 5—Mt. Vernon, Ind.—Examiner Kettler: 
1. & S&S. No. 2498—Grain and grain products, Mt. Vernon, Ind., to 
Ohio River crossings. , 
November 5—Washington, D. C.—Examiner Kelley: 
' Valuation No. 355—In re tentative valuation of the property of the 
International & Great Northern Ry. Co. 


Valuation No. 418—In re tentative valuation of the property of 
the Austin Dam & Suburban Ry. Co. 
November 5—Omaha, Neb.—Examiner Stough: 
17222—Omaha Grain Exchange vs. C. B. & Q. R. R. et al. 
November 6—Argument at Washington, D. C.: 


1. & S. No. 2380—Export rates on wheat and its products, Montana 
to North Pacific Coast ports. 


14572—Board of Railroad Commissioners of the State of Montana 
vs. B. A. & P. Ry. Co. et al. 
' 16646—Nelson Steamship Co. vs. B. A. & P. Ry. et al. 
November 6—Chicago, Ill.—Examiner Jewell: 
* 17205— 


A. M. Blongren, Trading as the Blomgren Coal Co., not 
incorporated, et al. vs. C. & N. W. Ry. et al. 


‘ 17256—Chicago Coal Merchants’ Assn. vs. N. Y. C. R. R. et al. 

November 6—Syracuse, N. Y.—Examiner Berry: 

16555—C, L. Amos Coal Co. vs. L. V. R. R. Co. et al. 

November 7—Hope, Ark.—Examiner Cheseldine: 

17302—Hope Fertilizer Co. vs. Ark. Western Ry. Co. et al. 

November 7—Indianapolis, Ind.—Examiner Kettler: 

17287—American Window Glass Co. vs. Santa Fe et al. 

November 9—Washington, D. C.—Examiner Knowlton: 

* No. 6672—Application of the Central of Georgia Railway Company, 
under the provisions of Section 5 of the Act to Regulate Com- 
merce, as amended by Section 11 of the Panama Canal Act, rela- 
tive to the Ocean Steamship Company of Savannah. 

November 9—Denver, Colo.—Examiner Wagner: 

17000—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 


November 9—Washington, D. C.—Examiner Law: 
' Finance No. 3718—Excess Income of the Eldorado & Wesson Ry.,Co. 
. November 9—Washington, D. C.—Examiner Turner. 
Finance No. 3929—Excess Income of the Sioux City Terminal Ry. Co, 

November 98—San Diego, Calif.—Examiner Howell: 

15710—The Spreckles Savage Tire Co. vs, Santa Fe et al. 
November 9—Portland, Ore.—Examiner Fleming: 

17331—Pacific Coast Cone Co. et al. vs. Santa Fe et al. 
November 9—Washington, D. C.—Examiner Hill: 


5. & S. No. 2514—Apples from Virginia points to Eastern destina- 
ons. 


November 9—Washington, D. C.—Examiner Kephart: 

' Valuation No. 235—In re tentative valuation of the properties of the 
Virginian Ry. Co. and the Virginian Terminal Ry. Co. (Further 
hearing.) 

November 9—Chicago, Ill._—Examiner Jewell: 

1 klahoma Sash & Door Co. et al. vs. Santa Fe et al. 


at -@ y  aeeeeteees Co. et al. vs. Abilene & Southern Ry. 
o. et al, 


17170—American Tar Products Co. et al. vs. Santa Fe et al. 
17123—Benson Brothers Lumber Co. et al. vs. Santa Fe et al. 
17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. Co. et al. 
17328—Certain-teed Products Corp. vs. A. & W. Ry. Co. et al. 
November 9—Little Rock, Ark.—Examiner Cheseldine: 
17371—Little Rock Chamber of Commerce et al. vs. Ark. & La. Mo. 
Ry. Co. et al. 
November 9—Mason City, Ia.—Examiner Stough: 
17241—Jacob E. Decker & Sons vs. C. & N. W. Ry. Co. 
November 9—Indianapolis, Ind.—Examiner Kettler: 
17274—Como Chemical Co. vs. A. T. & S. F. Ry. et al. 
November 10—Indianapolis, Ind.—Examiner Kettler: 
17290—The Indianapolis Board of Trade vs. C. I. & L. Ry. Co. 
17291—The Indianapolis Board of Trade vs. B. & O. R. R. Co. et al. 
November 10—Washington, D. C.—Examiner Woodrow: 
‘ Valuation No. 526—In re tentative valuation of the property of the 
Missouri & Illinois Bridge & Belt R. R. Co. 
November 10—Washington, D. C.—Examiner Harraman: 
1 Burroughs Adding Machine Co. et al. vs. Mich. Cent. R. R. 
Co. et al. 
owe 4 figs oer ~ pon agen Kettler: 
> . No. rain and grain products from the Northwest 
to the Mississippi Valley. . - 
November 11—Argument at Washington, D. C.: 
‘ §6504—The Cotton Manufacturers’ Assn. of S. C. vs. C. C. & O. Ry., 
Director-General, as agent, et al. 
1. & S, 2276—(and Sups. 1 and 2 inclusive)—Furniture from Southern 
points to Trunk Line and New England territories, 
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Portions of Fourth Section Applications No. 458, 1952 and 3912. 
' 13934—Standard Furniture Co. vs. N. C. & St. L. Ry. et al. 


‘November 11—Des Moines, Ia.—Examiner Stough: 


17279—Des Moines Board of Trade et al. vs. Ft. D. D. & S. R. R. Co. 
et al. 


November 11—Tacoma, Wash.—Examiner Fleming: 
17076—Pacific States Lumber Co. et al. vs. Great Northern Ry. Co, 


et al. 
17077—Bufflein Lumber & Manufacturing Co. et al. vs. Oregon- 
Washington R. R. & Navi. Co. et al. 


November 11—Memphis, Tenn.—Examiner Cheseldine: 

‘1. & S. No. 2269—Commodity rates from Texas and other south- 
western states. 

' 145989—Mountain Valley Springs Co. vs. C. R. I. & P. Ry. et al. 

' |, & S. No. 2240 (and supplemental orders 1 to 8, inciusive)—Com- 
modity rates in southwestern territory. 


November 12—El Paso, Texas.—Examiner Howell: 
17122—Rates on classes and commodities between points within 
the state of Texas. 
November 12—Argument at Washington, D. C.: 
12969—Divisions received by the Brimestone Railroad & Canal Co, 
* 14709—Ayrshire Coal Co. vs. Southern Ry. Co. 
' 14857—J. Wooley Coal Co. et al. vs. Southern Ry. Co. 
November 13—Burlington, Ia.—Examiner Stough: 
15550—Sub. No. 1 and 2—Burlington Shippers’ Assn. et al. vs. C. & 
O. Ry. Co. et al. 
November 13—Argument at Washington, D. C.: 
15112—Apache Powder Co. vs. Santa Fe et al. 
15296—Harding Glass Co. vs. Santa Fe et al. 
' 15843—Warren Brothers Co. vs. Southern Pacific Co. 
November 14—Argument at Washington, D. C.: 
' 16230—Ogden Grain Exchange vs. Arizona Eastern R. R. Co. et al. 
'‘ Application of Canada Atlantic Transit Co. of U. S. to file and 
change rates on bulk grain on short notice. 
November 14—Argument at Washington, D. C.: 
* 1. & S. No. 2499—Salt from Ohio and West Virginia points to Ohio 
and Indiana points. 
November 16—Washington, D. C.—Eaminer Harraman: 
* 1. & S. No. 2531—Woodpulp between C. & O. Ry. stations in Virginia. 
November 16—Washington, D. C.—Examiner Harraman: 
* 17483—Norfolk Port Commission vs. C. & O. Ry. Co. et al. 


November 16—San Francisco, Calif.—Examiner Wagner: 
1700—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 


November 16—Argument at Washington, D. C.: 


15615 (and Sub. Nos. 1 to 6, incl.)—Artesian Ice & Cold Storage Co. 
vs. Santa Fe et al. 


15590—Skinner Mfg. Co. vs. A. & W. P. R. R. et al. 
16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 

15737—Fortune Products Co. et al. vs. Santa Fe et al. 
15866—Skinnr Mfg. Co. vs. Ariz. Eastern Ry. Co. et al. 

16258—The Grand Island Chamber of Commerce, Grand _ Island 


Nebr., for and in behalf of the Donald Company vs. C. B. & Q. 
R. R. Co et al. 


November 16—Columbus, O.—Examiner Kettler: 
17192—Amicon Fruit Co. vs. Erie R. R. Co. et al. 
’ 17252—The Pure Oil Co. et al. vs. Santa Fe et al. 
November 16—Washington, D. C.—Examiner Conway: 
Valuation No. 503—In re tentative valuation of the property of West 
Virginia Northern R. R. Co. 
November 16—Washington, D. C.—Examiner Marchand: 
Valuation No. 368—In re tentative valuation of the properties of 
the Duluth & Iron Range R. R. Co. 
Valuation No. 369—In re tentative valuation of the properties of 
the Duluth, Missabe and Northern Ry. Co. et al. 
November 16—Washington, D. C.—Examiner Rasch: 
Val. Dkt. No. 484—In re tentative valuation of the property of the 
Red River and Gulf Railroad. : 
November 16—Washington, D. C.—Examiner Sweet: 
Finance No. 3706—Excess Income of the Duluth & Iron Range Rail- 
road Co. (Further hearing.) 
November 16—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3898—Excess Income of the Richmond, Fredericksburg 
& Potomac R. R. Co. 
November 17—Washington, D. C.—Examiner Johnston: 
‘Valuation No. 536—In re tentative valuation of the property of the 
Central Transfer Ry. and Storage Co. 
November 17—Arguments at Washington, D. C.: 


‘16341 (and Sub. Nos. 1 and 2)—Nebraska State Ry. Commission Vs. 
A. & W. Ry. Co. et al. 


16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. Co. 
et al. 
16480—John S. Robinson, doing business as the Norfolk Hide & 
Metal Co. vs. Santa Fe et al. 
Valuation No. 216—In re tentative valuation of the property of the 
Northern Alabama Ry. Co. 
Valuation No. 260—In re tentative valuation of the property of the 
Pere Marquette R. R. Co. et al. 
Valuation No. 312—In re tentative valuation of the properties of 
the Georgia R. R. (Lessee Organization) et al. 
Valuation No. 320—In re tentative valuation of the property of the 
Wisconsin & Michigan Ry. Co. 
Valuation No. 343—In re tentative valuation of the property of the 
Norfolk & Western Ry. Co. 
Valuation No. 402—Im re tentative valuation of the property of the 
Uintah Ry. Co. 
Valuation No. 443—In re tentative valuation of the property of the 
La Salle & Bureau County R. R. Co. 
* Valuation No. 346—In re tentative valuation of the property of the 
Louisiana & Arkansas Ry. Co. 
* Valuation No. 372—In re tentative valuation of the properties of the 
Richmond, Fredericksburg & Potomac R. R. Co. et al. ' t 
* Valuation No. 393—In re tentative valuation of the properties ° 
the Washington Southern Ry. Co. et al. 
November 17—Washington, D. C.—Examiner Gaddess: “i 
1. & S. No. 2473 (ist, 2nd, 3d and 4th sup. order)—Brass, bronss 
and copper ingots, pig, scrap and related articles in Official Class 
fication Territory. 
November 17—Columbus, O.—Examiner Kettler: 
17187—The Ohio Farm Bureau Federation et al. vs. N. & W. Ry. 
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One of the 111 


E own and operate 111 

sales and service stations 
in the principal American 
cities, and these are assisted 
by the work of hundreds of 
dealers. The branch house 
above is located at Albany, 
N. Y. 


The view below shows an 
International Truck owned by 
the Pittsburgh Plate Glass Co., 
on the 6-mile sweep of the 
celebrated Gandy Bridge over 
the Bay at Tampa, Fla. 


HE INTERNATIONAL line 
includes a 2000-lb. Speed 
Truck, Heavy-Duty Trucks 
ranging from 3000 to 10,000 
max. caps., International 
Motor Coaches, and McCor- 
mick- Deering Industrial 
Tractors. 


THE TRAFFIC WORLD 


INTERNATIONAL 


SAUNA Kase 


wutemnson a 


WICHITA! 


ee. | 


Largest Company-Owned 
Truck Service Organization 
in the World! 


L is a wonderful layer of customer protection this Company 
has spread over the land. No truck user can be far from an 


International Company-owned branch. The above map 
shows where our 111 branches are, after 20 years of truck 
building. All of them are splendidly equipped for serving 
International owners in the community. 


Service is one factor; practical design and quality construc- 
tion are others. The experience of 20 years has produced a 
mechanically correct truck, known for many such details as the 
International removable cylinders, the special steer-easy steer- 
ing gear, and the special auxiliary rear springs. Today the 
entire capacity of 3 great factories is required for the manu- 
facture of International Trucks. 


Write for catalog on any model or the full line. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. OTF, AMERICA Chicago, Il. 
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November 18—Argument at Washington, D. C.— 
be 3 te Indiana Gravel Co. vs. N. Y. C. & St. L. R. R. Co. 
et al. 


15705—Tomahawk Kraft Paper Co. vs. C. & N. W. Ry. Co. et al. 
15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. Co. et al. 


November 18—Fargo, N. D.—Examiner Fleming: 

17399—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. Co. et al. 

1. & S. No. 2469, and 1st supplemental order—Grain and grain prod- 
ucts from, to and between Illinois, lowa, Minnesota, North Dakota, 
South Dakota, and Wisconsin points. 

17315—Farmers Grain Dealers’ Association of N. D. et al. vs. Gt. . 
Nor. Ry. Co. et al. 


' 17265—Commercial Club of Fargo, N. D., et al vs. BFP & LF, 
Ry. Co. et al. 


November 18—Fargo, N. D.—Examiner Fleming: 
* 17516—The North Dakota Fair Freight Rate Association et al. vs. 
B. & O. R. R. et al. 


November 19—Argument at Washington, D. C.: 
15912—Ohio Farm Bureau Federation et al. vs. A. & W. Ry. Co. et al, 


'15795—H. L. Cheney, trading as the Cheney Pulp & Paper Co. vs. 
A. C. & Y. Ry. Co. et al. 


November 19—Argument at Washington, D. C.: 
15630—W. B. Ahern Brokerage Co. et al. vs. A. C. L. R. R. Co. et al. 


November 20—Argument at Washington, D. C. 


'45916—Spanish River Pulp & Paper Mills, Ltd., et al. vs. A. & W. 
Ry. Co. et al. 


16094 (and Sub. ‘Nos. 1 to 19, incl.)}—Krauss Brothers Lumber Co. 
vs. Director-General, as agent, G. & S. I. R. R. Co. et al. 
16476—Manget Brothers Co. vs, A. C. R. R. et al. 


November 21—Argument at Washington, D. C.: 

' 15743—Bona Allen, Inc., vs. Boston & Maine R. R. et al. 
16291—-Georgia Quincy Granite Co. vs. A. C. L. R. R. et al. 
16749—Williams-Thompson Co. vs. A. & W. P. R. R. et al. 

November 23—Washington, D. C.—Examiner Johnston: 

‘Valuation No. 584—In re tentative valuation of the property of the 

Christie & Eastern Ry. Co. 

November 23—Washington, D, C.—Examiner Law: 

Finance No. 3633—Excess Income of the Bessemer & Lake Erie 
Railroad Company. 
November 23—Argument at Washington, D. C.: 


15228 and Sub. No. 1—The Board of Railroad Commissioners of the 
State of Iowa vs. A. & S. R. R. et al. 


15266—Lehigh Portland Cement Co. vs. Santa Fe et al. 
15629—The Atlas Portland Cement Co. vs. C. B. & Q. R. R. Co. et al. 
15299 (and sub. No. 1)—Hannibal Shippers’ Assn. vs. Santa Fe et al. 
15860—Dolese Brothers Co. vs. C. R. I. & P. Ry. et al. 


November 23—Washington, D. C.—Examiner Van Meter: 
Finance No. 3926—Excess income of the Louisiana & Pacific Rail- 


“TRAFFIC 


Interstate Commerce Cases 
Rate Compilations 
Traffic Statistics 


Rate Quotations 
ICC Reports Furnished 





J. M. SMITH, Manager 





AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 


CHARLES 


TRAFFIC ANALYSES 





Traffic Managers Interstate Commerce Cases So 
Reuting and Tracing _— Less and Damage Claims 
You can reach Traffic World 


readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


Customs Brokers 


Box 172, 





THE TRAFFIC WORLD 


Advisory Service on ICC Procedure 
and the Law of Carriers 


Tariff Interpretations 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 
319-320 TRANSPORTATION BUILDING 
Washington, D. C. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


TRAFFIC ANALYST 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D. C. Oakland, Calif. 


CAMPHUIS & COMPANY, Inc. 





Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 


to Mexico via the Texas Border Ports 





Vol. XXXVI, No. 17 


November 23—Washington, D. C.—Examiner Macomber: 
Valuation No. 532—In re tentative valuation of the property of the 
Raquette Lake Railway Company. 
November 23—Washington, D. C.—Examiner Walsh: 
Valuation No. 528—In re tentative valuation of the Sibley, Lake 
Bisteneau & Southern Ry. Co. 
’ Valuation No. 589—In re tentative valuation of the property of the 
Louisiana & Pacific Ry. Co. 
'Valuation No. 565—In re tentative valuation of the property of the 
Woodworth & Louisiana Central Ry. Co. 
November 23—Washington, D. C.—Examiner Marchand: 
Valuation No. 366—In re tentative valuation of the property of the 
Pittsburgh, Bessemer and Lake Erie R. R. Co. 
Valuation No. 365—In re tentative valuation of the properties of 
the Bessemer & Lake Erie R. R. Co. et al. 
November 23—Washington, D. C.—Examiner Faris: 
Valuation No. 168—In re tentative valuation of the property of Chi- 
cago, Indianapolis & Louisville Ry. Co. et al. 
November 24—Argument at Washington, D. C.: 
' 15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
P. Ry. Co. et al. 
November 27—Argument at Washington, D. C 


a eee Chamber of Commerce et al. vs. W. Md. Ry. Co. 
et al. 


15819—Garret and Co., Inc. vs. N. Y. C. R. R. et al. 
15861—Metal & Thermit Corp. vs. C. R. R. of N. J. et al. 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by the railroads of this 
country in August totaled 41,723,156,000 net ton miles, according 
to reports for the month filed by the carriers with the Bureau 
of Railway Economics, which says: 


This freight traffic was the greatest for any August on record 
with the exception of August, 1920, which excelled it by 961,- 
752,000 net ton miles or 2.3 per cent. The total for August this 
year, however, was an increase of 14.4 per cent over the same 
month last year and an increase of 3.4 per cent over August, 1923. 

Freight traffic in the Eastern district showed an increase of 
20.1 per cent over August last year while in the Southern district 
there was an increase of 18.5 per cent. The Western district 
showed an increase of 6.1 per cent. 

For the first eight months in 1925, the volume of freight 
traffic amounted to 292,197,012,000 net ton miles, an increase of 
6.5 per cent over the corresponding period last year but a decrease 
of 4 per cent under the same period in 1923 and two-fifths of 
one per cent below the same period in 1920. 

In the Eastern district, an increase for the eight months 
period of 7.3 per cent in the volume of freight traffic handled com- 
pared with the same period last year was reported, and in the 
Southern district there was an increase of 9.1 per cent. The 
Western district showed an increase of 4.4 per cent. 


SERVICE” 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 
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Interstate Commerce and State Commission Cases 
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Commerce Attorney 
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319 Fourteenth Street Se am Calif. 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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Another 
Industrial Asset 
for Chicago 





és THE many industries which are 

compelled in these days of keen 
competition to give more attention 
to matters of economy and service, 
we call attention to the following 
facts: 
















The radiation of Chicago’s trunk 
line railways to all points of the 
United States and Canada provides: 


1. The quickest possible distribution of 
freight, express and mail. 


2. Insures most satisfactory competitive 
rate adjustments. 















3. Provides Chicago with great advantages 
in rates and service on Parcel! Post. 


POSE 





HOvcE: NICOLSON & PORTER, 

INC., are organized to give pro- 
fessional service to those industries 
that wish to locate to greatest advan- 
tage in the metropolitan district, 
where these assets are available. 


RIS 


Hodge, Nicolson 
& Porter, Inc. 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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Nicke Peate Roan 
CHICAGO-CLEVELAND 


BUFFALO-NEW YORK 
THE SCENIC ROUTE 


from the 


Great Lakes to the Atlantic Coast 


Oct 





THRU PULLMAN SLEEPERS 
PARLOR CAR and DINING CAR SERVICE 





The most delightful season of the year to make a trip over the Pocono 
Mountains and thru beautiful Delaware Water Gap. 

A Free Side Trip from Buffalo and Stopover at Niagara Falls is an 

enjoyable feature of Nickel Plate Road Service. 


DELAWARE WATER GAP FREE STOP-OVER AT NIAGARA FALLS 


Ask the Ticket Agent to Route you via 
Nickel Plate-Lackawanna Railroads 






C. A. MELIN, G.E.P.A., Buffalo, N. Y. C. A. ASTERLIN, G.W.P.A., Chicago, Il. 


B. E. MORGAN, Traffic Manager 
CLEVELAND, O. 
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General Freight Service Association 


500 = 504 LACLEDE GAS BUILDING, ST. LOUIS, MO. 


I. L. BURLINGAME, President 

Ww. E. McGARRY, V.P. & G. M. 
J. C. RYAN, Traffic Manager 

J. F. ROACH, Demurrage Manager 






Traffic and Transportation Specialists for Shippers 


See Card in Directory on Inside Back Cover of Traffic World 
Member of the Chamber of Commerce of the United States. 
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A Chance for a Handsome Profit 


Material handling by industrial storage battery tructors instead of hand truck- 
ing, speeds up the unloading of cars at receiving room and carloading at shipping 
room, increasing the entire plant production and eliminating possible demurrage 
charges. Electric tructors pull 20-ton trains of trackless trailers or carry loaded 
skids of 6,000 pounds at three times the former speed for 24-hour day if desired. 
No fatigue, speedier and dependable serv- 
ice, and greater safety to employees at a 
total cost of less than the wage of one man. 


Steers Terminal Co., Brooklyn, N. Y., re- 
ports: ‘““We have a runway from our bulk- 
head to the warehouse, about seventy feet 
in length, with a grade of 11 per cent. Our 
Elwell-Parkers are the elevating platform 
type, and by the use of platforms or skids 
we keep them rolling at all times. The 
tructors travel a distance of about 500 feet, 
saving us ten men each and approximately 
six dollars per hour for each equipment.”’ 


AA 


Most large industrial, warehouse, terminal and railroad companies are displac- 
ing their hand truckers with fleets of Elwell-Parkers, earning big dividends. 
One of our twenty-four standard types should meet your requirements. 
Consult our engineers of twenty years’ experience for details. 


Catalog No. 41 Upon Request 


The Elwell-Parker Electric Co. 
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“PORTLAND 


MACKINAW 
city 


“MENOMINEE 


FREIGHT SERVICE _ 


>CHICAGO 


Between 


Gb i. All Points in the East and South 
Lop ii and 


Northwest, Western Canada 
North Pacific Coast 


DAIRYING 


To avoid delay, shipments for «Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. is document must be delivered railroad — at initial point with the shipment and 
accompany same to Canadian port of entry. 


~~ SS \ 
SSEO AA 
4/ N 


_—= —~ 
S— ss 


AGENCIES Pitts! ore. a, 2041 Oliver I Bldg. 


Year ete P 
0 way Exch. B 
fos Apeties, Cal. ‘porter Bldg a st Paul” Mi na Ha Me mehente Nat Bank Bide, 
alls, Wis. mnie, Tenn.» porter sco, 
— 709 Traction rc rm. Sault Ste. Marie, 
Cleveland O., 915 Union Trust Minnespots, Ming 800, Boo Line B 6th Bt. Bpokane, Wak 608 2nd Ave 


Detroi! 4 [oy 1 Wash., 1006 Old Nat’l Bank Bldg. 
Dututn, at Mion”, ag Superior, Wis. 


N Wis. 
a ‘Rapi xen, wae aeacise 3 dquist Bl New Ys qm Bldg. Tacoma, ¥ Wash.. 1118 Pacific Ave. 
Indianapolis. tnd 622 Merch. Bank Bids Nene iods W. O. W. Bldg. 
* 36 Relieey Ee Phindelpbie, Pa, Cross Bidg., Locust St. at 15th. . -- ht 9 608-604 Lombard Bldg. 


Our Freight vote Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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THE INLAND WATERWAYS CORPORATION 
Operating the 





Mississippi-W arrior Service 
FEDERAL BARGE LINE 


Towboat CORDOVA with tow of Steel Covered Barges Carry ing Iron and Steel and General Cargo on the Warrior River. 


The Warrior Section provides a service by water from the heart of the Alabama Mineral 
District a distance of some 450 miles to Mobile, and 600 miles in round numbers to New Orleans. 


Joint rates with the railroads provide a workable basis of transportation costs on cotton, 
coal, steel products, and other freight from Alabama, Eastern Mississippi, and parts of Georgia 
and Tennessee to the ports. 





















Northbound, the service distributes sugar, coffee, rice, and general merchandise; together 
with sulphur, ore, and other heavy commodities. 


There is a regular weekly sailing from New Orleans serving the distributing houses in 
Mobile and making connections with the railroads radiating from there; as well as with packet 
boats serving Pensacola and other Florida ports as far as Apalachicola. 


There are regular weekly sailings in both directions: From New Orleans and Mobile 
northward, and from the Port of Birmingham southward. For a period of more than two 
years there has been an uninterrupted service making eleventh morning delivery from New 
Orleans to Birmingham, and eighth morning delivery from Mobile to Birmingham. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. 
You can address the nearest representative or 


Theodore Brent, Traffic Manager, 
Customhouse, New Orleans. 








Chicago, IIL, Los Angeles, Calif., Mobile, Ala., San Francisco, Calif., 








846 Stock Exchange Bidg., 703 Transportation Bldg., Municipal Wharf, 430 Sansome St., T. B. Esty, 
H. E. Ruddiman, General Agent J. M. Ford, Commercial Agent H. M. Wilson, Commercial Agt. Pacifie Coast Representative 
Birmingham, Ala., Memphis, Tenn., New Orleans, La., St. Louis, Mo., 
822 Brown-Marx Bldg., 1224 Cotton Exchange Bldg., 200 Board of Trade Annex, 244 Custom House, 
N. W. Guice, General Agent C. E. Becker, General Agent J. W. Mooney, General Agent F. C. Reilly, General Agent 
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Speed Up Your Freight Service 


Our facilities for the quick movement of freight 
have attracted the attention of 
many shippers 


ONCE TRIED, ALWAYS USED 


For complete information write 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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@ HAVANA 
Casteleiro Building 
INDIANAPOLIS 
Merchants Bank Building 





® 

















Boston Building 


@ DETROIT 
Majestic Building 


@ DENVER 





Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 





Ellicott Square Building 


@ CHICAGO 
Southern Pacifie Bldg. 





@ BUFFALO 






Old South Building 


Woodward Building 


@ BOSTON 







@ BIRMINGHAM 








Healey Building 
Union Trust Building 


@ ATLANTA 
@ BALTIMORE 
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More About the Armys New Gun 


In the weekly Traffic World of October 24 we 
ran on this page a picture of the great 14-inch 
gun en route from Aberdeen, Md., proving grounds 
to California, with scheduled stops at a number 
of points en route for inspection by the public. 


War Department’s announcement dated October 
18 referred to destination as “Fort McArthur, near 
San Diego, Calif.” and our article appearing in 
the Traffic World of the 24th, based on similar 
information, erroneously read “Fort Arthur, near 
San Diego.” The correct name is Fort McArthur, 
which is located at Point Firmin in Los Angeles 
Harbor. 


War Department’s announcement says “This is 
the Army’s newest and largest complete gun and 
mount, the heaviest piece of ordnance ever trans- 
ported by rail in this country, weight 730,000 
pounds.” Announcement continues “The great gun, 
with its mount, is heavier than the largest loco- 
motive ever built, and before it could be safely 


routed by the Quartermaster Corps, the War De- 
partment agency charged with its transportation, 
a survey of all the railroads in the country was 
made by the Army Corps of Engineers, to deter- 
mine whether bridges and roadbeds could safely 
carry the weight. The mount is supported on 
fourteen trucks, and in addition to the gun and 
mount, the equipment includes several special cars 
for spare parts and ammunition. 


The railroad routing, decided upon at a con- 
ference in the Office of the Quartermaster Gen- 
eral on October 7, calls for transportation from 
Aberdeen, Md., to Chicago via Pennsylvania Rail- 
road; Chicago & Northwestern Railway from Chi- 
cago to Council Bluffs; Union Pacific System from 
Council Bluffs to Ogden, and Southern Pacific 
Lines from Ogden, Utah, to destination. 


The gun will require almost two months for its 
journey, as it will be held for public inspection 
at a number of points en route.” 


Write, telegraph or 'phone 
@ ‘‘General Agent, Southern Pacific Lines’’ @ 
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